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LIQUOR AND THE RAILROADS 

Lincoln C. Andrews, head of the government dry forces, 
has sent to the heads of fourteen thousand industrial con- 
cerns a request that they no longer permit the use of liquor 
as an aid in the business of buying and selling. The dis- 
patch does not say that General Andrews has included or 
intends to include railroad executives among those to whom 
his appeal is directed, but he might well do so. 


Before prohibition came upon us, the drinking railroad 
man and the use of liquor by the railroad soliciting forces 
as an aid in inducing patronage were fast disappearing. 
With prohibition, they have appeared again and are running 
strong. This is due, no doubt, to the fact that, under pro- 
hibition, liquor is more difficult to obtain and is more expen- 
sive. It makes, therefore, more of an impression on a cus- 
tomer with whom one wishes to do business to present him 
with a bottle of “real goods” or to invite him to one’s room 
for a few drinks out of such a bottle. This may or may not 
be an argument against the prohibition amendment or the 
Volstead act. With that we are not now concerned. We 
are speaking only of the fact that the use and consumption 
of liquor among railroad men, particularly its use as a lubri- 
cant for the machinery of doing business, is on the increase 
to such an extent that it is becoming a scandal and a nuisance, 
whatever one’s ideas may be about prohibition or the mod- 
erate use of liquor. 


One has only to attend a convention to which railroad 
men come in numbers to get contact with their customers, 
actual or prospective, or a banquet at which the same kind 
of men gather, to realize the truth of what we say. At the 
banquet a large percentage of those in attendance are intox- 
icated to a disorderly degree. They get their liquor—not 
always, but very often—from their railroad friends. These 
railroad gentry make it a practice, at such places, to have 
rooms at the hotel more or less well stocked with liquor to 
which they invite the favored ones for a few drinks. They 


pass around cards with a knowing wink, those receiving the 
cards understanding that if they go to the room the number 
of which is penciled on the card,-they will not have to go 
away empty. The result is much drunkenness and an undig- 
nified and unbusinesslike atmosphere at such gatherings. 

We do not say that railroad executives encourage this 
practice. Probably they do not. But they must know of it. 
If they do not, they are not very wise as to what is going on 
around them, and they may at least inform themselves now 
that the tip has been given to them. They should not only 
not encourage it, but they should positively discourage it by 
actual orders that may not be misunderstood. This is not a 
question of prohibition or of morals at all; it is a question 
of decent and respectable methods of doing business. A 
railroad or a railroad man who has to depend on bootleg 
whisky as a means of getting business is not worthy of 
patronage and one who will intrude such methods into an 
assemblage to the extent that its decorum is upset is not 
worthy even of respect. Of course, things might be said also 
of the shippers who allow themselves to be thus entertained 
and intoxicated, but we are speaking now of the source. 


As an illuminating comment on the situation, the writer 
of this editorial, at a meeting of the Associated Traffic Clubs 
of America, in the course of a discussion as to means by 
which the association could be of service to member clubs in 
solving its problems, heard the president of a club in a large 
city say that his greatest problem was that of pulling off a 
dinner that would not be a disgrace because of drunkenness. 

Is there not room here for the presidents of our rail- 
roads who sometimes themselves see this disorder and are 
embarrassed by it—especially when they are the honored 
guests and speakers at dinners—to bring about a reform in 
this method used to get business? Besides, it does not really 
get business. The only thing that gets business and keeps it 
is service. 


MOTOR VEHICLE REGULATION 


In his remarks at the closing hearing last week in the 
inquiry the Commission has been holding over the country 
with a view to determining what, if any, legislation it shall 
recommend with respect to regulation of motor vehicle 
transportation, Commissioner Esch took the view that we 
have often expressed concerning the view that the motor 
vehicle transport industry is still in its infancy and that 
regulation should be deferred until conditions are more 
stable. He asked whether it would not be wiser to lay 
down a few primary regulatory rules now than to wait 
until later, having in mind that, had Congress regulated 
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ILLINOIS TRACTION SYSTEM 


Traffic Department Representatives 


BIRMINGHAM, ALA., 737 Ist Natl. Bank Bldg.— 
L. POOLE, General Agent. 
BLOOMINGTON, ILL., South Madison St.— 
H. JOHNSTON, General Agent. 
CHAMPAIGN, ILL., 41 East University St.— 
MANLEY, General Agent. 
CHICAGO, ILL., 208 South LaSalle St.— 
D. R. PECK, General Agent. 
CINCINNATI, OHIO, Room 301 Bell Block, 6th 
and Vine Sts.— 
ALVIN ROEHR, General Agent. 
CLEVELAND, OHIO, 415 Swetland Bidg.— 
J. M. BOAK, General Agent. 


DALLAS, TEX., 618 Santa Fe Bidg.— 
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. KELZ, General Agent. aa: 


PEORIA, ILL., 630 South Washington St.— 


W. M. LONG, General Agent. 


PITTSBURGH, PA., 523 Park Bldg.— 
E. D. FORDE, General Agent. 


ST. LOUIS, MO., 12th and Lucas Ave.— 
H. C. LEUTERT, General Agent. 


SPRINGFIELD, ILL., Ninth and Adams Sts,— 


E. L. McKEE, General Agent. 


ED. R. HORTON, General Agent. 


__W. H. WYLIE, 
Traffic Manager, 
Springfield, Ill. 


Freight Connections and Junction Points on 
Main Division 


Alton & Eastern— 
Granite City, Ill. (via Alt. & Sou or 

St. LM B.T) 
Venice. Ill. (via So Ry. V.& C Belt) 


Alton & Southern— 
Granite City. Ill 
Venice. Il). (via So Ry V & C Belt) 


Atchison, Topeka & Santa Fe— 
Fast Peoria. Ill. tvia P. & P. U) 
Morton, Ill. 


Baltimore & Ohio— 
Granito City, Ill. (via Alt & Sou or 
St. L. M. B. T.). 
Springfield. Ill. 
Venice. Il). (via So Ry. V. & C. Belt! 


Chicago & Alton— 
Anderson. Ill. 
East Peoria. Ill. (via P. & PU) 
Granite City. Il! (via St LM BT >. 
Selbytown, Il). 
Springfield IN (vial C of S T) 
Venice Ill (viaSo Ry V.&C Belt) 
Westeart. Il. 


Chicago & Eastern Ilinois— 
Bronson, IU. 
Glover. ill. 
Granite City, I. (via St LM BT) 
Wostville. I 
Chicago & Illinois Midland— 
Auburn. Ill. 
East Peoria. Il. (via T. & P OU) 
Springtield. I (vial C of 8 T) 
Chicago & North Western— 
Benid, lil. 
Fast Peoria. Il). (vie P.& P OU). 
Chicago, Burlington & Quincy— 
East Pooria, Ill. (via P & PU». 
Girard, Lil. 
Granite City. Il. (viaSt LM BT> 
St. Louis. Mo. (viaSt.L M B T> 
Venice. Il) (viaSo Ry V.&C Bets 
Chicago, Rock Island & Pacific — 
East Peoria, Hi. (via P. & PU) 
Granite City, Ill. (via St.L.M.BT) 
St. Louis, Mo. (via St. L.M B.T> 
Cincinnati. indtonepelie & Western 
Decatur. Il. (via Wabash Ry.) 
Springfield. Ill. 


Clevel . Cincinnati, Chicago & 
ns 


Bloomington, Til. 

Danville (Hillery), ll. 

Ea-t Peoria, Ill. (via P. & P. Ud. 

Granite City, Ill. (via St.L.M BT) 

Mackinaw, Ill. 

Venice, Ill. (via So. Ry. V. & C. Belt) 
East St. Louie & Carondelet — 

Granite City, Ill. (via St.L.M B T.). 


East St. Louis, Columbia & Water- 
Granite City, Il. (via Alt. & Sou. or 
St. L. M. B. T.. 


East St. Louis Connecting— 
Granite City, Ill. (via St.L M B.T.) 
Venice, Ill. (via 8o. Ry. V. &C Belt) 

East St. Louis Junction— 

Granite City, lll. (via St L.M BR.T.). 

Vonice, Ill. (via So. Ry. V. & C. Belt) 
Illinois Central— 

Bloomington, II. 

Decatur, Ill. (via Wahash). 

East Peoria, Ill. (via P. & PU) 

Granite City, Ill. (via Alt. & Sou. or 

St. LM. BT. 


Moore, 
Seymour, Ill. 


. ml. 

Venice, Ill. (via So. Ry. V.&C Belt) 
Illinois Terminal— 

Edwardsville, IIL 
Hlinois Transfer— 

Granite City. Ill. (via St.L.M B.T ). 
Litchfield & Madison— 

Granite City, Il. (via Alt. & Sou. or 

St. LM. B. T.). 


Moore, Il. 
Venice, Ill. (via So. Ry. V. & C. Belt). 
Worden, Il. 
Louisville & Nashville— 
Granite City, Ill. (via Alt. & Sou.dor 
t. L. M. B. T.). 
Venice. Ill. (via So. Ry. V. & C. Belt.) 


Manufacturer 
Granite City, Il] (via St LM 
St. Louis, Mo. (via St. L. M. 


Minneapolis & St. Louis— 
East Peoria Ill. (via P & P. U.) 


Mississippi Warrior Service— 
Granite City, Il. (via St. L.M B T 
or Alt. & Sou ). 
St. Louis, Mo. (via St. L.M. B T) 
Venice, lll. (via So. Ry. V. & C. Belt) 


Missouri-Kansas-Texas— 
Granite City, Ill. (via St. L.M BT) 
St. Louis, Mo (via St. L.M B.T) 


Missouri Pacific— 
Granite City, Il.-(via Alt. & Sou or 
& iM SE. Td. 
St Louis. Mo (via St. L.M BT) 


Mobile & Ohio— 
Granite City, IN. (via Alt. & Sou o 
St L.M B T>). 
Venice, Ill (via So. Ry. V.& C Belt) 


New York, Chicago & St. Louis— 

Bloonungton, Ill. (via C. C. C. & 
St. L. or Il, Cent.). 

East Peoria Ill. (via P.& P/U) - 

Edwardsville, Il. (via I T. Co) 

Granite City, Ill. (via Alt. & Sou o: 
St L. M. B. T.). 

Ridge Farm, Ill. 

Venice, Ill. (via So. Ry. V & C. Belt) 


Pennsylvania R. R. System— 
Decatur, 11. (via Wabash Ry.). 
East Peoria, I. (via P. & PLU). 
Granize City, Il. (via Alt. & Sou. or 

St L. M. B. T. 
Morton, Ill. (via A. T. & S. F.). 
Venice. IN (via So. Ry. V. & VC. Belt) 


B.T.). 
B.T). 


Peoria & Eastern— 
Bloomington, I 
Danville (Hillery), Hl. 
East Peoria, 1. (via P. & P. U.) 
Muckinaw, Il. 
Peoria & Pekin Union— 
Last Peoria, Il. 
Peoria Ry. Terminal Co.— 
Last lcoria, I. (via P. & P. U.). 


St. Louis & Belleville Electric— 
Granite City, Il. (via Alt. & Sou or 
St LM B.T.). 
Venice, Ll. (via So. Ry. V. & C. Belt) 


St. Louis & O'Fallon— 
Granite City, Il. (via Alt. & Sou. or 
St. LM. BT... 
Vonice, IN. (via So. Ry. V. & C. Belt). 


St. Louis & Ohio River— 

Granite City, I. (via Alt. & Sou. or 
St. L. M. B. T.). 

St. Louis Belt & Terminal— 
(iranite City, I. (via St.L.M B.T.). 
St Louie, Mo. (vis St. L.M B T) 

St. Louis Merchants Bridge Ter- 

minal— 
Granite City, Il. 
St. Louis, Mo. 

St. Louis-San Francisco— 

Granite City, IN. (via St.L.M.B.T ). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Southwestern— 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
St Louis, Mo. (via St. L. M. B. T ). 

St. Louis Transfer— 

Granite City, Ill. (vis St.L.M.B.T ) 
St Louis, Mo. (via St. L. M. B. T.) 

St. Louis, Troy & Eastern— 
Fdwardsville, I. 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
Venice, Ill. (via So. Ry. V. & C. Belt). 

Southern— 

Granite City, IN. fvia Alt. & Sou. or 
8t. L. M. B. T.). 
Venice, Ill. (via So. Ry. V. & C. Belt). 

Southern (V. & C. Belt)— ; 
Granite City, Ill. (via Alt. & Sou. or 

St. L. MB. T). 
Venice, I. 

Springfield Terminal— 

Springfield, I) 


— 
C. A. CANNING, General Agent. 


E. E. KESTE 
Assistant Traffic = 
Springfield, Il. 


Terminal Railroad Association of 
St. Louis— 

Granite City Ill. (via St.1.M.BT) 

St Lonis, Mo. (via St, L.M B.T >. 

Venice, Il. (via So. Ry. V & C. Belt) 
Toledo, Peoria & Western—- 

East Peoria, Ill. (via P & P. U.) 
Wabash— 

Danville (Tilton), I. 

Decatur, Ill. 

Granite City, Ill. (via St. L. M. B. T. 

or Alt. & Sou.). 

Riverton, Ill. 

St. Louis, Mo. (via St. L. M. B. T.). 

Springfield, Il. 

Staunton, Il. 

ee rong ty 

Fenice, Ill. (via So. Ry. V. & C. Belt). 

Wiggins Ferry Co.— 

Granite City, IN (via St.L M B.T.) 


TULSA, OKLA., 818 Clinton Bldg.— 
GENT, General Agent. 


L. W. 
-B 


W. H. BLAIR, 
Chief Tariff Bureau, 


Springfield, Ill. 





Freight Connections and Junction Points 
(Illinois Valley Division) 


Atchison, Topeka & Santa Fe— 
Streator Ll. 


Chicago & Alton— 
Streator. lll. (via A. T. & S. F.). 


Chicago & North Western— 
Spring Valley. lll. 


Chicago, Burlington & Quincy— 
Ottawa, Ill. 
Streator. liL (via A. T. & S. F.). 


Chicago, Milwaukee & St. Paul— 
DePue., Il. (via C. R. L. & P.). 


Chicago, Rock Island & Pacific— 
Do Pue, Ill 
Ottawa, Ill 
Marseilles, I). 
Minooka. Ill (via F. J, & F.). 
Spring Valley, IL (via C. & N. W.). 
Utica, 1 

Elgin, Joliet & Eastern— 
Minooka, Ill. 
Rockdale, Ili. 

New York Ceatral— 
De Pue, Ill. (via C. R. I. & P.). 
Streator, IIL 

Wabash— 
Streator, Ill. (via A. T. & 8. F.). 
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November 6, 1926 


railroad traffic before it did, much of the time and labor 
ow required in the administration of the interstate com- 
co act would not be necessary. 

Of course, that is the sane view. If there is any inher- 
ent reason for regulation, that regulation ought to be applied 
mmediately, as soon as the reason is discovered. It cannot 
hurt legitimate growth and, prosperity and if it hurts 
illegitimate growth, that is a thing that ought to follow. 
We are speaking now, as we say, of inherent reasons for 
regulation, and not of abuses and improper practices calling 
for regulation. Besides, it is only fair to capital that may 
engage in the industry that it be allowed to know at once 
what confronts it in the way of regulation. We can imagine 
nothing that would do more to deter the engaging of capital 
in any business than a knowledge or feeling that something 
might happen in the near future to make conditions 
different. 

There is a baseless fear that regulation will hurt some- 
body in the business. That fear exists largely, we believe, 
because many men fear new things and are not studious 
enough or interested enough to study the situation care- 
fully to determine just how and why a proposed course 
might injure them or an industry in which they are inter- 
ested. Regulation—that is, the sane part of regulation— 
has not, we believe, injured the railroads. In fact, it has 
helped them. But if it has hurt them, in a money sense, 
then they ought to have been hurt. If they have been hurt 
by regulation that is not sane, then that part of our regula- 
tory policy never ought to have been adopted and ought now 
to be removed. The experience in railroad regulation ought 
to be used as a guide with respect to motor vehicles. No 
one whose ideas are worthy of respect and consideration 
proposes that they shall be regulated unreasonably. It is 
only proposed that they shall be regulated as far as neces- 
sary to protect the public, whose highways they use, the 
shippers and travelers who patronize them, the railroads, 
who are entitled to protection so far as fairness in com- 

petitive conditions is concerned, and the motor vehicle 
operators themselves, who, if they expect to conduct a 
legitimate and stabilized business, must be protected from 
unfair and irresponsible competition. This is not to say 
that every rate must be filed with some commission or that 
anything else that might seem unreasonable or burdensome 
at this time should be done. 


Moreover, the business of transporting freight and 
passengers by automobile can hardly be said to be a new 
industry, though it is a growing one and, we hope, will 
continue to grow, under proper conditions. Of course, 
whether it is new or not depends on just what one under- 
stands to be new. It is not as old as the railroads, or the 
steamships, or even the electric lines, but it is older than 
commercial aviation or the radio, both of which are now 
in process of being put under regulation. As a comment on 
its infancy we call attention to an item printed elsewhere, 
which indicates that, if it be an infant, it is an exceedingly 
precocious one fast taking on the ways of its ielders. We 
refer to a news item telling of the organization of a ten 
million dollar holding company to acquire control of a 
number of bus lines. . 

There is considerable misapprehension also as to the 
position of motor vehicle operators with respect to the 
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question of whether they shall be regulated in interstate 
commerce. We do not mean to convey the impression that 
all of them or most of them wish to be regulated, but a 
great many of them do, as will appear from a reading 
of the testimony before the Commission and Congress. 
This is especially true of bus operators. Our report of the 
hearing last week, for instance, recorded the fact that 
the motor bus division of .the American Automobile Asso- 
ciation is proposing a bill for the regulation of the bus in 
interstate commerce. And there are many more examples 


to be had. The Michigan Motor Bus Association, for 


instance, in a call for a meeting at Saginaw next week, 
makes a plea for legislation that will protect members from 
the increasing number of interstate lines that are springing 
up. 

After all, the question that is now being discussed— 
that of interstate motor vehicle regulation—has been made 
much more of than it deserves. Regulation of such busi- 
ness, intrastate, is already a settled policy of which few com- 
plain in principle. That being true, how can anyone reason- 
ably object to measures for the control of interstate traffic, 
which cannot be controlled by the individual states? Why 
should an intrastate carrier be regulated and an interstate 
carrier not? If one opposes interstate regulation for any 
of most of the reasons that have been urged, why do not 
the same reasons apply to intrastate regulation as well? 
Are we, then, to do away with state regulation? Besides, 
as a practical matter, the amount of interstate motor traffic, 
though growing, is small compard to the intrastate traffic 
—so small as hardly to be worth worrying about, if there 
is any cause for worry anywhere in the matter of regulating 
motor traffic. We think a lot of the excitement about the 
question is unwarranted. It is simply proposed to apply 
to interstate motor traffic some of the reasonable regulatory 
measures that are already applied in most of the states. 
We can find no reason for not doing it and many reasons, 
both in abstract logic and actual practice, for doing it. 


ELECTION RESULTS 


The Trafic World Washington Bureau 


Unofficial returns on the balloting of November 2 indicated 
this week that the make-up of the Senate and House committees 
on interstate commerce was not affected by the election, with 
the exception of the transfer of Representative Barkley, Demo- 
crat, of Kentucky, ranking Democratic member of the House 
committee on interstate and foreign commerce, to the Senate 
as the junior senator from Kentucky, beginning with the Sev- 
entieth Congress. Representative Hawes, Democrat, of Mis- 
souri, had resigned from the House committee on interstate and 
foreign commerce to enter the race for United States senator 
from Missouri. He was successful in that race. J. L. Milligan, 
of Missouri, took his place on the House committee. Mr. Bark- 
ley’s removal to the Senate will make necessary the filling of 
a vacancy-on the House committee at the beginning of the 
Seventieth Congress. Representative Sam Rayburn, of Texas, 
who was reelected November 2, will be the ranking Democratic 
member of the House committee in the Seventieth Congress. 

Two members of the House committee—Representative Phil- 
lips, of Pennsylvania, and Representative Fredericks, of Cali- 
fornia, both Republicans—were not candidates for reeléction and 
their places on the committee will have to be filled when the 
Seventieth Congress meets. 


All other members of the House committee were reelected. 
They are: Chairman Parker, of New York; Cooper, of Ohio; 
Denison, of Illinois; Merritt, of Connecticut; Mapes, of Michi- 
gan; Newton, of Minnesota; Hoch, of Kansas; Wyant,.of Penn- 
sylvania; Burtness, of North Dakota; Nelson, of Maine; Rob- 
inson, of Iowa; Garber, of Oklahoma; Rayburn, of Texas; Hud- 
dleston, of Alabama; Lea, of California; Parks, of Arkansas; 
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Crosser, of Ohio; Shallenberger, of Nebraska; Corning, of New 
York; and Milligaan, of Missouri. 

Committees are organized at the beginning of each Con- 
gress, The committees of the Seventieth Congress will be ap- 
proved at the first session of that Congress, which will be in 
December, 1927, unless an extraordinary session is called be- 
tween March 4, 1927, when the life of the present—or Sixty- 
ninth—Congress comes to an end, and December, 1927. The 
Republicans, as the result of the election November 2, will re- 
tain control of the House of Representatives. Unofficial figures 
this week gave the Republicans 233, and the Democrats 196, in 
the Seventieth Congress. With the Republicans in control of 
the House, it is probable the make-up of the Republican mem- 
bership of the interstate commerce committee, with the excep- 
tion of the vacancies to be filled on account of the retirement of 
Representatives Fredericks and Phillips, will be the same as 
it is now, and that Mr. Parker will continue as chairman of 
the committee. 

The members of the Senate interstate commerce committee 
who stood for reelection November 2 were successful. They 
were Senator Watson, of Indiana, chairman of the committee; 
Senator Gooding, of Idaho, now ranking Republican member of 
the committee; and Senator Smith, of South Carolina, ranking 
Democratic member of the committee. There are now two 
vancancies on this committee on account of the deaths of 
Senators Cummins and Fernald. At the beginning of the Sev- 
entieth Congress there will be a vacancy on account of the re- 
tirement from the Senate of Senator Underwood, of Alabama, 
who did not seek reelection. The other members of the com- 
mittee, who were not up for reelection, are: Senators Couzens, 
of Michigan; Fess, of Ohio; Howell, of Nebraska; Goff, of West 
Virginia; Pine, of Oklahoma; Sackett, of Kentucky; Pittman, 
of Nevada; Bruce, of Maryland; Dill, of Washington; Wheeler, 
of Montana; and Mayfield, of Texas. 

With the Republican majority in the Senate for the Sev- 
entieth Congress apparently cut to one—the figures on the basis 
of unofficial returns being Republicans, 48; Democrats, 47, and 
Farmer-Laborite, 1—it is a possibility that the Republicans may 
not be able to control the committee chairmanships. Included 
in the 48 Republicans are several senators who are by no means 
“organization” Republicans. For example, there is Wisconsin. 
In the Seventieth Congress, that state will be represented by 
two “Republican” senators—La Follette and Blaine—who will 
be a part of the so-called “progressive” bloc in the Senate. Sen- 
ator Norris, of Nebraska, another “Republican,” is in the same 
class. Any time the “progressive” Republicans in the Senate 
decide to vote with the Democrats or the Democrats decide to 
vote with the “progressive” Republicans, the “regular” Repub- 
licans may twiddle their thumbs, having no more serious occu- 
pation. 

A combination of the Democrats and the La Follette “Re- 
publicans” in the Sixty-eighth Congress prevented the late Sen- 
ator Cummins from retaining the chairmanship of the Senate 
interstate commerce committee, although the Republicans—as 
they will be in the Seventieth Congress—were supposed to be 
in control of the Senate. Senator Smith, Democrat, of South 
Carolina, was made chairman. It is believed, however, that the 
Democrats obtained little enjoyment out of that situation, and 
that they may think a second time before aiding the “pro- 
gressive” bloc to duplicate that performance in the Seventieth 
Congress. Some believe that the “regular” and “progressive” 
Republicans will vote together with respect to organization of 
the Senate. 

The outlook for constructive treatment of proposed trans- 
portation legislation in the Seventieth Congress, as the result 
of the election November 2, does not appear at this time to be 
favorable. The probability is that there will be much talk and 
little done. Those in favor of conservative and constructive 
treatment of the transportation problem will have to rely largely 
on the House interstate commerce committee and the House 
as a guard against foolish action. This does not mean that 
the Senate, in its sane moments, will necessarily do anything 
foolish, but a presidential election will be approaching and the 
Senate is a great forum for preelection activities. 


LAKE CARGO COAL HEARING 


The Trafic World Washington Bureau 

Adjournment was taken in the lake cargo coal hearing, Oc- 
tober 30 until November 22. At that time the complainants 
will cross-examine specified witnesses and put in rebuttal testi- 
mony. J. V. Norman, when the adjournment was taken, said 
he desired to direct attention to the fact that it was being taken 
at the request of the complainants. 

Eleven witnesses, speaking for the intervening railroads and 
southern operators, took the stand in the last day and a half 
of the hearing, generally to show, as they claimed, errors in 
figures submitted by the complainants, lack of good business 
practices by them, in support of the allegation of the operators 
in the more distant fields that the Pittsburgh and Ohio district 
mines were not equipped with modern machinery and did not 
carefully prepare their coal for market. Such shortcomings, 
they contend, constitute the general cause of Pittsburgh and 
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Ohio operators to keep up in the race for markets at the lake 
ports. 

W. S. Bronson, attorney in charge for the southern railroad 
by subpcena, compelled George R. Wallace, president of th 
Pittsburgh Chamber of Commerce, to appear as a witness to 
the southern railroads. He was asked to and did identity 2 
marks he made to United States army engineers to the gene 
effect that a canal was needed from the Ohio River to La, 
Erie on account of the congestion on the railroads. Mr. Wallac, 
did not agree with the interpretation put upon his remarks }, 
Mr. Bronson. He said he was not speaking of conditions at thj, 
minute, but of conditions that would come if relief were no 
afforded, in advocating a canal. 

Philip M. Conley, author of a brochure on Life in a Weg 
Virginia Coal Field, was put on the stand by the West Virginia 
commission to show that living conditions in that state’s Coal 
fields were good. His book was offered in evidence, but Com. 
missioner Hall ruled that he might testify but not have his boo; 
put into the record. Mr. Hall said he did not care to save time 
at the hearing only to have it taken from him through compy. 
sion to read something to discover what in it might be rej. 
vant. Mr. Conley made the investigation upon which his 
brochure was written at the request of the American Constity. 
tional Association, of which Edwin M. Keatley, speaker of the 
West Virginia House of Representatives, is president and Mr. 
Conley, managing director. Governor Morgan is a member of 
the board of directors of the association. 

On cross-examination by A. G. Gutheim, attorney for the 
complaining Pittsburgh operators, Mr. Conley denied that he 
was a paid agent for the southern mines, or railroads. Ameri. 
canization of men in the mining regions is one of the objects of 
the association. Mr. Gutheim suggested that the witness had 
done such work notwithstanding the fact that 76 per cent of 
the miners in the southern fields were native sons of America, 

A. C. Lewis, representing the Illinois union miners, asked 
Mr. Conley if his was not a propaganda organization for the 
organization of southern West Virginia mine operators. Mr. 
Conley said the organization was not of the character implied 
by Mr. Lewis’ question. 

Sidney A. Hale, associate editor of the Coal Age, testified 
as to coal price quotations in that publication, and C. C. Morfit, 
secretary of the Tug River Coal Operators’ Association, said 
the prices quoted in trade journals were considered as showing 
the trend of prices. 

W. J. McGee, vice-president of the Carbon Fuel Company, 
said that a mine not equipped with the latest machinery could 
not hope to live in the “buyers’ market” which had prevailed 
for several years. William A. Weldin, a Pittsburgh mining engi- 
neer, submitted statistical data and graphs intended to show 
that mines in the Pittsburgh district were not equipped with 
many of the appliances used in the southern fields to prepare 
their coal for market. 

C. A. Lesher, who has long been a publicist on coal, was 
subpeenaed by complainants to testify about an address made 
to Pennsylvania engineers in which he was quoted as saying 
that the trouble with the Pittsburgh operators was the wage 
scale and that there could be no relief until it was corrected. 
He said he was not mentioning all the troubles of the Pittsburgh 
district and particularly not the rate phase, because that was 
before the Commission. 

Speaker Keatley, who sells mining machinery, gave figures 
to show that in the period covered by his figures the cost of 
production in the West Virginia mines was $1.65 and the real- 
ization $1.68 per ton. W. H. Seal, a West Virginia bank exam- 
iner, gave figures showing deposits in banks in West Virginia 
to show conditions. 

At the last session C. C. Morfit gave figures intended to show 
what he claimed were errors on the part of C. J. Goodyear, one 
of the chief witnesses for the Pittsburgh operators, and their 
traffic manager. 

The hearing was closed with the testimony by J. D. Francis 
of the Island Creek Coal Company. His opinion was that the 
Pittsburgh operators did not give as much attention to the 
preparation of their product for the market, and, otherwise, in 


conducting their business, were not as much alive as their 
competitors. 


LOCOMOTIVE FUEL COSTS 


Figures showing the average cost per net ton of locomotive 
fuel used by Class I railroads in transportation train service 
in August, compiled by the National Coal Association from 
monthly reports of those roads to the Interstate Commerce 
Commission, show the following average costs, including freight 
paid: Eastern district, $2.56 per net ton; Southern district, $2.11 
per net ton; Western district, $2.93 per net ton; and Ufiited 
States, $2.57 per net ton. 

“There is little variation in these averages from similar 
figures for the month of July,” the association says. “The total 
for the United States is only one cent per ton lower. Compared 
with the corresponding costs per ton for the month of August, 
1925, there is a reduction of 14 cents in the Eastern district, 
5 cents in the Southern district, 5 cents in the Western district, 
and 9 cents in the entire United States. 
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| Current Topics a 
| in Washington 





Angels Dancing on Needle Points.—As expected, the deci- 
gion of the Supreme Court of the United States in the Portland, 
Ore. postmaster case, has set tongues a-wagging. The discus- 

sion, however, has not yet reached the point of anyone trying 

to determine, as in the middle ages, how many angels could 

dance OD the point of a cambric needle. However, the im- 

promptu parliament on the subject is still young. One point 

has been generally overlooked. It is that no president has ever 

proposed to dismiss an interstate commerce commissioner. If 

and when any chief executive begins thinking about such a 

thing, he will probably discover that he has poked a hornet’s 

nest. No commissioner has lost the confidence of those who 

resort to the Commission’s forum to such an extent that they 

would not make a fight against a president who tried dismissal 

for anything short of the causes enumerated in the statute 

authorizing him to dismiss for malfeasance, inefficiency, or neg- 

lect of duty. John E. Benton, general solicitor for the National 

Association of Railroad and Utilities Commissioner, he who 

quoted from the opinion of the supreme court of Pennsylvania 

seemingly as if he thought what that tribunal had said was 

good law, in a late bulletin to the members of the association, 

announced his conclusion that “the President can remove inter- 

state commerce commissioners at his pleasure” and “if the 

President is of opinion that the Interstate Commerce Commis- 

sion, in a given case, has acted unwisely, it is his right, and 

{t may be his duty, according to this opinion, to remove the 

commissioners.” In support of that he quoted Chief Justice Taft 

as follows: “Of course there may be duties so peculiarly and 

specifically committed to the discretion of a particular officer 

as to raise a question whether the President may overrule or 
revise the officer’s interpretation of his statutory duty in a par- 
ticular instance. Then there may be duties of a quasi-judicial 
character imposed on executive officers and members of execu- 
tive tribunals whose decisions, after hearing, affect interests 
of individuals, the discharge of which the President cannot in 
a particular case properly influence or control. But even in 
such a case he may consider the decision after its rendition as 
a reason for removing the officer, on the ground that the dis- 
cretion regularly entrusted to that officer by statute has not 
been on the whole intelligently or wisely exercised. Otherwise 
he does not discharge his own constitutional duty of seeing that 
the laws be faithfully executed.” There is an inclination on 
the part of those who cannot follow Mr. Benton in his gloom 
about the tenuousness of a commissioner’s tenure of office to 
question whether a commissioner is an “executive officer” or a 
member of an “executive tribunal.” They are terms used by 
the chief justice in the language Mr. Benton interprets as signi- 
fying that the chief executive has the power to lay the ax on 
the neck of a commissioner with separative effect on his caput 
and torso. Taking the last sentence of the quotation from the 
chief justice’s opinion, “otherwise he does not discharge his 
own constitutional duty of seeing that the laws be faithfully 
executed,” it might be inquired where there is any law for the 
President faithfully to execute, in the matter of class rates be- 
tween New York and Chicago, unless or until Congress or its 
agency tells him? If Congress prescribed a $1.50 scale and the 
President thought it should have been $1.25, could he remove 
the congressmen who voted for the higher scale? If not the 
principal, how could the President remove the agent, it might be 
asked. It is admitted that the Commission performs some ad- 
ministrative or executive duties. When the commissioners per- 
form such duties they may be executive officers or members 
of executive tribunals. Comptroller McCarl is an executive offi- 
cer. The members of the Board of Tax Appeals are members 
of an executive tribunal. The former deals with the adminis- 
tration of appropriation laws, the latter with the tax laws. 
There are many who have never been able to convince them- 
selves that giving the Commission the power to say what will 
be reasonable, non-prejudicial, and non-discriminatory rates in 
the future is not a delegation of a delegated (legislative) power. 
However, the courts say, it is not. Therefore, as the Commis- 
sion exercises a legislative power, it seems hard to many to 
think of the commissioners as executive officers or members 
of an executive tribunal removable by the President. 





Commission Shows Some Speed.—The Commission, in an 
effort to get its clerical work abreast of the reports and proposed 
reports approved by it or by its higher supervisory staff, has 
had parts of its staff working eight hours a day for some time. 
That accounts, it is understood, for the extraordinarily large 
number of reports and proposed reports that has been given 
the public in the last three weeks. Commissioner Aitchison, 
while he was chairman, started things looking to an acceleration 
of the tempo of the staff and Chairman Eastman has been keep- 


THE TRAFFIC WORLD 






1047 


ing it up. Examiners have been cutting down the number of 
words used to tell their stories, known as proposed reports. 
The reports of the Commission, also, have been condensed some- 
what. The practice of holding up complaints until twenty or 
thirty have accumulated, seemingly has been discarded in favor 
of a system that results in turning out a smaller number at 
more regular intervals. Whether delays have been due to the 
clerical or some other part of the Commission’s machine is not 
clear. The fact, however, seems to be that the rule of the army 
has been observed. The colonel kicked the captain, the captain 
kicked the top, the top kicked the corporal, and the corporal 
kicked the private, with the result that extra hours have been 
put in. Government officials have the power to require the forces 
under them to work eight hours. Six and a half hours con- 
stitute a day’s work, generally, in the government service. Six 
hours constituted the day until about ten years ago. Some of 
the offices then were years behind in their work. Conditions 
have been improving in the last decade, notwithstanding the 
large increase in the volume of work to be done. The number 
of employes is being constantly reduced. In September, the 
number of employes in Washington, for the first time since war 
days, dropped to fewer than 60,000. Four hundred, net, were 
cut from the rolls in that month, causing the total to fall to 
59,849, the treasury alone losing 119 of that number. That is 
where the thrifty Mr. Mellon works. 





Topography as a Natural Advantage.—It may become neces- 
sary for the Commission, in handling the eastern class rate case, 
to consider whether the topography of New York is a natural 
advantage or geographical position of which the communities 
of that state may not lawfully be deprived. Fayette B. Dow, 
and Frederick W. Burton, in their brief for the Rochester Cham- 
ber of Commerce, commenting on the lower class rates on the 
New York Central as compared with the Pennsylvania, ascribed 
to the competition between the Erie Canal and the New York 
Central, observe that the topography made possible the construc- 
tion of that canal. They said the fact of lower class rates in New 
York state did not prove them unduly preferential. On the con- 
trary, they said, the cost of hauling from Rochester toward Albany 
was less than hauling from Pittsburgh over the mountains to 
Harrisburg. That little argument brings to mind the assertion, 
made in connection with the talk about the hundredth anni- 
versary of the Baltimore and Ohio and the Pennsylvania, that 
Pennsylvania had to build a railroad because she could not build 
a canal to enable Philadelphia to compete with New York for 
the tonnage of the rapidly developing “west” of that day. A 
waterway, canal or natural, until the war-time demand for trans- 
portation at any price, did give a community the benefit of 
lower rates. That demand and the insistence of the inter- 
mountain country for the rigid enforcement of the fourth section 
caused rates in the Mississippi Valley and to the Pacific Coast 
to be put on the dry-land basis. New York state shippers are 
fighting, some of them, for the lower class rate level the canal 
gave them years ago. The canal is not used to such an extent 
as to force the New York Central to fight much against the pro- 
posal to have a uniform class rate basis. If the canal were or 
could be used to a much greater extent, the situation might 
be different. However, conditions may have changed to such 
an extent, since there was bitter competition, that, even if the 
canal were crowded. with boats, there might be enough traffic 
to keep the New York Central busy. Thereby, the suggestion 
that topography was a natural advantage might be made purely 
rhetorical. e 





Commission Appointment Questions.—In a little more than 
a month the question whether President Coolidge will reappoint 
Commissioner Cox may become acute. At the time Commission- 
ers Taylor and Woodlock were confirmed, Senator Reed, of 
Pennsylvania, made such a howl for representation of Penn- 
sylvania on the Commission that President Coolidge felt con- 
strained to tell him that he would appoint a Pennsylvanian to 
fill the next vacancy. Since that time the question has arisen 
as to what the word “vacancy” meant. Those who know Presi- 
dent Coolidge know that his practice and inclination are to 
reappoint men who have given satisfactory service. However, 
some of those who have been backing Pennsylvania’s fight for 
representation construe a vacancy to mean the expiration of a 
term. Friends of the commissioner believe the President will 
reappoint him. In that event the attitude of Senator Reed will 
be a thing to inquire about. Practically all those friends of Com- 
missioner Cox who have taken an active interest in the question 
of another term for him believe Senator Reed will not oppose 
confirmation in the event the nomination is sent to the Senate. 
Some who are not to be classed as friends of the commissioner 
assert that Senator Reed understands the President’s promise 
to mean that when a vacancy caused by death, resignation, or 
declination to serve longer, occurs, then the promise to appoint 
a Pennsylvanian will come into force. That, it is believed, is 
the understanding the President had of the meaning of the word 
“vacancy” when he used it. The Pennsylvania senator has been 
brought up in a school of politics that does not highly approve 
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of a member of a party flying the party track because he and 
some other member of the party may have had different ideas 
as to the meaning of a word used by one of them in arranging 
for future political or quasi-political action. Therefore, trouble 
from him for Commissioner Cox would be regarded as irregular. 





Shipper Traffic Men Lose.—Affirmation by the whole Com- 
mission, of the findings made by division 4 in No. 15895, E. E. 
Forbes and Sons Piano Company vs. Alabama Great Southern 
et al. (101 I. C. C. 74), is taken as a considerable blow, if not 
a death-blow, to the hopes of shipper traffic men, some, if not 
a considerable part, of whose business has been to find rates 
for their employers lower than those the railroad agent will 
point out to them if the question as to what the rate may be 
is left to him. It is taken as meaning that if railroad tariff 
and traffic men can make out a reasonable showing in behalf 
of their contention that such and such a rate applies because 
they thought they were publishing such a rate, their contention 
will stand as law, notwithstanding that some other tariffs may 
say to the shipper traffic man that the rate over an open route 
not mentioned by the railroad agent is the lawfully applicable 
rate. A query is as to what effect the decision will have on 
tariff publishing agents and how far the Commission’s tariff 
men will get in their efforts to compel the tariff publishing 
agents to make their tariffs so plain that an ordinary man can 
know what routes may be open. The uncertainty as to tariffs 
has always seemed a scandal in the eyes of laymen. Most of 
them have thought that, if the Commission compelled the rail- 
roads to stand losses caused by the “protection” of the lowest 
rate over any open route, that would tend to make the railroads 
careful in the publication of tariffs. Their thought, hereafter, 
probably, will be that loose tariff publications will “get by” if 
the publishing agent can make a plausible showing in behalf 
of the route that brings into play the higher rate. The fact 
that five of the eleven commissioners favored a different finding, 
it is suggested, is of no significance and will not be unless and 
until one of the six majority commissioners can be persuaded 
that holding carriers to rates over routes they did not unmis- 
takably close will make for better tariff publication.—A. E. H. 


SEPTEMBER EARNINGS 


The net railway operating income of the Class I railroads 
in September totaled $145,134,536, which for that month was 
at the annual rate of return of 5.74 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics. In September, last year, their 
net railway operating income was $134,251,054, or 5.42 per cent 
on their property investment. Continuing, the bureau said: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in September is based on re- 
ee _— 185 Class I railroads representing a total mileage of 236,- 

miles. 

Gross operating revenues for the month of September amounted to 

$588,689,673 compared with $564,385,841 in September last year, or 
an increase of 4.3 per cent. Operating expenses in September this 
year totaled $397,062,695 compared with $387,318,859 in the same month 
last year, or an increase of 2.5 per cent. 
Class I railroads in September paid $37,070,573 in taxes, an in- 
crease of $3,697,684 or eleven per cent over the same month in 1925. 
This brought the total tax bill of the Class I railroads for the first 
nine months this year to $291,341,568, an increase of $26,163,497, or 
nearly ten per cent above the corresponding period last year. 

Twelve Class I railroads operated at a loss in September this 
year, of which six were in the eastern district, one in the southern 
and five in the western district. 

Class I railroads for the first nine months in 1926 had a net rail- 
way operating income amounting to $887,905,919, which was at the 
annual rate of return of 5.21 per cent on their property investment. 
During the corresponding period last year their net railway operating 
income amounted to $798,030,839 or 4.79 per cent on their property 
investment. 

Gross operating revenues for the first nine months in 1926 
amounted to $4,748,490,708 compared with $4,534,921,685 during the 
corresponding period last vear, or an increase of 4.7 per cent. = 
erating expenses for the first nine months’ period this year totaled 
$3,488,871,151 compared with $3,396,105,680 during the corresponding 
period last year or an increase of 2.7 per cent. 


Eastern District. 


The net railway operating income for the Class I railroads in 
the eastern district during the first nine months this year totaled 
$455,477,066, which was at the annual rate of return of 5.70 per cent 
on their property investment. For the same period last year their 
net railway operating income was $411,948,365 or 5.27 per cent on 
their property investment. Gross operating revenues of the Class 
I railroads for the first nine months in 1926 totaled $2,387,203,471, an 
increase of 5.1 per cent over the corresponding period last year, while 
operating expenses totaled $1,756,604,776, an increase of 3.3 per cent 
over the same period in 1925. 

Class I railroads in the eastern district for the month of Sep- 
tember had a net railway operating income of $67,438,057 compared 
with $58,877,529 in September last year. 


Southern District. 


Class I railroads in the southern district during the first nine 
months this year had a net railway operating income of $120,576,249, 
which was at the annual rate of return of 5.82 per cent on their 
property investment. For the same period last year, the net rail- 
way operating income amounted to $119,812,959, which was at the 
annual rate of return of 6.06 per cent. Gross operating revenues of 
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the Class I railroads in the southern district for the first nine mop 
in 1926 totaled $654,525,771, an increase of 5.8 per cent over the ths 
period the year before, while operating expenses totaled $483. g9n 
069, an increase of 6.4 per cent. iis 

The net railway operating income of the Class I railroads ; 
the southern district in September amounted to $15,093,192, While jp 
the same month last year it was $17,262,467. 


Western District. 


Complete reports except for the Kansas, Oklahoma and Gulf a 
the Duluth, Winnipeg and Pacific Railroads showed that the ci! 
I railroads in the western district for the first nine months this vm 
had a net railway operating income of $311,852,604, which was at the 
annual rate of return of 4.46 per cent on their property investment 
For the first nine months last year the railroads in that district haj 
a net railway operating income of $266,269,515, which was at th 
annual rate of return of 3.87 per cent on their property investment 
Gross operating revenues of the Class I railroads in the western 
district for the first nine months this year amounted to $1,706 761,- 
466, an increase of 3.8 per cent over the same period last year, whil 
operating expenses totaled $1,248,464,306, an increase of seven-tenths 
of one per cent compared with the first nine months last year. 

For the month of September, the net railway operating inco 
of the Class I railroads in the western district amounted to $62,603. 
287. The net railway operating income of the same roads in "Sep- 
tember last year totaled $58,111,058. 


CLASS I RAILROADS—UNITED STATES 
Month of September 


Total operating revenues.............. $ 588,689,673 


x sean 
Total operating expenses 387 se 






397,062,695 387,318,859 
: BAO) Sa er 37,070,573 33,372,889 
Net railway operating income.......... 145,134,536 134,251,054 
eae 67.45 68.63 
Rate of return on property investment 5.74% 5.42% 


Nine Months Ended October 31 
Total operating revenues 


raid nersracoievorncalee ,748,490,708 $4,534,921, 685 
Total operating expenses.............. 3,488,871,151 3,396,105,680 
SN totais arc ica Gs ah go Oa bees ei-0l acer 291,341,568 265,178,071 
Net railway operating income......... 887,905,919 798,030,839 
SION BOOED co.cc cicra tin. d vigtieensineced's 73.47 74.89 
Rate of return on property investment 5.21% 4.79% 


MOTOR TRANSIT AMALGAMATION 


Announcement is made of the organization of a ten million 
dollar holding company, the Motor Transit Corporation, organ- 
ized under the laws of Delaware, which has acquired or will 
soon acquire the controlling stocks of a number of the principal 
interstate and intrastate bus lines of the country. 

It is stated that the new corporation, the first of its kind in 
the history of American motor transportation, will soon be oper- 
ating at least 500 modern motor coaches, running 100,000 bus 
miles daily over 10,000 miles of highway. 

Motor Transit Corporation, for the present, plans to con- 
fine operations to Illinois, Michigan, Indiana, Wisconsin, Minne- 
sota, Ohio, Kentucky, Missouri and Texas. The authorized cap- 
ital stock is $10,000,000, of which $7,000,000 is preferred and 
$3,000,000 common. 

Safety Motor Coach Lines (Greyhound) will serve as the 
nucleus of the proposed amalgamation and lend its trade name 
to various units of the enterprise. Chicago will be headquar- 
ters for the new corporation. 

Officers and directors of Motor Transit Corporation are as 
follows: E. C. Ekstrom, president and general manager; F. W. 
Sullivan, vice-president; F. G. Beamsley, secretary and treas- 
urer. Directors: BH. C. Ekstrom, F. W. Sullivan, F. G. Beamsley, 


C. BE. Wickman, Earl W. Bradley, R. L. Griggs, S. R. Kirby and 
W. J. Eklund. 


BUS MEN WANT LEGISLATION 


The Michigan Motor Bus Association, in a call to bus oper- 
ators and members for a convention at Saginaw, November 9 
and 10, says: 


Due to the fact that a legislature meets Jan 1 it is very essential 
that proper plans be made for that occasion as many changes are 
required to Act 209, and it is high time you men did something 
to secure some protection for the money you are paying into the state. 
National legislation also is of great importance to. each individual 


operator, and you should plan to be at the convention to hear all 
about it. 


At present there are an ever increasing number of interstate 
lines starting up and these lines are damaging the small local lines, 
and without national legislation there is no way to stop it. On the 
other hand, the wrong kind of national legislation will be worse than 


none, so every operator should be on his toes ready to help, and 
now is the time. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended October 23 was esti- 
mated at 12,612,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented an increase of 
226,000 tons over the output in the preceding week. Production 
of anthracite the week ended October 23 was estimated at 2,097,- 
000 net tons, as against 2,093,000 tons in the preceding week. 
Cars of coal forwarded over the Hudson river to eastern New 
York and to New England the week ended October 9 were re- 
ported as follows: Bituminous, 3,278; anthracite, 4,645. Tide- 
water coal shipments from Hampton Roads the week ended 
October 23 totaled 781,556 net tons, of which 194,883 tons were 
for New England delivery. Tidewater bituminous coal shipments 
from Charleston, S. C., the week ended October 23 totaled 12,323 
tons. Bituminous coal dumped into vessels at Lake Erie ports 
the week ended October 24 totaled 790,361 tons. Anthracite 
shipped from Lake Erie ports totaled 96,418 tons. 
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PIPES WERE CONDUITS 


The Commission, in No. 14438, Duluth Boiler Works vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, has reversed, 
in part, the finding of division 3, 92 I. C. C. 692, and found rates 
on riveted steel pipe, in carloads, from Duluth, Minn., to Howells, 
Cal., unreasonable and awarded reparation. The shipments, 34 
in number, were made between June and November, 1920. The 
contract between the consignor and the consignee was analagous, 
the Commission said, to the contracts under which the ship- 
ments in the Sloss-Sheffield case were made, that is, they pro- 
yided for changes in the price to reflect changes in the freight 
rates. The report covers a sub-number, Same vs. Same. 

In the first hearing the evidence was directed, the Com- 
mission said, principally, to the allegation that the rates on 
iron conduits were applicable. Division 3 found the rates of 
$1.44 prior to August 26, 1920, and $1.92 thereafter, applicable 
on riveted pipe, were properly applied to the shipments and 
were not unreasonable, unjustly discriminatory or unduly preju- 
dicial The finding about discrimination and prejudice was 
affirmed. 

The complainant contended that one description could be 
applied as well to the lading in the 34 cars as the other. The 
Commission, after reviewing the evidence, said it was not 
persuasive that the rates on riveted steel pipe should exceed 
the rates on “pipe, wrought iron or steel, welded or seamless,” 
boiler flues, or large steel conduit. The Commission said that 
as the record indicated there was no probability of movement in 
the future, no order for the future was necessary. In disposing 
of the case the Commission said: 


Complainant contracted to manufacture this pipe for a specific 
sum of money. The contract provided: 

“Pipe to be delivered f. o. b. cars Duluth, Minn., with full freight 
allowed to Howells * * * such freight allowance being based on the 
existing published rate of freight and in the event of revision of 
such rate prior to time materials are shipped, the freight allowance 
to be adjusted accordingly; the Purchaser will pay any excess and 
be credited for any deduction.’ 

Complainant prepaid the charges and collected from the con- 
signee the additional charges resulting from the increase on August 
26, 1920. At the further hearing complainant’s witness introduced a 
letter from the consignee authorizing complainant to act as its 
agent. This letter was dated more than four years after most of 
the shipments moved. Defendants contend that under these circum- 
stances reparation can not be awarded. 

The situation here is analogous to that considered in L. & N. 
R. eS vs. Sloss-Sheffield Co., 269 U. S. 217, wherein the court said, 
D. : 

“The carrier did not know of the provision in the sales contracts. 
With the rights or equities as between seller and purchaser it had 
and has no concern, nor need we concern ourselves with them.” 

We must deal with freight charges as such and not as part of 
the price of a commodity. So considered, it is clear that complainant 
paid and bore the freight charges on these shipments. 


The allegations of unjust discrimination and undue prejudice are 
not sustained. 


We find that the rates assailed were unjust and unreasonable 
to the extent that they exceeded rates of $1.125 between June 10 
and August 25, 1920, inclusive, and $1.50 from August 26, 1920, to 
November 15, 1920, inclusive. 


MONTGOMERY COTTON RATES 


_ With Commissioners Meyer, Woodlock, and Taylor concur- 
ring only in part, the Commission, in No. 16744, Montgomery 
Cotton Exchange et al. vs. Louisville & Nashville, mimeographed, 
has reversed in part the former finding, 112 I. C. C. 325, that 
rates charged on shipments of cotton in any quantity from sta- 
uons south of Montgomery, Ala., concentrated and compressed 
at that point and reshipped to Mobile, Ala., Pensacola, Fla., and 
New Orleans, were legally applicable. The reversal is as to 
shipments prior to August 25, 1924, from all points except those 
north of and including Searcy, Ala., between that date and Oc- 
tober 20, 1924. It finds they were overcharged and that the ap- 
plicable rates were the interstate locals from Montgomery plus 
the reshipping rates from that point subject to deduction pro- 
vided for under the combination rule. The Commission said 
the overcharges should be refunded promptly, with interest. 

This reversal was due to the application of the principle 
enunciated in the Sligo Iron Store Case, 62 I. C. C. 648, and 73 
I. C. C. 551. The Commission affirmed the former finding that 
the legally applicable rates, on the before described traffic, were 
not unreasonable. 

Commissioner Meyer, in his limited concurrence, said he 
agreed with the majority that the applicable rates were and are 
not unreasonable. He said that for reasons stated in the original 
report it was his view that the combination rates in effect prior 
to October 20, 1924, were not subject to the so-called combina- 
tion rule, published in I. C. C. No. U. S. 1. 

Commissioner Woodlock, concurring with Commissioner 
Meyer’s expression, said that he was further of the opinion, 
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however, that even if it were assumed, for the purpose of the 
argument, that there was room for doubt as to the effect of the 


tariff, and that the rule of strict construction of tariffs, with 


resolution of all reasonable doubts against the makers was a 
sound rule for general application, it did not follow that it 
should be adhered to in all instances. Where such a construc- 
tion was at variance with the plain purpose of the statute and 
would produce results clearly repugnant to justice, he said it 
was the duty of the Commission to reject it. In this case, he 
said, the construction placed upon the tariff by the majority fell 
under that condemnation. He said he could not follow a rule of 
tariff construction which was both unreasonable in itself and 
productive of demonstrably inequitable results. 

Commissioner Taylor, in his concurrence, said that he did 
not agree that the combination rates in effect prior to October 
20, 1924, were subject to the so-called combination rule. The 
original report, he said, showed that through rates applied from 
all points of origin to all points of destination involved, via 
other routes than through Montgomery. In his opinion, he said, 
that fact precluded the application of the combination rule which 
specifically provided that it was not to be used when a joint 
through rate was in effect from point of origin to destination. 


LINTER AND HULL FIBER RATES 


The Commission, by division 4, in I. and S. No. 2592, Cotton 
Linters and Cottonseed-hull Fibers or Shavings from the South- 
west to Interstate Destinations, mimeographed, has found the 
proposed changes in rates on cottonseed-hull fibre or shavings, 
from the southwest to Missouri, Mississippi and Ohio River 
crossings and northern, eastern and western points not justified. 
It has ordered the suspended schedules canceled and discon- 
tinued the proceeding. The report also covers I. and S. No. 2617, 
Same, Title No. 2. 

Carriers, in this case, proposed a two-phase readjustment of 
rates. First, they proposed a general revision in their any- 
quantity and carload commodity rates on cotton linters from 
points in Arkansas and Louisiana to the river crossings and 
points in the so-called defined territories, including points in 
Trunk Line territory; and, second, a general cancellation of their 
carload commodity rates, minimum 30,000 pounds, on second-cut 
linters and cottonseed-hull fibre or shavings, not bleached or 
dyed, from points in Arkansas, Louisiana, Oklahoma and Texas 
to the same destination territory, substituting in lieu of the 
canceled rates the revised carload rates, 20,000 pounds minimum, 
on cotton linters. 

Proposed changes would have resulted in increases and 
reductions in rates on linters and in what the Commission said, 
“heavy increases in every distance in rates on second-cut linters 
and cottonseed-hull fiber or shavings.” 


The Commission first considered the proposals in respect of 
linters. One of the objects was to remove fourth section de- 
partures. In disposing of that feature of the case the Commis- 
sion said the proposal was a step in the right direction to the 
extent it would remove fourth section departures but that it had 
to be condemned on account of the new fourth section departures 
which would be created. 


The proceeding in which the Commission condemned the 
proposals of the carriers was the indirect outcome of Cotton- 
Hull Fiber or Shavings, 77 I. C. C. 727. The southeastern carriers 
revised their rates in a way satisfactory to the Commission. In 
disposing of this case the Commission said: 


In our report in Cottonseed-Hull Fiber or Shavings, supra, 
at page 730, we said: 

“Under the present tariffs, which merely provide rates on lin- 
ters and on cottonseed-hull fiber or shavings without any definition 
if either, it is solely a question of fact whether a particular ship- 
ment is subject to the one rate or the other. This has given rise 
to many disputes in the past and may have resulted in undue 
prejudice and preference as between shippers. The suspended 
schedules would further confuse the situation and create undue 
prejudice and preference, because they would provide for the 
application of rates upon commodities depending upon the process 
used in obtaining them rather than upon their nature. Thus, the 
record shows that the first cutting, called linters, from one lot of 
cottonseed may be no better than the second cutting, called fiber 
or shavings, from another lot; and that in some instances even 
experts have difficulty in distinguishing fiber or shavings from 
mill-run linters. 

co * Bo 

“It is suggested that carriers and shippers confer with a view 
to devising an appropriate and lawful tariff rule or test which 
will make more definite the determination of the correct rate 
on a given shipment of these commodities, and thereby avoid the 
pen and discriminations which may occur under the present 
ariffs.” 

Following our suggestions there to work out an adjustment 
which would be free from discriminations, the southeastern car- 
riers, as heretofore stated, devised an appropriate and lawful 
tariff rule or test which will make more definite the determination 
of the correct rate on a given shipment of these commodities, 
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consistent with maintaining their revenues in the aggregate. They 
thereby hope to avoid the continual disputes which had occurred 
under the former tariffs. 

Instead of following a similar course, these respondents arbi- 
trarily proposed to put the whole industry on a rate plane made 
to fit the highest grade commodity produced by protestants, and 
this, too, apparently without having given any consideration as 
to whether the traffic could bear such radical increases. More- 
over, despite respondents’ statements that they are not proposing 
these changes from a revenue standpoint, the conclusion is ines- 
capable that such changes could only have but one of two results 
either they would kill the traffic and thus reduce existing rev- 
enues, or else they would greatly increase them. In view of the 
unqualified testimony of every oil-mill operator who testified at 
the hearing that the traffic could not stand the proposed increases, 
the former result would probably be the most likely to occur. 

We find that the proposed rates have not been justified. 
Obviously the existing rates are in need of readjustment and 
obviously, also, the method of readjustment which has been car- 
ried out in the southeast is deserving of most serious consider- 
ation. The record in this proceeding, however, is not sufficiently 
comprehensive to warrant findings other than that made above. 
An order will be entered requiring the cancellation of the 
pended schedules. 


DIVISION FINDING AFFIRMED 


With Chairman Eastman and Commissioners McManamy, 
Campbell and Cox dissenting, the Commission, in a report on 
No. 14361, sub-No. 1, Virginia (Minn.) Chamber of Commerce 
et al., mimeographed, on further argument, has affirmed the 
original finding, 92 I. C. C. 722, that class rates from Western 
Trunk Line, Central and Trunk Line territories, and rates on 
various commodities, carloads, from the same territories, from 
the Ohio River crossings and from New Orleans to Virginia, 
Minn., are not unreasonable or otherwise unlawful. 

Broadly speaking, the case was a question of the relation- 
ship of rates to Duluth and to Virginia, the latter being on four 
railroads also serving Duluth, from 73 to 136 miles west of 
Duluth, according to which of the four railroads might be used 
in calculating the distance. 

Commissioner Lewis, who wrote the report on the reargu- 
ment, said that Virginia indirectly enjoyed the benefit of the 
water-depressed rates at Duluth and that the Commission had 
so said in the original report. In summarizing the case he said: 


Complainants on reargument reiterate their previous contentions 
that the rates to Virginia, both class and commodity, should be re- 
adjusted on a percentage basis of those to Duluth, such percentages 
to accord more nearly with the distance percentages. They suggest 
rates to Virginia made the following percentages of those to Duluth: 
From trunk-line territory 105 per cent, from central territory 108 
per cent, and from western trunk-line territory 110 per cent. 

Upon reargument defendants contend, as they have throughout 
this proceeding, that notwithstanding that the rates to Virginia 
here attacked are made on a combination basis they are in fact 
not only just and reasonable but are comparatively low rates. In 
the original report were cited numerous rates taken from defend- 
ants’ exhibits which compare the level of the class rates from cen- 
tral and trunk-line territories to Virginia with rates from the same 
points to other points in western trunk-line territory, which com- 
parisons tend to show that the class rates to Virginia are not un- 
reasonable. Defendants also submitted numerous comparisons to 
show that the commodity rates assailed are not unreasonable. These 
exhibits as a whole show that the commodity rates to Virginia do 
not compare unfavorably with the rates cited. 


sus- 


Commissioner McManamy, with whom Chairman Eastman 
and Commissioner Campbell joined, said the majority, in dis- 
posing of the issue of relationship, appeared to base their con- 
clusion upon the principal grounds that the rates to Duluth 
were water-compelled and therefore depressed; that difficult 
operating conditions were encountered between Duluth and Vir- 
ginia; and that Virginia had grown and apparently prospered 
under the present adjustment. 

As to water compulsion he said he was not prepared to say 
that the all-rail rates (from the east) to Duluth had not been 
depressed to some extent by the competition of lake routes but 
that it could not be successfully contended that the rates from 
Western Trunk Line, for example, had been subjected to any 
such depressing influence. What water competition, he wanted 
to know, existed between Des Moines or Kansas City and 
Duluth. He said the answer had to be that there was none. 
He did not think much of the difficult operating conditions part 
of the case. The suggestion that Virginia had prospered and 
grown despite the rate adjustment, he said, furnished no ground 
for denying it opportunity for such further growth and pros- 
perity as might accrue from an adjustment of rates fairly related 
to those to a competing city. 

Commissioner Cox did not set forth his reasons for dis- 
agreeing with the majority. 


PACKET COMPANY MISROUTING 


The Commission, by division 3, in No. 17693, Florence (Ala.) 
Chamber of Commerce vs. New Orleans & Northeastern et al., 
mimeographed, has found that the St. Louis & Tennessee River 
Packet Company, in October and November, 1924, misrouted 453 
bales of cotton shipped from Tennessee River landings and 
awarded reparation for the difference between a joint through 
rate of 76 cents, which the shippers designated but which did 
not apply over the route used, and a rate of $1.19 which was 
applicable over the route used. 
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c 
way’s system FX3 concurrence was sufficient to make the Noy ~~ 
ern Alabama, one of the Southern system lines, not specifica, ss 480! 
shown as concurring in the 76 cent rate, a party to the tarit he ae 
of the packet company, the originating carrier. The Comnis = Ot 
sion found that that concurrence was not sufficient and that the of t ‘lait 
higher rate, collected by the delivering line, was the Aapplicabl. mailed t 
one. 

The complaint was filed on behalf of H. L. Reeder and Ry nigh. pres 
Walker, doing business under the name of H. L. Reeder ¢@ Cg — a 
They prepaid the freight, specifying both rate and route, The a ates 
rate was applicable, admittedly over the- routes through othe « Cons 
junctions. The title page of the tariff upon which the complaj, of 
ants relied purported to show the 76 cent rate over the rou, et I 
used, on uncompressed cotton. The complainants, upon carrie ie” we 
inquiry, said it was immaterial to them whether the Cotton ono 
was compressed or went through uncompressed. The carrie; ee 
the report said, for their own convenience, compressed the ¢}. aa 
ton in transit, because of a shortage of equipment. the he f 

At one of the junctions on the route used, the complainant wt aa 
surrendered the original bills of lading and took out new bj; ne C 
so as to show the numbers of cars used for the shipment fro of t to 
Riverton, Tenn., to New Orleans, the Northern Alabama’s agey ville til 
at that point telling them that that would be the only way fy “* 
them to show the numbers of the cars into which the lading wa HR. ota 
placed after being taken from the boat line. _ i 
' Complainants contended that the 76 cent rate was applicable had cs 
over the route of movement because of the general concurrence, its - 
but that if it was not, then that the packet company and the pour 
Northern Alabama were guilty of misrouting because when there ng 
was a conflict between rate and route specified it was their duty - t 
to inquire of the shipper which was to govern, the rate or the the sot 
route. 

The packet company contended that even if the Northen creases 
Alabama had concurred in its tariff, the 76 cent rate could not — 
have been applied to any of the 453 bales, because of the rebill- h 
ing at Riverton, the rebilling amounting to a reconsignment not -_ 
permitted via any junction involved in the case. It further con §” the 
tended that the shipments were not through shipments and that ” = 
therefore the $1.19 rate applied. In disposing of the case, the 
Commission, other than the formal finding and award of repara- report 
tion, said: peanu 

vision 

These shipments were through shipments, and the 128 bales not paren 
compressed in transit would have been entitled to the 76-cent rate adjust 
if the Northern Alabama had been shown as a concurring carrier in 
the packet company’s tariff. In view of the non-concurrence of that forma 
carrier, the rate applicable on all of the 453 bales was the combina- To sh 
tion rate of $1.19. If the packet company had advised complainants § anq t 
that the packet company’s tariff did not, as it purported on its title 
page to do, apply via Riverton, the record indicates that complainants Comtr 
unquestionably would have directed re-routing via Danville or John- Cotto 
sonville. If they had so re-routed the shipments, it can not be as- T 
sumed that complainants have rebilled them from either of those a 
landings, or that they would have ordered any of the cotton com- opin. 
pressed. Complainants had no intention of breaking the _ continuity that 
of these shipments, and rebilled them not for that purpose, but for the since 
sole purpose of having the car numbers shown in the bills of lading. 
Complainants would not have agreed to the compression of any of not | 
this cotton or to the rebilling if they had been advised that the 
rate would thereby be increased. ; 

PEANUT RATES AND REPARATION 

In a report on No. 15410, United Fig & Date Co. et al. vs. : . 
Atlantic Coast Line et al., opinion No. 11669, 115 I. C. C. 643-9, Son 
written by Commissioner Aitchison, the Commission, after re ML 
argument, has found rates on shelled peanuts, in carloads, from the 
points in Alabama, Florida, Georgia and South Carolina to dist 
Chicago, Milwaukee, Cleveland, Canton, O., South Bend, Ind. sub 
and Dubuque, Ia., and from Nashville, Tenn., to Chicago, unrea- tion 
sonable, and award reparation from November 19, 1923, the of - 
date the complaint was filed, for the difference between the rates 
used and the rates prescribed. New rates are to be published re] 
not later than January 11. Ch 

The rates prescribed are to displace the factors north of At 
the Ohio used in making combinations. They are the same as 8a 
prescribed in the first report on this case, by division 2, in 101 Cc 
I. C. C. 138, namely, 27 cents to Chicago, 30 to Milwaukee, 26 try 
to Canton and Cleveland, 27 to South Bend and 32.5 to Dubuque. ei 
However, the order for their application has been modified. th 
They are to be applied north of the “usual and customary Ohio li 
and Mississippi River crossings.” In the original order the Com- d 


mission required the equalization of the rates by way of the 
various crossings. On the further argument it appeared the 
rates from Cairo never had been equalized with Cincinnati, 
Jeffersonville and New Albany, except to some destinations; 
and that to Canton and Cleveland the Evansville and Jefferson- 
ville rates had not been equalized with Cincinnati. 

Reparation was denied in the original report, citing Kansas 
Car-lot Egg Shippers’ Association vs. Baltimore & Ohio, 53 
I. C. C. 59. The case was re-argued upon petitions of the 
complainants and the railroads. 

The complainants’ principal objection was to the failure 
to award reparation. They also contended that the record 
warranted a larger reduction in the rates north of the Ohio. 
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The carriers in central territory argued that under the 
gues the Commission should have confined its findings to 
“ reasonableness of the through rates and should not have 
aquired the entire reduction to be reflected in the rates north 
t the Obio. Commissioner Aitchison said they subordinated 
* claim, however, to their main argument that the rates 
,ssailed had not been shown by the record to be unreasonably 
high. They also contended the Commission erred in using the 
rates prescribed in Fidelity Cotton Oil Co. vs. A. & V., 47 I. C. C. 
49, as a yardstick by which to measure the reasonableness of 
the rates in this case. 

Considering the contentions of the carriers in the inverse 
order of their statement, Commissioner Aitchsion said a table 
in the record showed that the earnings under the through 
rates were considerably higher than the earnings to the river 
crossings, contrary to the usual rule that earnings should 
decrease as distance incrases. He said it was obvious that if 
the through rates were too high, the unreasonableness inhered 
in the factor north of the Ohio river. That part of the dis- 
cussion was Closed with the finding as to the factors north 
of the Ohio hereinbefore set forth. As to the rate from Nash- 
ville to Chicago the Commission found it unreasonable to the 
extent it exceeds, or may exceed, 58.5 cents. 

Commissioner Aftchison said the record indicated that the 
important development of peanut production in the southeast 
had taken place since 1916. Georgia, he pointed out, increased 
its production from 34,000,000 pounds, in 1916, to 177,000,000 
pounds in 1923, and Florida from 8,000,000 pounds to 52,000,000. 
Coincident with the increase in amount, he pointed out there 
was also an increase in value. 

The trend of freight rates, he said, was downward from 
the south to the Ohio river, notwithstanding the general in- 
creases, the rate from Valdosta, Ga., to Cincinnati, for instance, 
falling from 62 cents to 51 cents. 

The rates north of the Ohio, he said, remained on the 
fourth class basis, except that material reductions were made 
in a proportionals to Chicago and Milwaukee after November 
5, 1921. 

“This record shows a gradual change in conditions” says the 
report “with respect to the transportation and marketing of 
peanuts Over a number of years and a gradual downward re- 
vision of the rate structure to meet those conditions, with ap- 
parently no sufficient dissatisfaction with the general rate 
adjustment on the part of those in the industry to warrant it 
formal attack until the filing of the complaint here before us.” 
To show the duty of carriers in respect of the initiation of rates 
and the duty of the Commission in the awarding of reparation, 
Commission Aitchison quoted at length from the Anadarko 
Cotton Oil Case, 20 I. C. C. 48, 50. 

Upon consideration of this record in the light of that 
opinion, he said the Commission was of the opinion and found 
that the rates had been unreasonable to the extent indicated, 
since November 19, 1923, the date the complaint was filed, but 
not unreasonable prior thereto. 


INTERMEDIATE RULE CASE 


The Commission, on further consideration, in No. 15895, 
E. E. Forbes & Sons Piano Co. vs. Alabama Great Southern et 
al, No. 17937, E. E. Forbes, doing business as E. E. Forbes & 
Sons Piano Co., et al. vs. Louisville & Nashville et al., and No. 
17147, National Biscuit Co. vs. Same, mimeographed, has affirmed 
the decision of division 4, in 101 I. C. C. 74 in the title case and 
dismissed Nos. 17937 and 17147. The cases last mentioned were 
submitted on the argument made in the leading case, the ques- 
tion being one of tariff interpretation, as to the applicability 
of rates under the so-called intermediate rule. 

A six to five division took place in the Commission. The 
report is not marked as the product of any one Commissioner. 
Chairman Eastman, in behalf of himself, Commissioners Hall, 
Aitchison, Esch and Campbell wrote a dissent just about the 
same, in the number of words, as the report of the six majority 
Commissioners. The case is part of that class of cases in which 
traffic managers figure out routes that have been left open, 
tither through the carelessness of tariff publishing agents, or 
their inability to use language that has the clear effect of 
limiting the routes that may be designated by shippers. The 
discussion on that issue, by the majority, follows: 





Details of the shipments in No. 15895 will be found in our original 
age A carload of pianos, which moved from Hammond over 
Le ;cHicago, Indianapolis & Louisville to Louisville, Ky., and the 
fuisville & Nashville thence to Birmingham, will serve to illustrate 
the entire situation for the purposes of this report. The through 
Roond-class rate charged was the lowest combination on the Ohio 
we crossings. Another tariff named a lower joint commodity rate 
a Hammond to Mobile, Ala., which complainant contends applied 
0 Birmingham under a so-called intermediate rule contained therein 
and reading as follows: 


RULE NO. 25. APPLICATION OF RATES TO INTERMEDIATE 
POINTS OF DESTINATION 
To an intermediate point of destination, which is not indexed 
herein, and which is an established point for the delivery of freight, 
but which is situated directly between two points on the same 
failroad to which rates are published herein, the rate will be the 
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same as the rate named in this tariff, to such two points, unless 
the rate to such two points is not the same, in which case the rate 
to the intermediate point will be that applicable to that one of 
such two points to which the higher rate is published herein; pro- 
vided, no specific rate to the intermediate point of destination from 
same point of origin is published in some other tariff. 

_ No specific rate from Hammond to Birmingham was published 
in any other tariff. Birmingham, on the Louisville & Nashville, 
is not indexed in the tariff containing the intermediate rule. How- 
ever, that tariff named joint commodity rates to other points on 
the Louisville & Nashville, such as Paris, Tenn., and Mobile, and 
the lines of that carrier extend from Paris to Mobile through Birming- 
ham. These facts, complainant contends, constitute all the require- 
ments of the rule to accord the Mobile rate at Birmingham. The 
shipment did not move through Paris, but complainant urges that 
the rule applied regardless of the actual route of movement. 

In our original report we pointed out that carriers’ tariffs must 

be construed strictly according to their language; that the intention 
of the framers is not controlling; that, although doubt as to the 
meaning of a tariff must be resolved in favor of the shipper and 
against the carrier which compiled it, the doubt must be a reasonable 
one; that the terms of a tariff must be taken in the sense in which 
they are generally understood and accepted commercially, and 
neither carriers nor shippers can be permitted to urge for their own 
purposes a strained and unnatural construction; and that all of the 
pertinent provisions of a tariff must be considered together, and, 
if those provisions may be said to express the intention of the 
framers under a fair and reasonable construction, that intention 
must be given effect. 
_ The tariff naming the rate sought bears notation on its title page, 
in compliance with our order, that it was published pursuant to our 
findings in Rates to, from, and between points south of Ohio River, 
64 I. C. C. 306. In that case we prescribed maximum bases of com- 
modity rates designed to eliminate deviations from the long-and- 
short-haul provision of the fourth section of the interstate commerce 
act in the construction of rates primarily affecting Mississippi Valley 
territory, therein described and familiarly known as such in tariff 
circles. Defendants explain that the intermediate rule under con- 
sideration was intended to provide rates only to unindexed inter- 
mediate points within the confines of that territory as evidenced by 
the destination points specifically named in the tariff. That appears 
to be the only fair and reasonable conclusion to be drawn from an 
examination of all of the pertinent provisions of the tariff. 

Birmingham is east of Mississippi Valley territory, and we can 
not overlook the fact, apparently well known to complainant, that 
rates from the origin territory considered to Birmingham and other 
similarly situated points have been maintained for many years on 
the basis charged of lowest combination on the Ohio River crossings, 
and have been higher than the rates to Mobile and other Gulf ports 
under fourth-section authority granted by us. The interpretation 
contended for would break down this long standing adjustment by 
extending the Hammond-Mobile rate under the Mississippi Valley 
bases to points, for example, on the Southern Railway east thereof 
as far as the South Atlantic ports of Savannah, Ga., and Jackson- 
ville, Fla. Clearly, such an interpretation would be strained and 
unnatural and raises no reasonable doubt in its favor. Furthermore, 
the record is convincing that complainant was not misled to his 
damage by the intermediate rule. 

We affirm the findings in the original report. An order will be 
entered dismissing the complaints in Nos. 17937 and 17147. 


Chairman Eastman, dissenting, said: 


That the rates charged in these cases were not the applicable 
rates seems to me quite clear. Consider the carload of pianos 
which moved from Hammond to Birmingham and which is used in the 
majority report ‘‘to illustrate the entire situation,” and refer to 
the tariff rule No. 25 quoted in that report. Every condition 
precedent to the application of that rule was met, and plainly met, 
by this shipment: 

(1) Birmingham was the ‘intermediate point of destination”? on 
the route of movement between Hammond and Mobile. . 

(2) It was not indexed in the tariff, but is “an established point 
for the delivery of freight.” ' 

(3) It is situated “directly between two points on the same 
railroad’ to which rates were published in the tariff, the _rail- 
road being the Louisville & Nashville and the two points being 
Paris and Mobile. Without question Birmingham is “directly be- 
tween” Paris and Mobile. It will be noted that the tariff did not 
confine the two points to the route of movement, nor even require 
that they be located upon any route between Hammond and Mobile. 
Such limitations might easily have been, but were not made. 

(4) No specific rate on pianos from Hammond to Birmingham 
was published in any other tariff. 

(5) The rate to Mobile published in the tariff was higher than 
that to Paris, and therefore the rate to Mobile became, under the rule, 
the rate to Birmingham. : : 

Up to this point the soundness of the reasoning is practically 
conceded in the majority report, and it could hardly be otherwise, 
for their is no ambiguity in the tariff to create doubt. The con- 
clusion that the Mobile rate was not applicable to Birmingham is 
based by the majority, not upon the language of the tariff rule, 
but upon an extraneous consideration. It is alleged that that tariff 
was published pursuant to our findings in Rates to, from and 
between points south of the Ohio River, 64 I. C. C. 306; that the 
case cited had to do with the construction of rates “primarily af- 
fecting Mississippi Valley territory’; that therefore the tariff was 
“intended” to provide rates only to intermediate points within the 
confines of that territory; that Birmingham is located outside of 
those confines in what is known as southeastern territory; and hence 
that the Mobile rate did not apply. . E 

If this was the intent of the tariff, it might easily have been 
expressed in few and simple words. Yet it was not expressed. To 
construe tariffs in accordance with such an extraneous deduction 
as to intent seems to me directly contrary to principles of tariff 
construction to which we have always hitherto consistently adhered. 
Such a departure from precedent will go far to encourage the loose 
and involved wording of tariffs which is already far too prevalent. 

But is there even justification for this deduction as to intent? 
It seems to me that the following quotation from page 308 of the case 
cited shows clearly that there is no such justification: 

“From certain Ohio River crossings to Arkansas and Louisiana 
the short routes are in most instances through the Mississippi Valley 
and to some extent through the southeast. Thus, from Cincinnati, 
to points on the Southern Pacific west of New Orleans the short line 
is through Chattanooga, Birmingham, and Meridian. From_Louisville 
or Cairo to the territory in Louisiana reached through the Vicksburg, 
Miss., gateway, the short route is through the Mississippi Valley; and 
similarly to points in Arkansas through Memphis. 

“These illustrations show how the territories on either side of 
the geographical wedge known as the Mississippi Valley are linked 
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together in a rate adjustment requiring a strict observance of the 
long-and-short-haul provision, and show that, for such rate-making 
purposes, the Mississippi Valley can hardly be considered wholly 
apart from the southeast or the southwest. The carriers, therefore, 
in making the proposed revision of rates to the Mississippi Valley, 
have contemplated the removal of all fourth section departures from 
and to all territories of origin not only in the Mississippi Valley 
proper but as well on the west side of the Mississippi River in 
Arkansas and Louisiana and at points in the southeast. 

I am authorized to state that Commissioners Hall, Aitchison, and 
Isch join in this dissenting expression. Z 

Commissioner Campbell was not present when final action was 
taken adopting this report, but had previously indicated his opposi- 
tion to its adoption and has since expressed his concurrence in the 
views set forth in Chairman Eastman’s dissent. 


AUTOMATIC TRAIN CONTROL 


In a mimeographed report by division 1 in No. 13413, Sub. 
No. 22, in the matter of automatic train control devices of 
General Railway Signal Company, on Iowa division of Chicago 
& North Western Railway, the Commission has approved the 
installation of the signal company’s device on the Iowa division 
of the North Western, extending from Council Bluffs, Ia., to 
Boone, Ia., a distance of 149 miles, double tracked. Require- 
ments were prescribed in respect of certain apparatus and 
operations with which the carrier was expected to comply 
promptly, the report said. The total cost of the installation 
was $690,661.84, the carrier reported. 


AUTOMOBILE TRUCK RATES 


The Commission by division 3 has dismissed No. 17351, 
General Motors Truck Company of Kansas City et al. vs. Grand 
Trunk Western et al., mimeographed, finding applicable rates 
charged on automobile trucks from Detroit, North Flint, Lan- 
sing and Pontiac, Mich., Lima and Cleveland, O., and Evans- 
ville and Marion, Ind., to Kansas City, St. Joseph, and Joplin, 
Mo., Omaha, Bayard, Lincoln and Norfolk, Nebr., Des Moines, 
Chariton and Sioux City, Iowa, and Wichita, Kans. The re- 
port also covers Nos. 17724, Cline and Bird Truck Company 
et al. vs. Ann Arbor et al., No. 17415, Arnold Automobile Com- 
pany et al. vs. A. T. & S. F. et al., No. 18197, Iowa White Motor 
Company et al. vs. Big Four et al., and No. 18137, General Motors 
Truck Company of Kansas City vs. C. B. & Q. et al. 

Complainants, dealers in passenger automobiles and auto- 
mobile trucks, at the destination points mentioned, alleged that 
the second class rate imposed on trucks shipped between 
February 28, 1920, and May 15, 1924, from the points of origin 
mentioned, were unjust and unreasonable, and illegal and in- 
applicable in violation of the sixth section to the extent that 
they exceeded the fourth class rate to the Mississippi River 
crossings and Second Class rate beyond. 

The complainants contended that a description carried in a 
Kelly tariff of exceptions to Official classification reading 
“vehicles (spring) freight or delivery” shown in one of the 
items was applicable to their shipment of automobile trucks 
and entitled them to fourth class. The Commission disagreed 


with their interpretation of the language employed in the ex- 
ceptions. 


SUGAR REPARATION DENIED 


The Commission, by division 1, has dismissed No. 15854, 
Utah-Idaho Sugar Co. vs. C. R. I. & P. et al., mimeographed, 
denying reparation on shipments of sugar, eastbound, from Utah 
and Idaho to destinations west of the Mississippi and in 
Minnesota, Wisconsin and Michigan. It found certain of the 
rates drawn in question not unreasonable. ‘The report also 
covers No. 15960, Utah-Idaho Sugar Company vs. Utah-Idaho 
Central et al.; No. 15961, Same vs. A. T. & S. F. et al., No. 16616, 
Same vs. C. B. & Q. et al.; and No. 16766, Layton Sugar Company 
vs. C. M. & St. P. et al. 

The complainants sought reparation on shipments of sugar, 
C. L., eastbound from points in Utah and Idaho. Of the 1,209 
shipments involved in the complaint, 269 moved to points in 
Arkansas, Missouri, Oklahoma and Texas, and 940 to destina- 
tions in Minnesota, Wisconsin, South Dakota, Iowa and Mizhigan. 


NEWSPRINT PAPER RATES 


A finding of unreasonableness and undue prejudice and an 
order to remove it not later than January 10, have been entered 
in No. 16443, Birmingham News Company vs. Atlanta, Birming- 
ham & Atlanta et al., mimeographed, as to rates on newsprint 
paper from Berlin, N. H., to Birmingham, Ala. Reparation was 
awarded and fourth section relief denied in fourth section order 
No. 9408, effective Feb. 21, 1927. 

The Commission found the rates were unreasonable to rhe 
extent they exceeded 64 cents all-rail, and 60 cents rail-water- 
and-rail, that the present rail-water-rail-rate and the present 
all-rate over the Boston & Maine, as initial carrier, are not 
unreasonable. It further found that all-rail rates assailed to 
Birmingham which exceeded, exceed, or may exceed, by more 
than one cent, the all-rail rates contemporaneously in effect in 
connection with defendants’ lines to Nashville and rail-water- 
rail rates assailed to Birmingham which exceeded, exceed, or 
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may exceed rail-water-rail rates contemporaneously Maintain 
in connection with defendants’ lines from Memphis to Nashyij, 
subjected, subject, and will subject, Birmingham and complaiy 
ant to undue prejudice. 





FERTILIZER CASES DISMISSED 

The Commission, by division 3, has dismissed No, 159» 
Jackson Traffic Bureau for Jackson Fertilizer Company ys Al 
bama & Vicksburg et al., mimeographed, finding rates op fy, 
tilizer and fertilizer materials, from Jackson, Miss., to esting, 
tions in Arkansas and Louisiana not unreasonable or Otherwig 
unlawful. The report also covers No. 17716, Same ys, Same 
The only purpose of the cases, the report said, was to obtaj 
reparation. It said that the complainant was relying on the 
findings in another Jackson Traffic Bureau case, No. 14701, de 
cided shortly before the filing of this complaint, which, the Con. 
mission said, was part of No. 9702, the Memphis Southwestey 
Investigation, a general investigation resulting in both increas 


and reductions. No reparation, the Commission said, was praya 
in the prior case. 







DUNNAGE ALLOWANCE CASE 


The Commission, by division 3, has dismissed No. 10g) 
Charles K. Parry & Co. vs. Black Mountain, Director-General, « 
al., mimeographed, for lack of sufficient proof that there wep 
overcharges on shipments of lumber from points on the Blak 
Mountain railway to destinations in other states. The ship 
ments were made on and after October 20, 1913. The complaint 
alleged overcharges by reason of failure to make a dunnage 3} 
lowance of 500 pounds as provided for in the tariffs. The Con. 
mission said the carriers should make a check of the freigh; 
bills on 21 shipments filed at the hearing with a view to deter. 
mining whether the allowance was made. It said that any over 
charges so disclosed should be refunded forthwith, with interest, 


BRICK CASE DISMISSED 


The Commission, by division 1, has dismissed No. 1628), 
McEwing & Thomas Clay Products Company et al vs. Chicago & 
Eastern Illinois et al., and a sub-number, Same vs. Chicago, Rock 
Island & Pacific et al., mimeographed, finding that the rates 
charged on brick shipped since July 1, 1923, from Albion, IIL. to 
St. Louis and other destinations were applicable. The question 
was whether the brick involved were common brick entitled to 
rates 80 per cent of those on brick established in accordance 
with the decision in National Paving Brick Manufacturers’ Asso 
ciation vs. A. & V., 68 I. C. C. 213. The testimony was that 
they were hard and were used as face brick in many instances, 
whereas common brick were so soft they deteriorated when ex- 
posed to the weather. 


RATES ASSESSED WERE APPLICABLE 


An order of dismissal has been made in No. 16710, W. 1. 
Frank Produce Company et al. vs. Director-General, Los Angeles 
& Salt Lake et al., mimeographed, the Commission, by division 
3, finding charges assessed on shipments of mixed vegetables, 
from industries on the Santa Fe and the Pacific Electric at Los 
Angeles, destined to Salt Lake City and Ogden, Utah, since 
March, 1919, were applicable and not unreasonable. Violations 
of the first, sixth and fourth sections of the interstate commerce 
law and section 10 of the federal control law were alleged. The 
complainants contended that the tariffs provided for absorption 
of the switching charges. Los Angeles, the Commission said, 
was not shown as a point at which there would be absorption 
under the competitive business provision, although points more 
distant than Los Angeles were shown as such points. The com- 
plainants contended that under the intermediate clause in the 
tariff made the rates from the more distant points applicable 
from Los Angeles. The Commission said the situation at Los 
Angeles, in the instant case, was analogous to that in Summit 
Grain Company vs. C. M. & St. P., 109 I. C. C. 763. It further 
said that in view of the conclusions as to the significance of the 
tariff it was not necessary to consider the question whether 
some of the claims were barred. 





PULP WOOD RATES 


The Commission, by division 3, has dismissed No. 16883, 
Crown Willamette Paper Co. vs. Southern Pacific et al. (mimeo- 
graphed), finding the rate of $4.20 per cord, charged on pulp 
wood, shipped between January 1, 1923, and January 1, 1925, 
from Reedsport, Ore., and Camas, Wash., not unreasonable. It 
was alleged to be unjust and unreasonable to the extent it ex 
ceeded and exceeds $4 per cord. Reparation and a rate for the 
future were sought. 


AUTOMOBILE HORN REPARATION 


The Commission, by division 3, in No. 17090, Heinze Elec- 
tric Co. vs. Boston & Maine et al. (mimeographed), has denied 
reparation and dismissed the complaint. The denial of rep- 
aration runs to shipments of electric automobile horns, carloads 
and less-than-carloads, from Lowell, Mass., to various destina- 
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r to the general reduction in the-classification ratings of the two following bases: (1) the lowest aggregate of inter- 


io ‘ 
tions, Pdance with the Commission’s decision in Klaxon Co. mediate rates contemporaneously maintained over the same 
. ° G. S., 78 I. C. C. 318. The Commission said the complaint route; and, (2) the lowest rate contemporaneously in effect to 


assail the reasonableness of the rates as such, but con- either Atlanta, Harriman, Birmingham, or Memphis over the 
that the ratings prescribed in the Klaxon case were same route. Reparation was awarded. 

sasonable maximum ratings in the period covered by the com- The complainant alleged the class rates applicable on the 
nlaint that is, between October 11, 1922, and June 16, 1923. commodities named, carloads and less-than-carloads, from Jer- 
The Commission said the ratings assailed in the Klaxon case _ sey City, its shipping point, to the destinations mentioned, were 
nad been maintained for a long time and affected many ship- unreasonable, and, in many instances, in violation of the fourth 
pers not parties to that proceeding. Under like circumstances, section. Approximately 800 shipments were covered by this 
it said, it had frequently denied reparation. It found, in this complaint, practically all of which were less-than-carload. 


Vb. 
did not 
tended 


case, that the ratings were not unreasonable in the period of Defendants agreed, the Commission said, that all rates in 
movement. violation of the aggregate of intermediates should be found 
SS unreasonable and reparation awarded. As to violations of the 

STRAWBERRY RATES CONDEMNED long and short haul part of the fourth section they opposed the 


The Commission, by division 4, in No. 16159, Providence complaint. They urged that the reasonableness and propriety 
Fruit and Produce Exchange vs. New York, New Haven & Hart- of the rates assailed were established by the Commission’s 
ford et al. (mimeographed), has condemned commodity rates decision in Procter & Gamble Distributing Co. vs. A. C. Ry. Co., 
on strawberries higher than class rates, from points in North 611. C. C. 700. 

Carolina to Providence as unreasonable and awarded reparation. Commissioner Esch said he concurred in the finding that 
it found the rates not unduly prejudicial but unreasonable the rates in excess of the aggregate of intermediate, but that 
to the extent they exceeded first class on a 17,000-pound mini- he was unable to concur in the majority’s finding that the rates 
mum. Rates of 128 cents from Wallace and Rose Hill and 140 to points intermediate to Atlanta, Harriman, Memphis and 
cents from Chadbourn, N. C., were condemned. The first class Birmingham were, and are, unreasonable to the extent that 
rating was in effect at the time the berries moved, in 1922, 1923 they exceeded, and exceed, the rates to the points named. 

and 1924. Undue preference of New York was alleged, but 


the Commission said there was no showing of competition be- MILEAGE ALLOWANCE ORDERED 
tween New York and Providence in the marketing of straw- The Commission, by division 4, in No. 15636, Paragon Re- 
berries. fining Company vs. Alton & Southern, mimeographed, found the 


There was a presumption against the reasonableness of a 
commodity rate in excess of the class rate, said the report. 
It said the carriers submitted evidence to rebut that presump- 
tion, pointing to the obvious facts about large tare weight of 
the car and containers, the need for expedition, and so forth. 


Alton & Southern’s failure to provide, by tariff publication, for 
payment of mileage allowance on private tank cars moving in 
service over its line unreasonable, prescribed an allowance, and 
awarded reparation. The complainant pointed out that the 
: 3 : line-haul carriers paid an allowance of 1.5 cents per car per 
They ro _ there pana ors rates higher Papen ee" mile, but that it had been unsuccessful in its efforts to obtain a 
ee degtacer ‘on Gee cited pee re . similar allowance from the Alton & Southern. 
: : : The Alton & Southern in defense of itself pointed out that 
Defendants also pointed out, the report said, that the rates it operated only as a switching line within the East St. Louis 


applied to a large group extending from Port Chester, N. Y., setithin Rp a . = : “ 5 
° : . g district; that in this case it acted as an intermediate 
to Portland, Me. The Port Chester distance is 572 miles and the switching connection between two line-haul carriers for which 


Portland distance 879, the Providence distance being 733 miles. .; * : ; 2 
Inferentially, the report said, the commodity rates to the farther rahe yt wae = switching charge; honing the per eigen 
distant destinations were lower than the class rates. That oT. ssociation, of St. Louis, and other lines doing a 
showing, however, it said, did not justify the Providence rates. %!™ilar business made no such allowance; and contended that 
Instead, it said, it raised a doubt as to the propriety of a des- ‘t Should not be made to do so. The Commission said the 
tination grouping so extensive. obligation was on the switching line to pay mileage allowance 
5 unless the line-haul carriers assumed it, which had not been 
CEREAL BEVERAGE RATE — — It said that the line-haul carrier was not a party 

efendant. 


y & 2 The order requires the Alton & Southern to publish an al- 
Bradley & Woertz vs. Illinois Central et al., mimeographed, find- jowance of 1.5 cents per car per mile not later am, December 


ing the rate on cereal beverages, in carloads, from St. Louis to 30 and to mak : : 
Atlanta not unreasonable or unduly prejudicial. The report also a. 1, aa. reparation on shipments between June 1 and 


embraces parts of fourth section applications Nos. 458, 1952 and 
2045. In fourth section order No. 9413 the Commission denied 
relief on this sort of traffic effective February 23. LATS CAS See 


The Commission, by division 3, has dismissed No. 17283, 


The Commission, by division 4, has dismissed No. 16690, 
J. W. Russell vs. Grand Trunk Western et al., mimeographed, 
WATERMELON CHARGES LEGAL finding rates on anthracite coal from Rahn No. 11 Colliery, Pa., 
An order of dismissal has been made in No. 17463, Ward and Lansford Colliery, Pa., to Elkhart, Ind., reconsigned to 
Brothers vs. Central of Georgia et al., mimeographed, the Com- fEdwardsburg, Mich., in May and June, 1923, not unreasonable. 
mission, by division 4, finding the charges on a carload of onli Sik a ieee ae, 
watermelons, shipped from Oliver, Ga., to Kansas City, Mo., and R.-W.-A.-R. COTTON RATES 


forwarded to Rock Island, Ill., in July, 1921, not illegal. A revision of the rail-water-and-rail rates on cotton from 
ied tee ee Opelousas and Bunkie, La., to destinations in New York and 
GARY RATES BROUGHT UP New England, to the basis of such rates from Shreveport and 
The Commission, by division 3, in I. and S. No. 2738, Class Alexandria, La., has been ordered not later than December 30, 
Rates Between Gary, Ind., and Indiana and Michigan Points via in No. 16476, Manget Brothers Co. vs. Atlantic City Railroad Co. 
Elgin, Joliet & Eastern, mimeographed, has found justified the et al. (mimeographed). The Commission, by division 3, found 
proposed increased class rates between Gary and Indiana and’ the present rates unreasonable in the amount of the excess of 
Michigan points over the E. J. & E., vacated the order of sus- the rail--water-and-rail rates from Shreveport and Alexandria. 
pension and discontinued the proceeding. It awarded reparation on shipments moving between November 
In the federal control period, the report said, Gary was 1, 1922, and May 1, 1924, and between January 6, 1923, and May 
shown as a base point taking a lower basis, to nearby points, 1, 1924. It said that claims more than two years old were 
than that applicable to and from the Chicago district. Repeated barred. The report also covers No. 17026, Same vs. Boston & 
protests from shippers in the Chicago district caused the pro- Maine et al. 
posal to bring the rates to the full Chicago basis when traffic a 
was routed over the E. J. & E. That is the basis - te a OLD RATES CONDEMNED 
the exception of a few points, in northwestern Indiana an — cbse : i 
southern Michigan. Protests were made by the Indiana State omait od TS rape Bean See be ge mde 
Chamber of Commerce, South Bend (Ind.) Chamber of Com- oS ee ee eee ee Sor Wee 
’ graphed), with Commissioner Campbell dissenting, has found 


merce, and the Studebaker Corporation of America. rates on bale ties, and woven and barbed wire fencing, carloads, 
from Sterling, Ill., to Montgomery, Ala., to have been unreason- 
SOAP REVISION ORDERED able and unduly prejudicial, prior to October 15, 1924, to the 
The Commission, by diviseion 2, in No. 15850, Colgate & extent they exceeded 63 cents prior to July 1, 1922, and 57 
Company vs. Pennsylvania et al., mimeographed, has ordered a_ cents thereafter and awarded reparation to that basis. It found 
revision of rates on soap, soap powder, and cleaning, cleansing the present rate of 57 cents not unreasonable or otherwise 
and scouring compounds, in less than carloads, from Jersey unlawful. 
City, N. J., to points in Kentucky, Tennessee, and Georgia, Commissioner Campbell said that, to his mind, the rates to 
Cairo, Ill., and Evansville, Ind., not later than January 10. It Montgomery were unreasonable and unduly prejudicial to a 
found the rates, on the commodities mentioned, unreasonable’ greater extent than found by his colleagues. In support of that 
to the extent they exceeded, exceed, or may exceed the lower’ proposition he said: 
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In Jones & Laughlin Steel Corp. vs. B. & O. R. R. Co., 96 I. C. C. 
682, the scale of rates on iron and steel articles, properly extended 
beyond its present limit, would produce a rate of 47 cents for the 
distances from Sterling to Meridian and 50 cents, or 3 cents higher, 
to Montgomery. A rate from central territory to the southeast or 
the Mississippi valley should not exceed that maintained within 
central territory by more than about 10 per cent, which would make 
the rate to Montgomery 55 cents. Under the scale on merchant iron 
and steel prescribed in Memphis Southwestern Investigation, supra, 
for certain portions of the southwest the rate to Montgomery would 
be 58 cents and 2 cents less to Meridian. Certainly a lower level is 
justified from Sterling to Montgomery than between points in the 
southwest, but in any event the difference between the rates to 
Meridian and Montgomery should not be as much as 4 cents, the 
present difference. These and other facts of record convince me that 
the assailed rates were, are, and will be unreasonable and unduly 
prejudicial to the extent that they exceeded, exceed, or may exceed 
61 cents prior to July 1, 1922, and 55 cents thereafter and for the 
future. Reparation should be awarded accordingly. 


COMMISSION FINDS OVERCHARGES 


The Commission, by division 4, in No. 16699, Crerar Clinch 
Coal Co. vs. Ann Arbor et al. (mimeographed), has found the 
rates charaged on soft coal, from Herrin, Ill., to Bannister, Ash- 
ley, North Star and Ithaca, Mich., shipped in September and 
October, 1922, were applicable except on two cars. It found over- 
charges on them and awarded reparation. It found the applica- 
ble rates not unreasonable. 


REPARATION ON LOGS 


A finding of unreasonableness and an order of reparation 
have been made in No. 17576, Crook, Son & Co. vs. Wabash 
et al. (mimeographed), as to the rates and charges on seven 
carloads of logs, shipped in 1922 and 1923, from Adrian, Mich., 
to Hicksville, O. The Commission, by division 4, has found 
a sixth class rate of 13.5 cents unreasonable to the extent it 
exceeded 10 cents and awarded reparation to that basis. The 
complaint alleged the rate was unreasonable to the extent it 
exceeded 65 per cent of the sixth class rate, the basis found rea- 
sonable for application on logs in Indiana Public Service Com- 
mission vs. Ann Arbor, 85 I. C. C. 533. Rates on that basis 
were made effective, generally, March 20, 1924. On that basis 
the rate from Adrian to Hicksville, after the shipments moved, 
became 9 cents. 


AUTHORITY TO ACQUIRE AND OPERATE 


The Commission, by division 4, in finance docket No. 5588, 
acquisition of securities issue by Midland Creek R. R.; No. 
5666, proposed acuisition of control by Middle Creek, and No. 
5696, securities of Middle Creek (mimeographed), has author- 
ized the Middle Creek Railroad Co. to acquire and operate the 
railroad of the Hartland Colliery Company in Clay county, West 
Virginia, 4.2 miles long and a right-of-way in Nicholas county, 
West Virginia, about 11.2 miles long. It has dismissed the ap- 
plication for authority to acquire control of the line by lease 
and authorized the issue of not more than $24,000 of stock to 
be used solely for capital purposes. 


AUTHORIZED TO ABANDON 


The Commission, by division 4, in finance docket No. 5344, 
abandonment of branch line by Pennsylvania and Pennsylvania, 
Detroit & Ohio (mimeographed), has authorized the appliacnts 
to abandon a part of a branch line in Wayne county, Ohio, about 
9.5 miles long. Protests were made to the federal and state 
commissions. The authorization to abandon is conditioned upon 
offering the part marked for abandonment for sale to anyone 
desiring to continue its operation, at not less than the fair 
salvage value, the offer to be open for 30 days. 


UNCONTESTED FINANCE CASES 


The Missouri-Kansas-Texas has been authorized to procure au- 
thentication and delivery of $9,018,000 of 5 per cent prior-lien mort- 
gage gold bonds to be held in the company’s treasury until the fur- 
ther order of the Commission. The M-K-T of Texas was authorized 
to issue $4,763,000 of 6 per cent general mortgage gold bonds to the 
M-K-T in satisfaction and discharge of an equal amount of advances 
made by the latter to the M-K-T of Texas. 

The Seaboard Air Line has been authorized to assume obligation 
and liability in respect of $11,336,000 of equipment trust certificates, 
$9,060,000 of which are to be sold at not less than 951% and accrued 
dividends, and $2,276,000 of them to be sold at not less than 97 and ac- 
crued dividends, in connection with the procurement of equipment. 

The Louisiana & Pacific Railway Company has been authorized 
to abandon operation, as to interstate and foreign commerce, over the 
railroad of the Lake Charles & Northern between DeRidder and Lake 
Charles, La., and to abandon certain connection tracks in Beaure- 
gard and Calcasieu parishes, La. 

The Naples, Seaboard & Gulf Railway Company has been author- 
ized to issue $5,000 of common capital stock, consisting of 50 shares 
of the par value of $100 each. 

The Indian Creek Valley Railway Company has been authorized 
to operate in interstate and foreign commerce a line of railroad in 
Westmoreland county, Pa., extending from a connection with its 
railroad at Jones Mill in a northeasterly direction to Blair mine, a 
distance of approximately 4 miles. 

The Alabama, Tennessee & Northern has been authorized to 
construct an extension of its line of railroad in Washington and 
Mobile counties, Ala. 


FINANCE APPLICATIONS 


The Missouri Pacific has applied for authority to construct and 
operate a branch line of railroad from a point on its line at Tioga, 
La., southeasterly through Camp Beauregard, a distance of approxi- 
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mately 4 miles. The proposed extension will serve what is kn 
Camp Beauregard, a permanent training camp of the Louisi 
tional Guard, the applicant said. 

The Louisville & Nashville has applied for authority to acqujp, 
and exercise the right, in common with the owners thereof, to Op- 
erate parts of existing lines of railroad, totaling approximately 1, 
miles of line. The purpose of obtaining the authority sought the 
applicant said, is to enable: it to operate through freight trains 
around Mobile, Ala., instead of operating them through the congested 
part of the city. The company also said that approval of the play 
would permit more economical interchange with other railroads enter. 
ing Mobile and permit the L. & N. to serve industries, located or to 
be located on or along the lines of railroads of the Gulf, Mobile & 
Northern. 

The Pearl River Valley Railroad Company has applied for a). 
thority to abandon 2,326 feet of line extending from Anderson June- 
tion to Anderson, Miss., on account of removal from Anderson of 
a logging camp. 

The Denver & Rio Grande Western has asked authority to acquire 
by purchase and to operate the railroad of the Goshen Valley Rail- 
road Company extending from Pearl Junction to a point near Dividend 
Utah, The main line is approximately 9 miles long. When the line 
was constructed the understanding was that the Denver & Rip 
Grande Western would eventually take it over. 

The receivers of the Winchester and Western Railroad Company 
have applied for authority to issue $30,000 of receivers’ certificates 
of indebtedness. 

The Jackson & Eastern has asked the Commission to extend the 
time within which it must complete extension of its line from Leng 
to Jackson, Miss., from December 31, 1926, to December 31, 1927. 


OWN as 
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PETITIONS FOR REHEARING, ETC. 


The complainant in No. 17277, John M. Desch vs. Northern 
Pacific et al., has asked the Commission to grant a reconsider- 
ation of this case on the record as made or a rehearing therein, 

The Commercial Exchange of Philadelphia, an intervener 
in No. 13548, Maritime Association of the Boston Chamber of 
Commerce et al. vs. Ann Arbor et al., has asked the Commission 
for leave to introduce additional evidence therein. 


The defendants in No. 11084, Prairie Pipe Line Co. ys, 
Director-General, as agent, St. Louis-San Francisco et al., have 
asked the Commission to consolidate Nos. 14313 and Sub. Nos. 
1 and 2, Certain-teed Products Corp. vs. Arkansas & Louisiana 
Missouri et al.; No. 14371, Arkansas Fertilizer Co. vs. Abilene 
& Southern et al.; No. 14756, Humble Oil & Refining Co. vs, 
Dayton-Goose Creek et al.; No. 15025 and Sub. Nos. 1 and 2, 
Humble Oil & Refining Co. vs. Missouri Pacific et al.; No. 
15177 and Sub. No. 1, Humble Oil & Refining Co. vs. Louisiana 
& North West et al.; 15574 and Sub. No. 1, Texas-Pacific Coal & 
Oil Co. vs. Texas & Pacific et al.; No. 15807, and Sub. No. 1, 
Texas-Pacific Coal & Oil Co. vs. Chicago, Rock Island & Gulf 
et al.; No. 15974, Parkersburg Rig & Reel Co. vs. Gulf, Colorado 
& Santa Fe et al.; No. 14451 and Sub. Nos. 1, 2, 3 and 4, Procter 
& Gamble Distributing Gompany et al. vs. St. Louis-San Fran- 
cisco et al.; No. 13703, L. M. Cohen et al. vs. Santa Fe et al.; 
No. 14781, and Sub. Nos. 1, 2 and 3, Oklahoma Traffic Association 
vs. Alabama Great Southern et al.; and No. 14150, Corporation 
Commission of Oklahoma vs. Abilene & Southern et al., to con- 
solidate these cases upon one docket; to reopen and grant re- 
hearing; to vacate and set aside the orders herein; and to 
grant other relief. 


The defendant, Maryland & Pennsylvania, in No. 16605, and 
Sub. Nos. 1 and 2, Staso Milling Co. et al. vs. Maryland & Penn- 
sylvania et al., has asked the Commission to postpone the effec- 
tive date of its order therein, dated September 27, 1926, for a 
period of sixty days, or such other period as it may, in its judg- 
ment, determine, from the effective date of December 10, 1926. 

The defendants in No. 16930, Dillman Egg Case Co. et al. 
vs. Santa Fe et al., have filed a second petition for rehearing, 
reargument and reconsideration, and, pending such _ reconsid- 
eration, ask that effective date of order be postponed. 


The defendants in No. 16930, Dillman Egg Case Co. et al. 
vs. Santa Fe et al., through Agent Leland, have asked the Com- 
mission for modification of order in this case by making the 
effective date March 6, 1927, instead of December 6, as now 
ordered. . 


The defendants in No. 15329, Pennsylvania Sand & Gravel 
Producers’ Association et al. vs. Baltimore & Ohio et al., have 
asked the Commission to grant rehearing, and that it enter 
such further order or orders as to it may seem reasonable and 
just. 

The Chicago, Milwaukee & St. Paul; Chicago, Rock 
Island & Pacific Railway; the Chicago & North Western; 
Chicago, Burlington & Quincy; St. Joseph & Grand Island; 
and Union Pacific have asked the Commission for further 
postponement of the effective date of the order in No. 16341 
and Sub. Nos. 1 and 2, Nebraska State Railway Commission VS. 
Alexandria & Western et al., and No. 16517, Black Hills Whole- 
sale Grocery Co. vs. Chicago & North Western et al. 

The complainant in No. 17219, Chess Wymond Co. of Lou- 
isiana et al. vs. Alabama & Vicksburg et al., has asked the 
Commission to reopen for further consideration the above pro 
ceeding, and that a final report be issued, by the full Commission. 

The Chicago & North Western has asked the Commission 
for rehearing and/or reargument and reconsideration of No. 
14534, rates, regulation and practices of Peoria & Pekin Union 
at Peoria, Ill., and near-by points, and cases grouped therewith. 
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Proposed Reports in I. C. C. Cases 


SCRAP IRON RATES 


Examiner R. N. Trezise, in No. 17640, Wrought Washer 


: Manufacturing Co. vs. Pere Marquette et al., said the Commis- 


sion should find rates on iron and steel scrap, from points in 


» pennsylvania, West Virginia, New York, Ohio, Michigan and 


other parts of Official Classification territory to Milwaukee, 


| wis. unreasonable to the extent they exceeded those on billets 


and award reparation to that basis. 

The complaint alleged that the rates were unreasonable, 
unjustly discriminatory and unduly prejudicial as well as illegal, 
in violation of the first three and sixth sections of the interstate 
commerce law. The rates charged on shipments in the statutory 


| period, Trezise said, generally. were those applicable on iron 


and steel articles, and therefore, usually fifth class. The com- 
plainant, according to the examiner, contended that lower rates, 
On some 
shipments scrap iron rates were collected, but suits were 
instituted by the carriers to collect the higher rates applicable 
on manufactured articles. 

The complainant makes washers. For that purpose it buys 
crop ends of various products of rolling mills, parts of dis- 
mantled boilers and other things, which, by heaeting and re- 
rolling, can be used for making washers. It assailed the rule 
which limited the description of scrap iron or steel to “scraps 
and pieces of iron or steel having value for remelting purposes 
only,’ One of its witnesses testified positively that there was 
no scrap iron which had use or value for re-melting purposes 
only, provided re-melting was interpreted to mean reducing to 
a liquid state. 

Trezise said that a careful review of the record did not 
disclose a basis for constructing a more reasonable rule. To 
temper it upon the evidence of one complainant, he said, 
might lead to the very abuses its terms were designed to pre- 
vent with respect to shipments made by others. 

The examiner also said the complainant alleged the rates 
were unreasonable to the extent they exceeded those contem- 
poraneously applicabl to Milwaukee on billets, the raw ma- 
terial from which many iron and steel articles are manufactured. 
He also pointed out that in some tariffs the rates on scrap iron 
and billets were the same. 


Examiner J. P. McGrath, in No. 17810, Sun Oil Company vs. 
Pennsylvania et al. has proposed that the Commission find 
rates on petroleum and its products, from Point Breeze, Phila- 
delphia, Pa., to Newark Center, Del., and from Marcus Hook, 
Pa., to Thompson, Del., and twenty-one points in Maryland, 
within relatively short distances from Marcus Hook, not unrea- 
sonable in the past but unreasonable for the future, prescribe 
new rates and deny reparation. The report also covers a sub- 
number of No. 17301, Atlantic Refining Company vs. Pennsyl- 
vania et al. 

The complaints alleged the rate of 15.5 cents from Marcus 
Hook and Philadelphia (Point Breeze) to designated points on 
the Philadelphia, Schuykill and Maryland divisions of the Penn- 
sylvania, on the Reading and New York divisions of the Read- 
ing, and on the Northeast Pennsylvania, a part of the Reading 
system, was unreasonable and unjustly discriminatory. 

Intrastate rates from the same points to destinations in 
Pennsylvania were also filed with the Pennsylvania commission. 
A joint hearing with that body was held. 

_ Interventions were filed by the National Petroleum Associa- 
tion, Sinclair Refining Company, Gulf Refining Company, Stand- 
ard Oil Company of New Jersey, and Pure Oil Company, in No. 
17810. The Gulf and Standard intervened in the sub-number. 

_ _Examiner McGrath said that most of the destinations named 
in the complaints were in Pennsylvania, and, although the rates 
were filed with the Commission as well as with the Pennsylvania. 
commission, the evidence did not show that shipments were 
made, interstate, to the destinations named. The Atlantic Re- 
fining Company, he said, contended that the rates from and to 
those points might be used on shipments that were diverted or 
reconsigned and on traffic that reached Marcus Hook or Phila- 
delphia by water. No reference, he said, however, was made cf 
record to shipments which were diverted or reconsigned on the 
rates in question or which were transported by water to Marcus 
Hook or Philadelphia and thence moved to these particular desti- 
nations without having been either subjected to a process of 
manufacture or stored for varying periods at Marcus Hook or 
Philadelphia. 

So far as the record showed, he said, the movement from 
and to those points was not part of through transportation from 
points without the state of Pennsylvania, but was entirely 





e 


within that state on rates subject to the control and regulation 
by the Pennsylvania commission, except under issues not 
presented in this case. Only one destination outside of Pennsyl- 
vania, he said, was named in the complaint of the Atlantic 
company, namely, Newark Center, Del., a local point on the 
Pennsylvania railroad. Destinations named in the Sun com- 
plaint, he said, were in Maryland and Delaware. 

The rates assailed, he said, were the fifth class rates. The 
complainants, the examiner said, did not attack the fifth class 
rates as such, but contended, in substance, that petroleum and 
its products were entitled to commodity rates lower than the 
class rates. 

McGrath recited the fluctuation in the rate from Point 
Breeze to Newark Center, from February, 1915, when it was a 
commodity rate of 7 cents, until, after the general reduction of 
1922, it settled down to 15.5 cents. Commenting on exhibits 
submitted by complainants and defendants, McGrath said most 
of the fifth class rates and many of the commodity rates shown 
were lacking in uniformity and consistency. 

At the hearing, the examiner said, the parties were appar- 
ently agreed that the refining points in and around Philadelphia, 
Point Breeze, Marcus Hook, Pettys Island and Paulsboro, N. J., 
should be groupéd to the destinations in Pennsylvania, Delaware 
and Maryland and that average distances should be used in 
testing the reasonableness of the rates. Upon brief, he said, 
the Atlantic Refining Co. opposed the inclusion of Paulsboro, 
but that it was apparently willing to have Point Breeze and 
Marcus Hook grouped. In disposing of the case he said: 

There is no evidence of unjust discrimination within the meaning 
of section 2 of the interstate commerce act. 

The Commission should find that the rates assailed are not shown 
to have been unreasonable in the past, but that for the future they 
will be unreasonable to the extent that they may exceed the rates 
hereinafter indicated, from Marcus Hook, 11 cents to Iron Hill, Thomp- 
son, Del., and Elkton, 12 cents to Bacon Hill and North East, 12.5 
cents to Charlestown, 13.5 cents to Principio, Perryville, and French- 
town, 14.5 cents to Quarry, Tome Institute, Port Deposit, Rock Run 
and Canal, and 15 cents to Octoraro, Sylmar, Cromley’s Mountain, 
Rowlandville, Rising Sun, Liberty Grove, Conowingo and Colora; and 


13.5 cents from Point Breeze to Newark Center. Reparation should 
be denied. 


TIDEWATER COAL RATES 


A proposed report has been made by Examiner Morris H. 
Konigsberg in No. 17680, Kalbaugh Coal Co., Inc., vs. Atlantic 
City Railroad Co. et al., which involves one phase of No. 15006, 
the so-called anthracite case, to which he has given the name 
Eastern Coal Rate Investigation. The phase with which Konigs- 
berg deals is the tidewater feature. He said the Commission 
should dismiss the complaint, on a finding that the rates, on 
soft coal, from the Cumberland-Piedmont region to tidewater 
and eastern points, are not unreasonable or otherwise unlawful, 
but without prejudice to any different conclusions that might 
be reached upon the more comprehensive record in No. 15006. 

The complaint alleged the rates to tidewater for trans-ship- 
ment and to eastern and New England points, were unjust, un- 
reasonable, unjustly discriminatory and unduly preferential as 
compared with rates from the New River, Pocahontas, Meyers- 
dale, Fairmont and Clearfield regions and from the Somerset- 
Meyersdale region to Pittsburgh. 

Defendants raised the question as to whether or not the 
complaint was broad enough to bring in issue the rates from 
the mines on the eastern slope of the Allegheny Mountains in 
the Cumberland-Piedmont region or whether the issue was lim- 
ited to the rates from the complainant’s mines at Barnum, W. 
Va. Konigsberg said that, while the complaint, possibly, could 
be more definite, the Commission did not look to the niceties of 
pleadings to determine the issue presented to it. Taking a 
liberal view of the matter, he said, it could not be said the de- 
fendants were taken by surprise or were unaware of the com- 
plainant’s desire to bring in issue the rates not only from its 
mines at Barnum, but from all other mines on the eastern 
slope, as compared with the rates from the mines on the west- 
ern slope. The state of Maryland, chambers of commerce and 
operators in Pennsylvania, Maryland and West Virginia, inter- 
vened. 

The complainant contended there should be specific rates 
from mines on the eastern slope. That would disrupt the Cum- 
berland-Piedmont group. In support of that contention the com- 
plainant pointed to the more favorable operating conditions on 
the eastern slope with its down grades to tidewater and 
the fact that there was a strip about 45 miles wide between 
the groups of mines on the two slopes, which was devoid of coal, 
this creating a separate coal mining field in the Upper Potomac- 
George’s Creek district. Konigsberg said the record showed 
the existence of barren areas in most coal mining districts. 

The examiner said that there was much testimony which 
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convincingly showed that the keenest competition which mines 
in the Cumberland-Piedmont region encountered came from 
mines in the New River and Pocohontas regions and that, even 
though there was a parity in rates, the production in the first 
mentioned districts decreased, while in the later mentioned fields 
it had increased. In the course of his discussion of the con- 
tentions of the parties and in disposing of the case, Konigsberg 
said: 


However the relative costs of production, brought about by the 
fact that the seams of coal in the Upper-Potomac-George’s Creek 
region are thin and expensive to mine and prepare whereas in the 
competing regions the seams of coal are thicker and less expensive 
is entailed in mining and preparing, seems to be the real under- 
lying difficulty under which complainant is laboring. In fact it was 
testified that the labor cost to supply a ton of coal in the George’s 
Creek field is three times as much as it is in certain parts of the 
Pocahontas field. A report issued by the Bureau of Mines of the 
U. S. Department of Commerce shows that in 1924 the average num- 
ber of tons of coal produced per man per day to be as follows: 
Eastern slope of the Allegheny mountains 3.59 tons, western slope, 
4.14 tons, northern West Virginia 6.04 tons and southern West Vir- 
ginia 4.84 tons. In other words, in that year mines on the western 
slope produced 15 per cent more coal per man per day, those in 
northern West Virginia 68 per cent more per man per day and those 
in southern West Virginia 32 per cent more per man per day than 
was produced per man per day at mines on the eastern slope. 

Complainant also asks that consideration be given the economic 
situation which now confronts the region. A witness engaged in 
religious and charitable work testified that many people have left 
the field due to lack of employment; that many families are unable 
to pay their rent and grocery bills and would leave the field were 
it not for the fact that they are indebted to banks and merchants 
and therefore cannot move their furniture; that many dwellings 
and store-rooms are vacant and in general there has been a depre- 
ciation in real estate values. 

B. & ©. KR. KR. Co., 14 


In George’s Creek Basin Coal Co. vs. 
I. €C. C. 127, the Commission recognized the handicaps under which 
operators of small vein coal labor, and under the special facts in 
that case sanctioned different rates on big vein and small vein coal 
from the same district, but in the instant case it is doubtful whether 
a finding of undue prejudice can be made against the carriers serving 
the New River and Pocahontas districts. The Norfolk & Western 
serves the Pocahontas district and the Chesapeake & Ohio and Vir- 
ginian serve the New River district, the latter road not being named 
as a defendant. The Norfolk & Western rates are applicable to 
Lambert’s Point, the Chesapeake & Ohio rates to Newport News, 
Va., and the Virginian rates to Sewell’s Point, those being the points 
at which the roads named have their tidewater coal terminals and 
dumping facilities at Hampton Roads. The rates of each of these 
roads apply only over their own rails from each of the districts to 
the ports named. None of the other roads named as defendants in 
the complaint participate in the rates on tidewater coal to Hampton 
Roads, nor does the Chesapeake & Ohio, Norfolk & Western and 
Virginian participate in the movement of tidewater coal from the 
Cumberland-Piedmont district to Baltimore. 


Defendants oppose the disruption of the present groupings, both 
as to origin and destination. An explanation of the development of 
the various origin groups indicates that the spread in rates between 
them ‘was predicated mainly upon carrier competition and the kind 
or character of coal produced, and that the element of distance ap- 
parently was not of controlling consideration. For instance: In 
the northern portion of the West Virginia fields high volatile coal 
is produced and it was, therefore, subjected to an arbitrary of 25 
cents over the low volatile coals produced in the Cumberland-Pied- 
mont-Meyersdale-Clearfield regions, and as previously explained other 


districts are also differentially related to the Cumberland-Piedmont 
district. * * * 


For the interveners operating mines in the Fairmont district of 
the northern West Virginia, the Somerset and Central Pennsylvania 
fields, it was testified that at present mines in those districts are idle 
due to lack of markets for the disposal of coal caused by competition 
with the southern West Virginia fields and that their production is 
decreasing. As previously stated the rates from mines in this dis- 
trict to eastern points are higher than from the Cumberland-Piedmont 
region. It, therefore, claims that a widening of the spread in rates 
by the establishment of the specific rates requested by complainant 


or the*disruption of the existing groupings would prove most dis- 
astrous. 


The Commission should find that the rates assailed are not 
unreasonable or otherwise unlawful. The complaint should be dis- 
missed, without prejudice to any different conclusions, which may 
be reached upon the more comprehensive record in No. 15006, East- 
ern Coal Rate Investigation, now pending. 


ALCOHOL RATE REVISION 


Attorney-Examiner W. A. Disque, in No. 17329, American 
Distilling Company vs. Akron, Canton & Youngstown et al., said 
the Commission should find rates on alcohol, denatured, and 
other than deantured, in carloads, from Pekin, Ill., to points 
throughout the territory east of the Rocky mountains, including 
Canadian points, not unreasonable or unduly prejudicial, except 
those on denatured alcohol to Indianapolis, Ind., and some points 
in the Illinois district. He said the excepted rates should be 
found unduly prejudicial to the extent that those over the IIli- 
nois Central exceed such as would be made by deducting speci- 
fied amounts from the rates contemporaneously in effect from 
New Orleans, as follows: To Milwaukee, 27 cents; Chicago (in- 
terstate), 30.5 cents; Indianapolis, 24; and Dubuque, 29 cents. 
He said that requiring the removal of. undue prejudice in that 
way might require readjustments to related points. No ground, 
he said, appeared for an award of reparation. 

The complaint alleged the rates were unreasonable and un- 
duly prejudicial as compared with those from New Orleans, the 
complainant being a distiller at Pekin, Ill. The complaint also 
contained a charge that the rates were unduly prejudicial as 
compared with those from Peoria, Ill., Cincinnati, O., Lawrence- 
burg, Ind., and north Atlantic seaboard cities and points grouped 
therewith. There was also an allegation that some of the rates 
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from New Orleans were violative of the aggregate of interm. 
diates part of the fourth section. 

New Orleans distillers and the New Orleans Joint Trag, 
Bureau intervened to oppose the relief sought. 

Disque said that when the complainant located at Pekin, jy 
1892, it was in a strategic position, in the heart of the corn belt 
with Illinois coal, a plentiful supply of water and some of the 
greatest consuming centers not far away. Later, howeye, 
black strap molasses, long regarded as refuse, was found to he 
particularly valuable as a source of alcohol. As that molagge; 
came principally from Cuba, a large number of distilleries wer, 
located at New Orleans and the north Atlantic seaboard, wher. 
they could receive their molasses by tank steamer at low oceay 
rates. He said that blackstrap had become the source of 90 Der 
cent of the alcohol produced in this country and that 75 per cep; 
of the production was at the ports, one-half being produced a 
New Orleans. The complainant, he said, produced about halj 
its alcohol from blackstrap, and that it was granted transit 
whereby it might bring blackstrap from New Orleans and senq 
out alcohol, at the alcohol rate from New Orleans. Inasmuch 
as it takes 3.5 pounds of molasses to make a pound of alcohol 
the rate disadvantage of the Pekin distiller is said to be five 
cents a gallon. Disque said, apparently it cost more to make 
alcohol at Pekin from corn than at New Orleans from molasses, 
No new distilleries, he said, had been built in the interior jp 
recent years. The interior distillers, he said, were originally 
whisky distillers. 

Speaking about commercial facts Disque said that for some 
reason not disclosed, complainant shipped more of its product 
to points in New York state, where seaboard distillers had q 
rate advantage, than it did to points in Illinois. Apparently 
something other than freight rates, he said, had much to do with 
the sale of alcohol. 

Complainant contended the rates should not be less from 
New Orleans than from the Atlantic seaboard for equal distances. 
Disque said that but for the fact there were interior distillers the 
alcohol adjustment might well be allowed to follow the sugar ad- 
justment with rates from New Orleans to Chicago the same as 
from Baltimore to Chicago. He said the New Orleans lines were 
opposed to making any increase in their rates to remove any un- 
due prejudice. Their view was that if the present relationship 
was unlawful it should be corrected by reductions from Pekin 


and that was his recommendation to the extent as hereinbefore 
set forth. 


HORSE ATTENDANT RULES CASE 


Examiner Burton Fuller, in a report on No. 18094, Horse 
Association of America vs. American Railway Express Company 
et al., and I. and S. No. 2672, Attendants with Race Horses via 
Express, has recommended a finding that the rules governing 
the free transportation of attendants with race horses, polo 
mounts and show horses, in carloads, moving by express, are 
unreasonable. He said it should find the rule proposed in con- 
nection with race horses should be found not justified and rec- 


ommended rules which he thought would be reasonable for the 
future. 


The defendants, the American Railway and Southeastern 
companies, the examiner said, provided for the “free” transpor- 
tation of specified numbers of attendants with race horses. He 
said that in a general way it might be said that in the territory 
west of the Mississippi, Wisconsin, Illinois, Georgia, the Caro- 
linas and Florida, free transportation was restricted to two at- 
tendants but that in other sections of the. country such trans- 
portation was accorded to six attendants, although the number 
was restricted in some instances to five and in fewer still to two. 
In respect of polo mounts and show horses, in stalled cars, by 
express, the number of attendants is restricted to one for each 
one or two cars. 


The association complained that the rules were unreason- 
able and that the rules in respect of polo mounts and show 
horses were unjustly discriminatory and unduly prejudicial to 
the extent they permitted fewer than six attendants per car in 
any territory. In the suspended tariffs the express companies 
proposed to restrict the number of attendants with carloads of 
race horses to two in all instances. The Thoroughbred Horse 
Association and individual shippers of race horses intervened in 
support of the complaint. 

After reviewing the testimony as to the duties of the at- 
tendants, including the treatment given by petting the horses 
when they became restless and snap at each other, sponging 
their nostrils and giving them medicine, the examiner said: 


The record warrants the conclusion that two and one attendants 
per aisle, respectively, are usually sent with and are necessary for 
the proper care of race horses and other horses, respectively, in 
stalled cars, by express, and that these attendants should be trans- 
ported without any charge in addition to the minimum per car 
rates on this traffic. This can best be accomplished by regulating 
the number of ‘‘free’’ attendants by the number of horses in the 
car. 

In No. 18094, the Commission should find that defendants’ rules 
governing the free transportation of attendants with race horses, 
polo mounts and show horses, in stalled cars. by express, are un- 
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The Commission should further find that the alleged unjust dis- 
»nination and undue prejudice will be removed by the rules herein 
crescribed and the geen yee in the rule with respect to race 
not been justified. 

_— eugene order should be entered in No. 18094. An _ order 
should be entered in Investigation and Suspension Docket No, 2672, re- 
2 iring the cancellation of the proposed schedules, without prejudice 
pag filing of new schedules in conformity with the findings herein. 


*Attendants per car. 


RATES ON FURNITURE FRAMES 


Examiner R. N. Trezise has recommended dismissal of the 
complaint in No. 17440, Burlington Shippers’ Association 
et al. vs. Chicago, Burlington & Quincy et al., on a proposed 
finding that rates on furniture frames, in straight carloads, from 
Chicago, Ill, to Burlington, Ia., were not, and are not un- 
reasonable and that no damage was shown on account of 
undue prejudice that may have existed prior to April 7, 1926. 
Complainants alleged that the second-class rates charged on 
parlor frames from Chicago to Burlington were, and are, unjust, 
unreasonable and, as compared with the third class of com- 
modity rates contemporaneously maintained on like traffic 
from the same point of origin to various destinations in Western 
Trunk Line territory, unduly prejudicial of complainant and its 
traffic to the advantage of competitors at the destinations 
indicated. Violation of section 6 and of the long-and-short-haul 
clause also was alleged. The commodity shipped was “parlor” 
frames, commonly called furniture frames. The examiner said 
the defendants should promptly remove fourth section de- 
partures with respect to rates from Sheybogan, Wis., to Burling- 
ton, Ia. The examiner said defendants “deplore the existence 
of the low commodity rates exhibited by complainant, and ex- 
plain that it is the intention, as soon as possible, to cancel 
such rates, and make the classification basis applicable to 
Western Trunk Line territory.” Defendants explained, the 
report said, that the reason these rates were established was 
to foster the furniture industry and that it would be their 
purpose to seek to justify higher rates in the general furniture 
rate investigation that was now before the Commission in No. 
18328, investigation of rates on furniture. The examiner said 
the defendants “by no means concede that the establishment 
on April 7, 1926, of a commodity rate equivalent to the third- 
class basis from Chicago to Burlington is indicative of the 
unreasonableness of the second-class rate formerly in effect; 
and that the reason for the establishment of the present com- 
modity rate was merely to compose the present differences be- 
tween the carriers and the shippers as well as to correct the 
fourth section situation.” Defendants’ witness, the report said, 
“confidently anticipates that in the near future a higher basis 
of rates will be made applicable on furniture frames from Chi- 
cago to Burlington than within Central territory, which relation- 
ship, he insists, is the correct one.” 


CHARGES ON POWDERED MILK 


Examiner A. J. Sullivan has recommended dismissal of the 
complaint in No. 17836, Innis, Speiden & Co. vs. New York, 
Ontario & Western et al., on a proposed finding that charges 
assessed on shipments of powdered milk from East Branch, 
N. Y., to Pier 23, New York, N. Y., were not unduly prejudicial 
or otherwise unlawful. The examiner said the carrier had 
failed to comply with paragraph 4 of Rule 77 of the Commis- 
sion’s tariff circular 18-A as carried in the tariff of the New 
York, Ontario & Western subsequent to February 20, 1925, and 
that it should do so. He said that, under the allegations made, 
and without an allegation of unreasonableness, the record was 
insufficient to warrant an award of reparation. 


RATING ON PAPER-MILL PLUGS 


Dismissal of the complaint in No. 17972, Bahr Brothers 
Manufacturing Company vs. C. C. C. & St. L., has been recom- 
mended by Examiner Edgar Snider on a proposed finding that 
the rating on “worn-out” paper-mill plugs, less-than-carloads, in 
Official, southern and western classifications, is not unreasonable. 
The examiner said the only question here presented was whether 
or not the rating of second class on the plugs returned to the 
factory for a new casting was unreasonable in comparison with 
the rating of second class which also applied to new plugs. 
He said the principle involved was considered in Minneapolis 
Traffic Association vs. C. & N. W. 23 I. C. C. 482. 


REPARATION ON TILE 
An award of reparation has been recommended by Examiner 
William A. Maidens in No. 18508, Moores-Coney Company vs. 
Cincinnati, Georgetown & Portsmouth Railroad Company, on a 
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proposed finding that the through rate on hollow building tile, 
carloads, from Volant, Pa., to Hamersville, O., was unreasonable 
to the extent that the factor from Cincinnati, O., to destination 
exceeded a subsequently established rate. Charges were col- 
lected on the basis of a proportional rate of $2.40 per net ton 
to Cincinnati, plus the sixth-class rate of 11.5 cents thence to 
destination. The examiner said that the complainant directed 
its entire case against the latter factor and sought reparation 
to the basis of the subsequently established rate of 6.5 cents 
from Cincinnati to Hamersville. The applicable rate from Volant 
to Cincinnati was $2.20 per net ton and refund of the overcharge 
has been made by the Pennsylvania, according to the report. 
The examiner said the Commission should find that the rate 
assailed was unreasonable to the extent that the factor from 
Cincinnati to Hamersville exceeded 6.5 cents, and that the com- 
plainant was entitled to reparation in the sum of $145.23. 





INTERMEDIATE RULE RATES 


Examiner O. L. Mohundro, in a proposed report in No. 17700, 
Baldwin Hardware Company et al. vs. Director-General, as agent, 
et al., has recommended a finding of inapplicability as to charges 
collected on shipments of automobiles and parts, traction en- 
gines, agricultural implements, wire fencing, wrought iron pipe 
and cast iron radiators from points in Illinois, Indiana, Michigan, 
Pennsylvania, Ohio, Missouri, Wisconsin and Iowa, to Klamath 
Falls, Ore. He said refund of overcharges should be directed 
and that the complaint should be dismissed. The examiner 
said the question for determination was whether the joint 
through commodity rates on the articles named to points farther 
distant than Klamath Falls were applicable on the shipments 
under an intermediate clause in the tariff. He said through 
commodity rates applying to more distant points such as Modoc 
Point and Ritter, Ore., were, under the intermediate rule, ap- 
plicable on the articles shipped to Klamath Falls and should 
have been used as the basis for charges on shipments described. 


LINSEED OIL RATES 


Examiner E. H. Kerwin, in No. 18038, Fredonia Linseed Oil 
Works Company vs. Atchison, Topeka & Santa Fe et al., said 
the Commission should find the rates on linseed oil, from Fre- 
donia, Kan., to destinations in Missouri, Illinois and the northern 
peninsula of Michigan unreasonable to the extent they exceeded, 
exceed or may exceed the rates under the maximum rates pre- 
scribed in the scale made in Oklahoma Corporation Commission 
vs. A. & S., 98 I. C. C. 183, reproduced by him in the appendix 
and award reparation. He said the rates from Fredonia to 
points in Indiana, Kentucky, Michigan (except the northern 
peninsula), Ohio, Pennsylvania and New York should be found 
not unreasonable. The rates, the complaint alleged, were un- 
reasonable, unduly prejudicial and unduly preferential of ship- 
pers at Minneapolis, Chicago, St. Louis and Des Moines but the 
allegation about undue prejudice and preference, the examiner 
said, was withdrawn at the hearing. The rates were also al- 
leged to violate the aggregate of intermediates part of the fourth 
section. 


LEAD SMELTER PRODUCT RATES 

A finding of undue prejudice has been recommended by Ex- 
aminer W. A. Hill, in No. 17863, Bunker Hill & Sullivan Mining 
& Concentrating Company vs. Oregon-Washington Railroad & 
Navigation Company et al., as to rates on lead smelter products, 
from Bradley and Kellogg, Ida., to Atlantic seaboard territory. 
He said the Commission should award reparation. The com- 
plaint alleged unjust discrimination, undue prejudice and undue 
preference, the latter in favor of competitors at East Helena, 
Mont., and Salt Lake City, Utah. Hill said there was no evi- 
dence of unjust discrimination. He said the Commission should 
find the maintenance of rates from Bradley and Kellogg higher 
than from East Helena and Utah smelting points, was, is and 
for the future will be unduly preferential of the Montana and 
Utah points and unduly prejudicial to the Idaho points and 
award reparation because the American Smelting & Refining 
Company virtually fixed the prices and the complainant could 
not add the difference in rates to its products sold in the east. 


A. Q. COTTON RATES CASE 


Examiner C. J. Peterson, in a report on No. 18212, Meridian 
(Miss.) Traffic Bureau for Threefoot Brothers & Co. vs. Co- 
lumbus & Greenville et al., said the Commission should find 
the rates charged on shipments of cotton, any quantity, from 
Grenada, Winona, Kilmichael, Canton and Lexington, Miss., to 
Houston, Tex., in January, February and March, 1926, were 
inapplicable and the applicable rates were unreasonable, pre- 
scribe new ones and award reparation. 

Questions as to the Sligo rule principle and Rule 77, the 
rule for applying the rate applicable to the more distant point 
to an intermediate point not named in the tariff, as well as 
the reasonableness of the rates in the light of cases bearing 
on the question arising in that territory were involved. Peter- 
son said the Commission should find that a rate of $1.08 was 
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applicable from Grenada, Winona and Kilmichael and one of 
$1.085 from Canton and Lexington. He said it should find 
those rates unreasonable to the extent they exceeded 92 cents. 
He said there was no necessity for prescribing rates from 
Canton and Lexington, because present combination, reached 
by applying the combination rule, is 92 cents. 


RATES ON CHINA CLAY, ETC. 


Examiner Martin J. Walsh has recommended dismissal of 
the complaint in No. 18064, United States Potters’ Association 
et al. vs. Akron, Canton & Youngstown et al., on a proposed 
finding that rates on china clay and ball clay, in carloads, from 
north Atlantic ports and points taking the same rates to des- 
tinations in Central and Trunk Line territories were not un- 
reasonable or otherwise unlawful. The rates charged were at- 
tacked as inapplicable and as unreasonable until August 10, 
1925, when the rates on china and ball clys were reduced to 
the level of the rates on clay, crude (common or fire). Rep- 
aration was sought. 


RATES ON FIRE BRICK 


In a proposed report in No. 18328, Federal Clay Products 
Company vs. Atlantic Coast Line et al., Examiner F. A. Clifford 
has recommended dismissal of the complaint on a finding that, 
except for an outstanding undercharge, rates charged on fire 
brick from Mineral City, O., to Miami and Tampa, Fla., were 
not unreasonable or otherwise unlawful. Defendants should 
promptly refund the overcharge, he said. Complainant con- 
tended for application of the decision in the Sligo Iron Store 
case, but the examiner said that, since none of the tariffs gov- 
erning the movements contained a reference to a combination 
rule, the principle announced in the Sligo case was not ap- 
plicable. 


CHARGES ON PAPER ARTICLES 


On a proposed finding that charges collected on a mixed 
carload shipment of paper articles from Green Bay, Wis., to 
Tulsa, Okla., were not shown to have been in excess of those 
applicable, Examiner W. A. Hill has recommended dismissal of 
the complaint in No. 17951, Dallas Paper Company vs. Chicago 
& North Western et al. Defendants expressed a willingness to 
refund an outstanding overcharge of $2.61. 


PACKAGE RATES ON LEETUCE 


Examiner W. M. Cheseldine has recommended dismissal of 
the complaint in No. 18018, C. J. Justice Company et al. vs. 
A. B. & A. et al., and a sub-number, A. Cancelmo et al. vs. 
S. A. L. et al., on a proposed finding that rates on lettuce in 
crates, in carloads, from Palmetto and other Florida points to 
destinations in Trunk Line and New England territories, were 
not unreasonable or otherwise unlawful. Complainants alleged 
that rates on lettuce shipped in one-bushel containers from 
Florida points to Philadelphia, Boston, New York, and Buffalo, 
and other points in the destination territory indicated, were 
unreasonable and unduly prejudicial to the extent that they 
exceeded rates two-thirds of the existing carload rates applicable 
on lettuce when shipped in one-and-one-half-bushel containers. 
The examiner said the rates under consideration applied per 
package and the gist of the complaint was that complainants 
must Pay the same rate on a crate containing approximately 
one bushel of lettuce as defendant charged for transporting 
lettuce in a one-and-one-half-bushel container. The exam- 
iner said that, if the package rate was to continue, it would 
seem unreasonable to charge the same rate on a_ bushel 
container as on one of one-and-one-half-bushel capacity, other 
things being equal, but that the representation herein was not 
sufficient to warrant breaking up a basis of long standing that 
was adopted and accepted by the vegetable shipping interests 
without hearing those interests on a more comprehensive record. 


RATE ON WRAPPING PAPER 


Dismissal of the complaint has been recommended by Ex- 
aminer F. D. Binkley in No. 17752, Dallas Paper Company vs. 
Arkansas & Louisiana-Missouri et al., on a finding that the ap- 
plicable rate of 56 cents charged on shipments of wrapping pa- 
per, carloads, from Bastrop, La., to Dallas and Wichita Falls 
Tex., was not unreasonable. Effective January 23, 1926, the rate 
was reduced to 42 cents. 


RATES ON CALCIUM ARSENATE 


Bxaminer P. F. Mackey has proposed dismissal of the com- 
plaint in No. 17807, Moline George Company vs. New York Cen- 
tral et al., on a finding that rates on calcium arsenate from Mid- 
dleport, N. Y., to Minden and Shreveport, La., were not unrea- 
sonable. 


RATES ON OILS AND GREASES 


Dismissal of the complaint in No. 17907, Sinclair Refining 
Company vs. Santa Fe et al., has been proposed by Examiner 
Martin J. Walsh on a finding that rates on lubricating oils and 
greases from Hast Chicago, IIl., to Houston, Tex., were not un- 
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reasonable or unduly prejudicial. The examiner said refyng of 
overcharges and collection of undercharges resulting from the 
application of improper rates should be promptly adjusteq by 
defendants. : 


REPARATION ON INEDIBLE TALLOW 


An award of reparation has been recommended by Exay. 
iner Bronson Jewell in No. 18092, Cudahy Packing Company ¢ 
Nebraska vs. Union Pacific et al., on a proposed finding that 
rates charged on inedible tallow, in tank carloads, from Nort, 
Salt Lake, Utah, to Chicago, Ill, and Kansas City, Kan., wer, 
unreasonable and that the rate to Chicago was in violation 9; 
the fourth section. The rate charged on six shipments to (jj. 
cago was $1.425. The rate to Kansas City was $1.10. The a. 
aminer said the Commission should find the rates assailed wer. 
unreasonable to the extent that they exceeded a rate of $13; 
to Chicago and $1.07 to Kansas City. 


REPARATION ON CHINA CLAY 

Examiner P. F. Mackey has recommended an award of rep- 
aration in No. 18077, Newton Falls Paper Company vs. Reading 
et al., on a proposed finding that rates charged on china clay 
from Philadelphia, Pa., to Newton Falls, N. Y., were unreasgop. 
able to the extent that they exceeded 28.5 cents. The rates 
charged ranged from 30 to 33.5 cents. Effective April 9, 1925, 
a commodity rate of 28.5 cents was established by defendants. 


RATING ON LAUNDRY WASHERS 


Examiner John H. Howell has recommended dismissal of 
the complaint in No. 18032, C. T. Childers vs. Santa Fe et al, 
on a proposed finding that the first class rating and rates on 
hand laundry washers, in less than carloads, have not been 
shown to be unreasonable. 


RATES ON CEDAR POLES 


An award of reparation has been recommended by Examiner 
R. J. Olentine in No. 18240, Midwest Refining Company et al. 
vs. Butte, Anaconda & Pacific et al., on a proposed finding that 
rates on cedar poles, from Ross Spur, B. C., and certain points 
in Idaho to Salt Creek, Wyo., were unreasonable to the extent 


that they exceeded the rates contemporaneously applicable on 
lumber. 


RATES ON PRINTING PAPER, ETC. 


In a proposed report in No. 18114, Practical Drawing Com- 
pany vs. Chicago & North Western et al., Examiner E. P. Hurley 
has recommended that the Commission find (1) that a rate of 
98.5 cents, connected on shipments of printing and writing 
paper on July 6 and September 16, 1922, from Neenah and Ap- 
pleton, Wis., to Dallas, Tex., were not unreasonable or unlawful, 
and (2) that a rate of $1.17 on a shipment of printing paper 
from Appleton to Dallas, on June 5, 1922, was unreasonable to 
the extent that the rate exceeded 90 cents. The report also 
embraces a sub-number, Same vs. C. M. & St. P. et al. 


BROOM CORN REPARATION 


Examiner J. J. Williams, in No. 17765, Hamburg Broom 
Works et al. vs. Chicago, Rock Island & Pacific et al., said the 
Commission should find that eight carloads of broom corn, 
shipped from Leedey, Longdale and Fairview, Okla., to Phila- 
delphia and Hamburg, Pa., and Atco, N. J., in October, 1921, 
were not misrouted as alleged, but that the rates were un- 
reasonable to the extent they exceeded the aggregate of inter- 
mediates. He said the Commission should award reparation. 


PIPE LINE ADJUNCTS RATES 


Examiner W. M. Carney has recommended the dismissal of 
No. 18346, Standard Pipe Line Co., Inc., vs. Texas and Pacific 
et al., on a finding that rates on boilers, pumps, heaters and 
engines, in carloads, from points in defined territories to and 
between points in Louisiana and Arkansas, are not unjust, un- 
reasonable, unjustly discriminatory or unduly prejudicial. Com- 
plainants shipments originated, principally, at Oil City, Pa. 
Quincy, Ill, and Seneca Falls, N. Y. The complainant con- 
tended it was unreasonable for another industry, the oil-well 
drilling industry in particular, to have its engines, boilers and 
other machinery transported at lower rates than the pipe line 
industry, when the only difference between the two was that the 
pipe line organization used heaters, which look like boilers, and 
the oil well driller does not. Class A, the rating on machines 
and machinery, was assessed on the shipments in question. The 
complainant asked for the rates applicable on oil well supplies. 
The examiner said that class A had often been approved as 
proper on machines and machinery in the southwest and that 
there was no proof of unjust discrimination or undue prejudice. 


MAIL ORDER CATALOGUE CASE 


Examiner Burton Fuller has advised the Commission to 
dismiss No. 17615, Montgomery Ward & Co. et al., on a finding 
that the carload ratings and rates on catalogues, such as sent 
out by the complainants, mail order houses, from Chicago to 
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interstate destinations, are not unreasonable. Such catalogues 
are shipped in carloads to distributing centers, whence copies 
en sent to individual customers. The complainant alleged rat- 
ings and the rates, except to transcontinental territory, were 
unreasonable. ~ ; a 

Semi-annual editions are issued. In 1924, two principal 
mail order houses shipped 533 and 657 carloads of such cata- 
logues. Each catalogue, of the two houses mentioned, costs from 
15 to 30 cents per pound, the weight of one being about two 
pounds. That was the testimony of the complainants. One of 
the carriers said they had settled a loss and damage claim on 
the basis of 70 cents per pound. The complainant offered to 
honor a due bill for the differences between the estimated cost 
of 30 cents per catalogue and 70 cents. The examiner said 
there were catalogues costing as high as $4.33 per pound, but 
that such catalogues were not shipped in carloads. 

Catalogues, classed with almanacs, city directories, tele- 
phone directories, newspapers, magazines and other periodicals, 
take third class, directories being subject to a minimum of 
30,000 pounds and the rest to a minimum of 24,000 pounds. 
There are some exceptions, one such, on catalogues, being fourth 
class on a minimum of 40,000 pounds in Official Classification 
territory and Western Trunk Line. 

Complainants asked for fifth class on a minimum of 40,000, 
or commodity rates equal thereto. In 1924, five principal mail 
order houses in Chicago shipped 1,416 carloads, the average 
weight ranging from 37,675 to 59,462 pounds. They were made 
on third and fourth class rates. 

The examiner said the value of such a commodity was 
problematical. The complainants contended that, so far as the 
transportation service was concerned, catalogues might be said 
to be without value, as they were given away. But that theory, 
the examiner said, was not tenable. From that standpoint, he 
said, the value of catalogues, like other advertising matter, 
depended upon the results obtainable from their distribution, 
quoting in support of that, Proprietary Association of America 
vs. New Haven, 26 I. C. C. 318. Where, as here, he said, they 
were responsible in large part for the building up of the issuing 
company’s business, their value was obviously much greater 
than their cost or selling price, if any price were exacted. 

Complainants pointed to baking powder in glass, various 
sorts of paper products and canned goods, all having a high 
value per pound but taking lower ratings, in support of their 
contention in favor of lower ratings and rates. The examiner 
said they particularly stressed the fact that newsprint paper, 
the paper principally used in their catalogues, was rated fifth 
class and generally moved at lower commodity rates. None 
of the things mentioned, however, impressed the examiner as 
reason for a change, hence his recommendation of dismissal. 


ASPHALTIC LIMESTONE RATES 


Attorney-Examiner John McChord, in No. 17805, Colbert 
JLimerock Asphalt Co. et al. vs. Alabama Central et al., said the 
‘Commission should find rates on asphaltic limestone, broken or 
crushed, in carloads, from complainants’. mines at Margerum 
‘and Colrock, Ala., to destinations in southern territory, un- 
reasonable and unduly prejudicial to the extent they exceeded 
or may exceed the contemporaneous rates on crushed stone. He 
said reparation should be denied. The rates the attorney- 
examiner has recommended are those asked for by the com- 
plainants. The limestone in question contains from 2.5 to 9.5 
per cent of bitumen. 

Prior to August 5, 1923, the examiner said, the Southern, on 
whose rails the quarries lie, gave the crushed stone rates to the 
asphaltic limestone. About that time the asphaltic content and 
the use of the stone for paving and highway purposes were 
discovered. The railroad thereupon published commodity rates 
on bituminous asphalt rock higher than the rates on crushed 
stone. That was first done as to the product from the quarries 
at Margerum. Later the higher rates were extended to Colrock. 
The Alabama commission, in November, 1924, condemned the 
higher rates in so far as intrastate movements were concerned. 
The Texas commission did likewise. 

Defendants contended that the asphaltic content was great 
enough to make hard surface roads without the addition of any 
binder and was equivalent to Kentucky rock asphalt and should 
pay as much, mile for mile, as rock asphalt. That was particu- 
larly the contention of the L. & N. and the Illinois Central. 
They said they were interested in such rates, as they were 
initial carriers in transporting the asphalt rock. The Ohio Valley 
Rock Asphalt Co., the examiner said, intervened in behalf of 
the defendants and contended that the complainants were not 
entitled to any lower rate than imposed on the product of 
its mines. 

The Commission dealt with the question of rates on asphal- 
tic limestone in No. 16039, Florence Chamber of Commerce vs. 
Southern et al., mimeographed, decided a few months ago and 
came to the conclusion that on a shipment to Dallas, Tex., the 
crushed rock rates would have been adequate. 

Complainants, he said, had shown practically no movements 
to C. F. A. and that the sporadic shipments did not justify 
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through rates on the product from the Alabama quarries to that 
territory. He said the rates to be prescribed on crushed 
rock, in No. 17517, rates on chert, clay, sand and gravel within 
the State of Georgia would establish a uniform basis of rates 
on asphaltic rock from the quarries at Margerum and Colbrook. 


POTATOES TO HARLEM RIVER 


A finding of unjust discrimination and undue prejudice has 
been recommended by Examiner J. J. Williams in No. 17639, 
Melchiorre Trombetta vs. Florida East Coast et al., as to the 
rates and charges on carload shipments of potatoes from Espa- 
nola, Fla., for team track delivery, at Harlem River station on 
the New Haven in New York. The complainant alleged that 
the failure of the carriers to make delivery to him on the team 
track at the same charges as assessed against tenants in the 
Bronx Produce House of the New Haven at Harlem River, was 
unjustly discriminatory and unduly prejudicial. 

The rate to the produce house station was 72.5 cents, which 
was also the rate to Jersey City. The New Haven tariffs, how- 
ever, provide delivery to tenants in the produce house at the 
same rate as is given to Jersey City. The complainant has 
to pay a total of 88.8 cents for what the examiner thought was 
substantially the same service as that rendered for the tenants 
of the produce house. He had to pay 22.5 cents more for team 
track delivery, the examiner said, than the tenants of the produce 
house had to pay for delivery at their platform. 

Williams said the Commission should find the team track 
delivery rates and charges unjustly discriminatory and unduly 
prejudicial to the extent they exceeded or may exceed the 
charges for delivery to the tenants in the produce house. He 
said the record was insufficient to warrant an award of repar- 
ation. In discussing the unjust discrimination part of the case, 
Williams said: 


The commission, in discussing an alleged violation of section 2 
of the act in Richmond Chamber of Commerce vs. S. A. L. Ry., 
44 I. C. C. 455, said: 

‘It is the line-haul movement which that section primarily 
contemplates. Where the short delivery service within the switch- 
ing district is substantially the same in either instance, we are 
of the opinion that the line-haul carrier is receiving a greater 
compensation from one shipper than from another for a like 
service when it absorbs the switching charges of one switching 
line and not those of another.” 

The principle there announced was affirmed by the Supreme 
Court in Seaboard Air Line Ry. Co. vs. United States, 254 U. S. 57. 
In Wight vs. United States, 167 U. S. 512, and I. C. C. vs. Alabama 
Midland Ry., 168 U. S. 144, it was pointed out that: 

“The statute aims to establish equality of rights among ship- 
pers for carriage under substantially similar circumstances and 
conditions, and that the exigencies of competition do not justify 
discrimination against shippers for substantially like service.” 

Defendants introduced no evidence but rested on the statement 
that complainant’s facts do not support a finding of unjust dis- 
crimination or undue preference or prejudice. 

While the commission is without jurisdiction to prescribe or 
regulate the terms or conditions under which a carrier may 
lease its warehouse to shippers, it can prohibit unjust discrimina- 
tion and undue prejudice against non-tenants in favor of tenants 
of the carrier’s warehouse in so far as transportation charges 
are concerned. 


TENTATIVE VALUATION REPORTS 


Pittsburgh, Shawmut & Northern Railroad Company, the Clarion 
River Railway Company, and the Kersey Railroad Company, as of 
June 30, 1919, total owned, $7,285,000, and total used property, in- 
ieee for the Kersey and $175,000 for the Clarion River, 

’ ? ° 

Chicago and North Western and affiliated lines, as of June 30, 
1917, wholly owned and used, $477,000,000; owned but not used, $219,- 
249; used but not owned, $4,679,456; total owned, $477,219,249; total 
used, $481,679,456. On date of valuation the North Western had out- 
standing a total par value of $370,132,258.82 in stocks and long-term 
debt, of which $145,161,138.82 represented common stock, $22,395,120 
preferred stock, $65,000 special stock, and $202,511,000 funded debt 
unmatured. In addition it had outstanding $654,500 par value of 
funded debt matured but unpaid. Investment in road and equipment, 
including land, on date of valuation, was stated in the carrier’s books 
as $388,671,654.63. With readjustments required by the Commission’s 
accounting examination, this would be increased to $433,220,466.98. 
Cost of reproduction new of total owned property was fixed in the 
report at $458,684,129, and of total used property, $463,754,012. Cost 
of reproduction less depreciation of total owned property was fixed at 
$357,452,070, and of total used property, $361,529,941. 


FINAL VALUATION REPORTS 


Valuation Docket No. 586, Beaver Dam Railroad Company, opinion 
No. B-387, 116 I. C. C. 125-36, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
o $1240, and of property used but not owned, $40,390, as of June 
ou, . 

Valuation Docket No. 195, Central Union =o and Railway 
Company of Cincinnati, opinion No. B-385, 116 I. C. C. 98-109, final 
value for rate-making purposes of property owned and used for com- 
mon carrier purposes found to be $670,808, and of owned but not used 
property, $300,000, and of used but not owned property, $424,870, as 
of June 30, 1915. 

Valuation Docket No. 612, Birmingham, Columbus & St. Andrews 
Railroad Company, opinion No. B-389, 116 I. C. C. 151-62, final value 
for rate-making purposes of property owned and used for common 
carrier purposes found to be $229,109, as of June 30, 1917. 

Valuation Docket No. 178, Louisville & Jeffersonville Bridge Co. 
opinion No. B-384, 116 I. C. C., 82-97, final value for rate making 
purposes of property owned and used for common carrier purposes, 
found to be $2,977,210, as of June 30, 1915. 

Valuation Docket No. 585, Birmingham, Selma & Mobile Railroad 
Company, opinion No. B-386, 116 I. C. C. 110-124, final value for rate- 
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making purposes of property owned and used for common carrier 
purposes found to be $60,020, and of property used but not owned, 
$10,413, as of June 30, 1918. 


PROTESTS TERMINAL VALUATION 


The Pennsylvania Tunnel and Terminal Railroad Company 
has filed a protest with the Commission attacking the tentative 
valuation of its properties. The tentative valuation issued by 
the Commission recently placed the final value of the total 
owned property at $120,885,852, and of the total used property, 
$121,101,453, as of June 30, 1918. The company’s protest did not 
contain a claim as to the final value it believed should be placed 
on the properties. It said the final values had been arbitrarily 
determined and were much less than the true value of the prop- 
erties as of valuation date. 


COMMISSION ORDERS 


The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 14210, Lindeteves- 
Stokvis vs. Director-General, as agent, Baltimore & Ohio et al., 
with respect to the seven shipments found in the Commission’s 
report to have been barred by the statute of limitations. 

The Commission has reopened for reconsideration on the 
record as made, No. 15817 (and Sub. Nos. 1 to 5, inclusive), 
Hoopston Grain & Coal Co. vs. Chicago & Eastern Illinois et al. 
upon complainants’ petition, but in all other respects the peti- 
tion is denied. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 15966, Canadian 
Oil Companies, Ltd., vs. Louisville & Nashville et al., solely 
as to the reasonableness of the through rates involved. 

The Commission has reopened for further oral argument 
at such time as it may hereafter direct, No. 15993, Pacific Coast 
Shippers’ Assn., Inc., et al. vs. Akron, Canton & Youngstown 
et al. 

The Commission has reopened for further hearing under the 
shortened procedure, for the purpose of taking evidence relat- 
ing to damage, No. 16888, The Chattanooga Wheelbarrow Co. vs. 
‘ Nashville, Chattanooga & St. Louis et al. 

The Commission has reopened for reconsideration, on the 
record as made, No. 16480, John S. Robinson, doing business as 
the Norfolk Hide & Metal Co. vs. Santa Fe et al. 


The Commission has dismissed No. 17707, National Mortar 
& Supply Co. vs. Ann Arbor et al., upon complainant’s request. 

The Commission has reopened for oral argument in con- 
nection with No. 17448, Peaslee-Gaulbert Co. vs. A. T. & S. F. 
Ry. et al., No. 16839, T. S. DeForest Co. vs. Santa Fe et al. 

The order entered in No. 16839, T. S. DeForest Co. vs. 
Santa Fe et al. on July 8, 1926, which was by its terms to 
become effective on September 27, 1926, as modified to become 
effective on November 26, 1926, is vacated and set aside. 


The Commission has dismissed No. 17595, The Otis Steel 
Co. vs. Cuyahoga Valley et al., the same having been satisfied. 

The Commission has denied the petition of defendants for 
further hearing in No. 16696 (and Sub. Nos. 1 and 2), Sinclair 
Crude Oil Purchasing Co. vs. Chicago & Alton et al. 

The Commission has consolidated No. 18568, Heywood- 
Wakefield Co. et al. vs. Ann Arbor et al., with No. 18323, In- 
vestigation of Rates on Furniture, for consideration and disposi- 
tion. 

The Mead Pulp & Paper Company, The Champion Coated 
Paper Co., and The Mead Sales Co. have been permitted to 
intervene in No. 18596, Tonawanda Paper Co., Inc., et al. vs. 
New York Central et al. 

The Escanaba Paper Co., The Fort William Paper Co., Ltd., 
The Spanish River Pulp and Paper Mills, Ltd., and The G. H. 
Mead Co. have been permitted to intervene in No. 18597, The 
Ontario Paper Co., Ltd., et al., Canadian National Ry. et al. 

The Commission has dismissed No. 16955, Jones & Co., Inc., 
et al. vs. Atlantic Coast Line et al., upon complainants’ request. 

The Commission has dismissed No. 12801, Mason City 
Brick & Tile Co. et al. vs. Director-General, as agent; No. 16311, 
Chas. W. Fish Lumber Co. vs. Chicago & North Western et al.: 
No. 16370, Central Wisconsin Traffic Assn. et al. vs. Chicago & 
Northwestern et al.; No. 17706, Semet-Solvay Co. vs. New 
Haven & Dunbar; and No. 17978, Jonesboro Freight Bureau vs. 
Yazoo & Mississippi Valley et al., same having been satisfied. 

The Commission has further postponed the effective date 
of order of May 10, 1926, in No. 16170 (and Sub. No. 1), Eastern 
Lime Manufacturers’ Traffic Bureau et al. vs. Akron & Bar- 
berton Belt et al., until January 20, 1927. 

The order entered in No. 15286, Traffic Bureau of Nash- 
ville vs. Louisville & Nashville et al., on October 16, 1925, as sub- 
sequently modified, is further modified so that it will become 
effective on January 1, 1927. 

The Commission has denied the petition for modification of 

order entered in No. 16005, Marion Machine, Foundry & Supply 
Co. vs. Pennsylvania et al. 


The defendant’s petition for reconsideration in No. 16095 


TRAFFIC 





WORLD Vol. XXXVIII, No. 19 





(and Sub. No. 1), Armour & Co. et al. vs. Chicago, Milwaukee g 
St. Paul et al., is denied. 

The Commission has denied the complainant’s petition fo, 
reargument in No. 16596, Milne Lumber Co. vs. St. Louis-Say 
Francisco et al. 

The order entered in I. and S. No. 2632, Grain and Grain 
Products, Kansas and Missouri to Gulf ports, which was by its 
terms made effective August 24, 1926, and subsequently modifieg 
so as to become effective on November 1, 1926, is further mogj. 
fied so that it will become effective on January 30, 1927, insteag 
of on November 1, 1926. 

The Commission has dismissed the complaint in No. 17759 
D. Kellerman & Sons vs. Santa Fe et al., for want of prosecution 

The Commission has dismissed No. 18088, Charles C. Oyle; 
and Scott S. Oyler, partners doing business as Chas. C. Oyler 
Sons, No. 18091, Carmela Serafini vs. Delaware, Lackawanna ¢ 
Western et al., No. 18308, Merchants’ and Manufacturers’ Traffic 
Bureau et al. vs. Kansas City Southern et al., and No. 18319, The 
Procter and Gamble Manufacturing Company vs. Central Ver. 
mont et al., the same having been satisfied. 

The Commission has dismissed No. 18324, Russ Market Co, 
vs. Santa Fe et al., No. 18396, Armstrong Cork Co. vs. Pennsy}. 
vania, No. 18429, W. W. Lassiter Co. vs. Alabama & Vicksburg 
et al., No. 18503 (and Sub. No. 1), W. H. Dobson Motor Co. ys 
Southern Pacific Co. et al., No. 18549 (and Sub. No. 1), Old Ben 
Coal Corp. vs. Chicago, Burlington & Quincy et al., and No, 
18602, Charles E. Black vs. Union Point & White Plains R. R 
et al., upon complainant’s request. 

The order entered in No. 16048, Illiff-Bruff Chemical Co, 
et al. vs. Chicago & Eastern Illinois et al., on July 9, to become 
effective on September 30, 1926, and which was subsequently 
modified so as to become effective on November 29, is further 
modified so that it will become effective on December 29, 1926. 

The order entered in No. 16605 (and Sub. Nos. 1 and 2), 
Staso Milling Co. vs. Maryland & Pennsylvania et al., on Sep. 
tember 27, which was by its terms made effective December 10, 
1926, is modified so that it will become effective on January 10, 
1927, instead of on said December 10, 1926. 

The American Bridge Co., American Sheet & Tin Plate Co., 
American Steel & Wire Co., Carnegie Steel Co., and National 
Tube Co. have been permitted to intervene in No. 18031, the 
American Motor Body Corp. et al. vs. Baltimore & Ohio et al. 

The petition of defendant Southwestern Lines for rehearing, 
reargument, and reconsideration or reargument and reconsidera- 
tion, petition of defendant Western Trunk Lines for rehearing, 
petition of complainant Hale-Halsell Co. for reargument and 
reconsideration upon the questions of minimum weight and 
reparation, petition of intervener Texas Sugar Refining Co. for 
reargument and reconsideration, and petition of West Texas 
Chamber of Commerce, East Texas Chamber of Commerce and 
Dallas Chamber of Commerce for leave to intervene and for 
oral argument or rehearing upon question of minimum weights 
and level of the rates, in No. 14781 (and Sub. Nos. 1 to 3, incl.), 
Oklahoma Traffic Assn. et al. vs. Alabama Great Southern et al. 
are denied. 

The Commission has denied the petition of complainants in 
No. 11305, A. O. Anderson & Co. vs. Director-General, as agent, 
Chicago & North Western et al., No. 11307 (and Sub. Nos. 1 
and 2), W. R. Grace & Co. vs. Director-General, as agent, Chi- 
cago, Burlington & Quincy et al., and No. 11308, Oriental Prod- 
ucts Co., Inc., vs. Director-General, as agent, Chicago, Milwaukee 
& St. Paul et al., for reframing or modification of the findings 
and conclusions in the report. 

The Commission has reopened for further consideration No. 
14150, Corporation Commission of Oklahoma vs. Abilene & 
Southern et al., and No. 14970, Texas Cottonseed Crushers’ Asso- 
ciation et al. vs. Same. 


The petition of the Memphis Freight Bureau for modifica- 
tion of the order in No. 14150, the Corporation Commission of 
Oklahoma vs. Abilene & Southern et al., and No. 14970, Texas 
Cottonseed Crushers’ Assn. vs. Same, has been denied, the pro- 
ceeding having been reopened for further consideration by 
division 1. 


The Prima Company has been permitted to intervene in No. 
18207, Cliquot Club Co. et al. vs. Atlantic Coast Line et al. 


The Irwin-Phillips Co., Standard Four Tire Co. and Keokuk 
Shippers’ Association have been permitted to intervene in No. 
18418 (Sub. No. 1), the Firestone Tire & Rubber Co. et al. VS. 
Akron, Canton & Youngstown et al. 

The Nashville Grain Exchange has been permitted to inter- 
vene in No. 18626, Birmingham Traffic Bureau vs. Illinois Central 
et al. 

The Commission has reopened for reconsideration, on the 
record as made, I. and S. No. 2653, import iron and steel from 
Gulf ports to interstate destinations, but in all other respects 
the petitions filed by respondents, by the Kansas City, Mo., and 
Kansas City, Kan., chambers of commerce, and by various 
iron and steel interests for review of the record, report and 
order and to set aside certain parts of the report and order 
therein, have been dented. 

The order entered in No. 12670, Wortham-Carter Publishing 
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ovember 6, 1926 


al. vs. Director-General, as agent, Ahnapee & Western 

1, and No. 12651, Same vs. Director-General, as agent, Santa 

ea al, on August 17, 1926, is amended nunc pro tunc by 
striking out the following: 


M. C., B. & M., D. & H., P. R. R. and H. & T. C., $174.13, Sept. 25, 
99, and inserting in lieu thereof the following: M. C., B. & M., 
.s H . R., and H. & T. C., $274.13, Sept. 25, 1920, but that 
: other respects the said order shall continue in full force and 


effect. 

The Campbell & Bunker and Star Hay Co. have been 
ermitted to intervene in No. 18310, Alfalfa Growers’ Exchange 
1. vs. Arizona Eastern et al. 

The petition of defendants in No. 9971, National Pole Co. 


p 
et a 


‘ys, Santa Fe et al., to vacate and set aside reparation order 


and to dismiss the complaint, is denied, also Director-General’s 
petition to vacate and set aside reparation order, to reverse 
opinion, and dismiss complaint, denied. 

The Commission has denied the complainant’s petition for 
rehearing, and petition filed on behalf of National Pole & Treat- 
ing Co. for rehearing and leave to intervene in No. 13576, B. J. 


Carney & Co. et al. vs. Director-General, as agent, Santa Fe 
et al. 


The complainants’ petition for modification of report and 


© order in 18758, Ridenour-Baker Mercantile Co. et al. vs. Santa 
' Fe et al., is denied. 


The order entered February 8, 1926, in No. 13892 (Sub. No. 


9), Dallas Waste Mills vs. St. Louis Southwestern Ry. et al., 
» ig amended nunc pro tunc by striking out the following: 


St. Louis Southwestern Railway Company and Illinois Central 
$1,612.19, May 25, 1921, and inserting in lieu 
thereof the following: St. Louis Southwestern Railway Company 


and Illinois Central Railway Company, $1,249.99, May 25, 1921. 


The order entered in No. 14359, Herald News Co. vs. Albany 
Southern et al., on August 17, 1926, is amended nunc pro tunc 


E by striking out the figures $4,242.65 from lines 9 and 14 thereof 
> and inserting in lieu thereof the figures $4,180.17. 


The petition, filed by Chicago, Rock Island & Pacific Ry. 


on July 22, 1926, in finance No. 5285, bonds of Rock Island, 
’ Arkansas & Louisiana R. R., requesting that order be amended 
' by elimination of the proviso contained therein, but without 


submitting any new or additicnal evidence in support thereof, is 
denied, in a supplemental order dated October 25, 1926. 

The complainant’s petition for reargument in No. 14733, 
A. G. Zulfer & Co. vs. Director-General, as agent, is denied. 

The petition of defendants for rehearing or reconsideration 
on the present record in No. 13840, Associated Oil Co. et al. vs. 
Arizona Eastern et al.; No. 12783, Rio Grande Oil Co. vs. Ari- 
zona Eastern et al.; No. 13561, Western Petroleum Refiners’ 
Assn. vs. Chicago, Burlington & Quincy et al.; No. 14091, Gila 
Water Co. et al. vs. Arizona Eastern et al.; and No. 14256, 
Southern Arizona Traffic Assn. et al. vs. Chicago, Rock Island 
& Gulf et al., has bene denied. 

The petition filed by certain of defendants in No. 16341 (and 
Sub. Nos. 1 and 2), Nebraska State Railway Commission vs. 
Alexandria & Western et al., and No. 16517, Black Hills Whole- 
sale Grocery Co. vs. Chicago & North Western et al., for further 
postponement of the effective date of the order heretofore en- 
tered in said proceedings on July 9, has been denied, and the 
order heretofore entered in said proceedings on July 9, 1926, 
has been amended by substituting therein the word “contempo- 
raneously” for the words “at present” wherever the last-named 
words now appear in the said order. 

The Commission has reopened for reconsideration on the 
records as made, No. 16419, Federated Metals Corp. vs. Central 
Railroad of New Jersey; I. and S. No. 2416, terne metal from 
eastern points to Eastern and Central territory; and No. 14882, 
Union Smelting & Refining Co., Inc., et al. vs. Central Railroad 
of New Jersey et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 16945 (Sub. No. 
2), Bismarck Association of Commerce of Bismarck, N. D., et al. 
vs. Ahnapee & Western et al. 

Charles Chadwick has been permitted to intervene in No. 
— Boston Wool Trade Association et al. vs. Apache Railway 
et al. 

_ Babbitt Brothers Trading Company has been permitted to 
intervene in No. 18193, Boston Wool Trade Association vs. 
Apache Railway et al. 

_The Chicago Association of Commerce has been permitted 
to intervene in No. 18418, Manville Jenckes Co. vs. Akron, Can- 
ton & Youngstown et al. 

The Peoria Association of Commerce and Central Alloy 
Steel Corporation have been permitted to intervene in No. 18688, 
Inland Steel Co. et al. vs. Akron, Canton & Youngstown et al. 
_ The Minneapolis Traffic Association has been permitted to 
intervene in No. 18730, Board of Railroad Commissioners of the 
State of South Dakota vs. Santa Fe et al. 

_ The St. Paul Association of Public and Business Affairs and 
Minneapolis Traffic Association have been permitted to intervene 


in No. 18735, the Grand Forks Commercial Club vs. Ahnapee & 
Western et al. 
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The Sioux City Grain Exchange has been permitted to inter- 
vene in No. 18787, the Board of Railroad Commissioners of the 
State of Iowa vs. Santa Fe et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2788, the Commission has suspended from 
November 1 until March 1 schedules as published in the fol- 
lowing tariffs: B.T. Jones, agent: Sup. 26 to I. C. C. No. 1657; 
sup. No. 9 to I. C. C. No. 1771; and various issues of individual 
lines. The suspended schedules propose a general readjustment 
of rates on pig iron and articles taking same rates between 
points in the Central Freight Association territory resulting in 
numerous increases and reductions. The following is illustra- 
tive, rates in cents per gross ton of 2,240 pounds on pig iron, 
carloads: 


From Chicago, Ill., to Benton Harbor, Mich., present 189, pro- 
posed 215; South Bend, Ind., present 189, proposed 205; La Fayette, 
Ind., present 265, proposed 240; from Pittsburgh, Pa., to South Bend, 
Ind., present a proposed 430; from Youngstown, O., 


to St. Joseph, 
Mich., present 479, proposed 420. : 


In I. and S. No. 2785, the Commission has suspended from 
October 30 until February 27, schedules as published in the fol- 
lowing tariffs: 


Great Northern Ry. Co., supplement No. 25 to I. C. C. No. A-5710; 
Northern Pacific Ry. Co., supplement No. 3 to I. C. C. No. 7870; Union 
Pacific R. R. Co., supplement No. 11 to I. C. C. No. 3506; S. J. Henry, 
agent, supplement No. 62 to I. C. C. No. 108; H. G. Toll, agent, sup- 
plement No. 8 to I. C. C. 1165; H. G. Toll, agent, supplement No. 9 
= we No. 1169; H. G. Toll, agent, supplement No. 5 to I. C. C. 

oO. ; 


The suspended schedules propose to increase the rates on 
cedar poles and cedar piling, requiring two or more cars for 
transportation, from North Pacific Coast, as well as from Idaho 
and Montana, to destinations principally east of the Rocky 
Mountains, by amounts ranging from 1% to 13% cents per 100 
pounds. The following examples are illustrative: 


Cedar poles and cedar piling, requiring two or more cars for 
transportation, in cents per 100 pounds, from Spokane, Wash., to 
Minneapolis, Minn., present 59; proposed 71; to Pittsburgh, Pa., pres- 
ent 72%; proposed 86 


In I. and S. No. 2786, the Commission has suspended from 
November 1 until March 1, schedules as published in the follow- 
ing tariffs: 


New Orleans and Northeastern R. R. Co., supplement No. 4 
te tc. &. ie. 4; F. L. Speiden, agent, supplements Nos. 15 and 
18 to I. C. C. No. 959. 


The suspended schedules propose to revise the rates on 
fruits and vegetables from points in Louisiana and Mississippi 
to Atlanta, Ga., resulting in increases on carload traffic and both 
increases and reductions on less-than-carload traffic. The fol- 
lowing is illustrative: 


Potatoes to Atlanta, Ga., from New Orleans, La., present, C. L., 
44; L. C. L., 96; proposed, C. L., and L. C. L., 44; Vicksburg, Miss., 
present, C. L., 36%, L. C. L., 391%; proposed, C. L. and L. C. L., 44. 
Peaches to Atlanta, Ga., from New Orleans, La., present, C. L., 65; 
proposed, C. L., 69%; Vicksburg, Miss., present, C. L., 65; L. C. L. 
129%; proposed, C. L. and L. C. L., 69%. 


In I. and S. No. 2787, the Commission has suspended from 
November 1 and 20 until March 1, schedules as published in the 
following tariffs: 


Louisville and Nashville Railroad Company: Supplement No. 19 
to I. C. C. No. A-15409; Supplement No. 11 to I. C. GC. No. A-15622; 
Supplement No. 1 to I. C. C. No. A-15774; the Nashville, Chattanooga 
& St. Louis Railway: Supplement No. 30 to I. C. C. No. 2882-A. 


The suspended schedules propose to reduce the rates on 
coal from points in eastern Kentucky and eastern Tennessee on 
the Louisville and Nashville Railroad to Atlanta, Ga., and inter- 
mediate destinations. The following is illustrative: 


Coal, in carloads, rates in cents per ton of 2000 pounds, to At- 
lanta, Ga., from Wind Rock, Tenn., present 209, proposed 196; Harlan, 
Ky., present 231, proposed 216. 


IRON AND STEEL HEARING CANCELED 


The Commission has canceled the hearing, to have been held 
by Examiner Faul at Chicago, November 9, in I. and S. 2658, 
~ 2713, and 2780, iron and steel rates around Chicago and in other 
parts of Illinois territory, because the carriers said they could 
not have ready by that time. the data requested by the Com- 
mission. A hearing probably will be had in January. 


Cc. & O.-H. V. CONNECTING LINE 


The Chesapeake & Hocking Railway Company, which was 
organized by the Chesapeake & Ohio to obtain authority to con- 
struct the 63-mile connecting line between the Chesapeake & 
Ohio and the Hocking Valley, extending from Valley Crossing to 
Gregg, Ohio, has applied to the Commission. for authority to 
issue its entire authorized capital stock, consisting of 700 shares 
of the par value of $100 each, of which 693 shares will be issued 
to the Chesapeake & Ohio Railway Company. The company 
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also asked authority to issue, from time to time, promissory 
notes not to exceed $12,500,000, in the aggregate amount, to 
the Chesapeake & Ohio, in payment for and evidence of an 
equal amount of funds to be loaned and advanced by the Chesa- 
peake for the purpose of constructing the applicant’s proposed 
new line of railroad. The notes will bear not to exceed 6 per 
cent interest and will mature on or before two years from date. 

The Chesapeake & Ohio, in a separate application, asked 
authority to acquire control of the Chesapeake & Hocking by 
the purchase of all of the Chesapeake & Hocking’s capital stock, 
excepting seven qualifying shares of directors. The Commission 
recently authorized the Chesapeake & Hocking to build the 
connecting line on condition that the company ask authority to 
issue its stock and that the C. & O. ask authority to acquire 
control of the company. 

O. P. Van Sweringen has asked authority to hold the posi- 
tion of director of the Chesapeake & Hocking Railway Company, 
in addition to holding the position of director and president of 
the Cleveland Union Terminals Co., and director of the C. & O., 
Hocking Valley and affiliated lines. 


Similar applications were filed by other officials of the 
Cc. & O. 


ASKS REFRIGERATOR DATA 


The Commission, as an incident to the inquiry it has been 
conducting into the transportation of perishable products in 
refrigerator cars, has asked for data concerning the character 
of construction of such cars which are employed in the general 
service of carriers in continental United States, subject to the 


interstate commerce act. The order requiring the filing of such 
data is as follows: 


It is ordered, That every such common carrier be and it is 
hereby directed to file with the secretary of the Interstate Com- 
merce Commission on or before January 15, 1927, data indicating the 
numbers and initials of refrigerator cars owned or leased by and in 
service of such common carrier as of July 1, 1926; the year in which 
each unit was built and rebuilt; the material used for insulation 
in floors, roofs, sides and ends and the thickness of such insulation; 
the type of ice bunkers and the cubical capacity thereof; the char- 
acter of bulkheads and whether insulated or not insulated; and 
whether refrigerators are provided with temporary or permanent 
floor racks or no floor racks; and thereafter to file similar reports 
respecting the refrigerator cars owned or leased by and in service 
of such common carrier as of the first of January of each year, such 
reports to be filed within 60 days after the date for which made. 
These data should be compiled in a form similar to the record pre- 
pared by the Commission from returns filed by the carriers in 1924 on 


Appendix ‘‘T’’ of Docket No. 14489. A portion of that record is at- 
tached hereto. 


ST. JOSEPH COUNTY (IND.) LINE 


In authorizing the Twin Branch Railroad Company to ac- 
quire and operate a line of railroad in St. Joseph county, Indiana, 
now owned by the Indiana & Michigan Electric Company, and 
connecting with the Elkhart & Western, a subsidiary of the 
New York Central, the Commission, by division 4, in finance 
docket No. 5351, stipulated that the Twin Branch company should 
tender to the New York Central a 10-year option to acquire 
control of the Twin Branch on fair and reasonable terms, sub- 
ject to the approval of the Commission. Authority also was 
granted to the Twin Branch company to construct a short ex- 
tension of the line. The trackage to be acquired totals 3.569 
miles and the extension and branches, 2.583 miles, according 
to the report. The Twin Branch company is controlled by the 
American Gas & Electric Company. 


BLOCK SIGNAL DATA DESIRED 


The Commission, by division 1, has issued the customary 
order requiring carriers to furnish block-signal and train-order 
statistics, not later than January 15, 1927. The statement is 
to cover and show the changes that have been made in the 
current year. The order specifies the information desired and 
designates the forms upon it is to be furnished. 


CHANGES IN DOCKET 


Hearing in I. and S. 2776, cement from Fordwick, Va., to 
stations on Tallulah Falls Ry., assigned for November 1, at 
Washington, D. C., before Examiner Berry, was canceled. 

Hearing in No. 18207, the Cliquot Club Co. et al. vs. A. C. L. 
R. R. et al., assigned for November 4, at Philadelphia, Pa., before 
oxaminer Williams, was postponed to a date to be hereafter 
fixed. 

Hearing in No. 18732, Andrew Bros. et al. vs. Penna. R. R. 
et al., assigned for November 5, at Kalamazoo, Mich., before 
Examiner Jewell, was postponed to a date to be hereafter fixed. 

Hearing in I. and S. 2768, absorption of belt line switching 
charges at Portsmouth, Va., assigned for November 4, at Norfolk, 
Va., before Examiner Konigsberg, was postponed to a date to 
be hereafter fixed. 

Hearing in No. 18260, Old Dominion Glass Corp. vs. B. & O. 
R. R. et al., assigned for November 38, Washington, D. C., before 
Examiner Peterson, was postponed to a date to be hereafter 
fixed. 

Hearing in No. 18566, T. C. Wheaton Co. et al. vs. B. & O. 
R. R. et al., assigned for November 3, at Washington, D. C., 
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yovember 6 
before Examiner Peterson, was postponed to a date to be hy J 
after fixed. E 
Hearing in No. 18536, Louis Burk, Inc., et al. vs. B, & ( 
R. R. et al., now assigned for November 5, at Washington, De peh: 
before Examiner Peterson, is canceled. ’ In 
—_—__—____—_ Northerm 
MILWAUKEE INVESTIGATION prief -_ 
The Commission announced November 4 that No. 17021, aro the 
vestigation of the Chicago, Milwaukee & St. Paul Railway Con wld not 
pany, had been assigned for oral argument, December 9 ang pert the PD 
at Washington, before the entire Commission. . = “a 
REVENUE FREIGHT LOADING graphical 
“An unprecedented freight traffic continues to be hanéjy pe 
by the railroads of this country,” said the American Raily, that on 
Association this week. ‘ on om 
“Loading of revenue freight for the week ended October » Mm i08 i g 
totaled 1,209,043 cars, according to reports filed by the carrie, jm "e a 
with the car service division. duly - A 
“This was a decrease of only 1,120 cars under the precediy. keeps t 
week this year when 1,210,163 cars were loaded, the greatg ig 
number for any one week ever reported. Yor t Pc 
“The total for the week ended October 23 was an increay oa I 
of 88,366 cars over the corresponding week last year and y on | 
increase of 95,990 cars over the corresponding week in 1924, ne 
“Loading of revenue freight has been in excess of op that wove 
million cars in 22 weeks so far this year.” enna 
Revenue freight loading the week ended October 23 and fy ow con¢ 
the corresponding period of 1925, by districts, was _ reporte oto un 
as follows: those 
Eastern district: Grain and grain products, 10,740 and 9,77) ss de co 
live stock, 3,599 and 3,502; coal, 56,412 and 33,224; coke, 3,616 anj gra 
3,635; forest products, 5,121 and 5,764; ore, 5,245 and 5,052; mer. a procee 
chandise, L. C. L., 78,714 and 76,834; miscellaneous, 112,139 anj of the d 
113,439; total, 1926, 275,586; 1925, 251,220; 1924, 256,284. der a 1 
Allegheny district: Grain and grain products, 3,477 and 3,503: Tew YO 
live stock, 2,960 and 2,844; coal, 60,502 and 43,605; coke, 5,515 and New ! 
6,496; forest products, 3,508 and 2,775; ore, 14,064 and 9,476; mer. The 
chandise, L. C. L., 59,096 and 56,443; miscellaneous, 91,622 and ecord ¢ 
87,475; total, 1926, 240,744; 1925, 212,617; 1924, 215,193. re 
Pocahontas district: Grain and grain products, 213 and 211; ditions 
live stock, 369 and 303; coal, 44,609 and 42,525; coke, 674 and 646: even m 
forest products, 1,799 and 1,935; ore, 105 and 133; merchandise, than o¥© 
L. C. L., 7,852 and 7,386; miscellaneous, 6,895 and 4,819; total, 1926, exi 
62,516; 1925, 57,964; 1924, 53,687. the 
Southern district: Grain and grain products, 4,187 and 4,021; part of 
live stock, 1,961 and 2,372; coal, 29,039 and 28,895; coke, 816 and inatory 
1,093; forest products, 22,901 and 22,436; ore, 1,257 and 1,275; mer- sal t 
chandise, L. C. L., 43,435 and 43,058; miscellaneous, 65,621 and po 
58,313; total, 1926, 169,217; 1925, 161,463; 1924, 155,850. the no! 
Northwestern district: Grain and grain products, 15,637 and under | 
15,262; live stock, 11,892 and 11,402; coal, 10,430 and 10,950; coke, territo! 
1,818 and 1,417; forest products, 17,612 and 18,495; ore, 40,293 and b 
30,481; merchandise, L. C. L., 34,272 and 33,838; miscellaneous, jm and t 
51,517 and 46,855; total, 1926, 183,471; 1925, 168,700; 1924, 167,033. points 
Central Western district: Grain and grain products, 15,727 respon 
and 11,105; live stock, 15,818 and 17,102; coal, 18,541 and 23,226; the sa 
coke, 407 and 320; forest products, 12,394 and 11,882; ore, 3.862 and € 
3,715; merchandise, L. C. L., 36,925 and 36,493; miscellaneous, T) 
80,459 and 78,899; total, 1926, 184,133; 1925, 182,742; 1924, 184,537. ith t 
Southwestern district: Grain and grain products, 5,834 and W 
4,546; live stock, 3,650 and 3,668; coal, 7,985 and 6,731; coke, 251 ill-adv 
and 288; forest products, 9,600 and 8,574; ore, 477 and 376; mer- attituc 
chandise, L. C. L., 17,611 and 17,707; miscellaneous, 47,968 and sion ¢ 
44,081; total, 1926, 93,376; 1925, 85,971, 1924 80,469. : 
Total, all roads: Grain and grain products, 55,815 and 48,424: find § 
live stock, 40,249 and 41,193; coal, 227,518 and 189,156; coke, 13,091 servil 
and 13,895; forest products, 72,935 and 71,861; ore, 65,303 and lish 1 
50,508; merchandise, L. C. L., 277,905 and 271,759; miscellaneous, 
456,221 and 433,881; total, 1926, 1,209,043; 1925, 1,120,677; 1924, perce 
1,113,053. Was | 
Loading of revenue freight this year compared with the other 
two previous years follows: the 


1926 1925 1924 prope 
Five weeks in January.......... 4,432,010 4,456,949 4,294,270 r 
Four weeks in February........ 3,676,449 3,623,047 3,631,819 brief 
Four weeks in March............ 3,877,139 3,702,413 3,661,922 
Four weeks in April............ 3,795,837 3,726,830 3,498,230 cont: 
Vive weeks im- May... ......+0... 5,468,879 4,853,379 4,473,729 York 
Four weeks in June... .....scecs 4,112,150 3,965,872 3,625,182 pose 
WoOur WG Mi TUE... . cs cccvec. 5,245,267 4,945,091 4,470,522 
Four weeks in August........... 4,417,780 4,321,427 3,898,384 cago 
Four weeks in September....... 4,552,378 4,297,936 4,147,885 tive 
WeOGE Gf OGIODEF 3... 2c. cececces 1,185,524 1,113,283 1,077,748 wou 
Ween Gr Geraner F..... 0 cc ccecse 1,184,862 1,106,036 1,088,956 d 
Week of October 16............. 1,210,163 1,106,009 1,102,300 an ; 
Week of October 23............. 1,209,043 1,120,677 1,113,053 Yor 
TEED ike reuluneteceekeemerecue 44,041,481 42,338,949 40,084,000 pon 
ave 
CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars was 79,016 in the the 
period October 15-22, inclusive, as compared with 86,932 cars cus 
in the preceding period, while the average daily shortage was of 
1,357 cars, according to the car service division of the Americal lar 
Railway Association. The surplus was made up as follows: of 
Box, 37,014; ventilated box, 208; auto and furniture, 6,199: ps 
total box, 43,421; flat, 5,233; gondola, 7,636; hopper, 6,361; total Ta 
coal, 13,997; coke, 562; S. D. stock, 10,503; D. D. stock 1,132: er 
refrigerator, 3,403; tank, 215; miscellaneous, 550; total, 79,016. sti 
The shortage was made up of 371 box, 33 flat, 554 gondolas, ° 
254 hoppers and 145 refrigerators. i 
Canadian roads reported a surplus of 3,200 box, 300 fiat, 


400 S. D. stock and 22 miscellaneous cars. 









PM, D. ¢, 


17021, ip 
"AY Cop, 
? and jj 


handle 
Railyg; 


tober » 
Carrier 


receding 
STeates: 


IN Creage 
and a 
1924. 
of on 


and for 
eported 


a 9,775 
616 and 
<; mer- 
139 and 


d 3,503: 
915 and 
; mer. 
22 and 
nd 217: 
nd 646: 
andise, 
1, 1926, 


| 4,021: 
16 and 
; Mer- 
21 and 


37 and 
; Coke, 
13 and 
neous, 
67,033. 


neous, 
84,537 
4 and 
e, 251 
mer- 
3 and 


8,424: 
13,097 
} and 
1eOUs, 
1924 


| the 


924 
4,270 
1,819 





Nove 


EASTERN CLASS RATE CASE 
The Trafic World Washington Bureau 


In behalf of the Watertown Chamber of Commerce and 

Northern New York Development League it was urged in a 
brief in the eastern class rate case, that operating conditions, 
traffic densities and agricultural and industrial conditions war- 
ranted the application of the basic No. 1 scale and that its use 
would not reduce rates if applied locally. It was also asserted 
that the present rates between the Watertown-Ogdensburg re- 
gon and C. F. A. territory were excessive and unreasonable, 
depriving shippers in that region of the benefit of their geo- 
graphical situation. 
” poughkeepsie argued that it was in Trunk Line territory and 
that points between it and Trunk Line territory should be made 
on the trunk line basis, substantially lower than for correspond- 
ing distances in New England. It said that the practice of car- 
riers in grouping Poughkeepsie with Hartford, Conn., was un- 
duly prejudicial. It also objected to making rates from Pough- 
keepsie to the metropolitan area on any basis other than that of 
having the whole of Manhattan blanketed with rates to New 
york lighterage, including Brooklyn, made in such a way as to 
reflect Poughkeepsie’s location. 

The Niagara frontier steel and iron interests said that fifth 
class on iron and steel was an excessive basis for such traffic; 
that the class and commodity rates on iron and steel were so 
interwoven that to change the class rates without contem- 
poraneous Changes in the commodity rates would create a cha- 
otic condition in Official Classification territory; that the prin- 
ciples underlying the revision of class rates were not the same 
as those underlying the revision of commodity rates on a low 
grade commodity and that iron and steel rates had no place in 
a proceeding such as this. The brief discusses the relationship 
of the different markets and says that under no conditions, un- 
der a mileage scheme, should Pittsburgh be allowed to reach 
New York on less than mileage rates. 

The Northeastern New York Traffic Conference said the 
record affirmatively showed that the traffic and operating con- 
ditions on the northern part of the Delaware & Hudson were 
even more favorable than on the southern and more favorable 
than on many railroads throughout Trunk Line territory; that 
the existing class rates to and from stations on the northern 
part of that system were constructed on an unfair and discrim- 
inatory basis; and that the carriers had not justified their pro- 
posal to apply class rates higher than the standard basis from 
the northern part of the Delaware & Hudson. They said that 
under the proposals the discrimination against shippers in that 
territory would be reduced but that they should be eliminated 
and that in no circumstances should the class rates between 
points in northern New York be on a higher basis than the cor- 
responding rates between points in northern New England and 
the same points in northern New York. : 


The Eastern New York Shippers’ Conference in dealing 
with the proposals in respect of the Albany group said they were 
ill-advised and incapable of justification. The passive 
attitude of the New York Central was treated as a tacit admis- 
sion of that. The unsuccessful attempt, the Couference said, to 
find some support for the proposal was made by carriers not 
serving the Albany group. The proposal of the carriers to estab- 
lish rates from Albany to C. F. A. predicated upon an inflated 
percentage of the New York-Chicago rates, the Conference said, 
was unjust and would result in abnormal, disproportionate and 
otherwise unfair increases under which major industries within 
the group could not long survive. Fifteen findings were 
proposed. 


The Buffalo Chamber of Commerce and its associates on the 
brief said the record required eight findings in support of a 
continuance of the same rates from the Niagara frontier to New 
York that existed from Pittsburgh to Philadelphia; that the pro- 
posed Buffalo group was modest, smaller, in fact, than the Chi- 
cago switching district; that the proposal to add ten construc- 
tive miles to the New York distances had to be condemned as it 
would work a most unfair result to the disadvantage of Buffalo 
and the advantage of Pittsburgh by increasing the Buffalo-New 
York rates without any effect upon the Pittsburgh-New York 
rates; and that if Wheeling were included in the Pittsburgh 
group its distances had to be considered in arriving at the 
average. 

The Central-Southern New York Rate Conference dealt with 
the proposal of the carriers to destroy the integrity of the Syra- 
cuse group, which it said had existed for 32 years upon the basis 
of 70 per cent of the New York-Chicago rates, and remove a 
large and important part into a new group taking 76 per cent 
of the New York-Chicago basis, calling it the Rochester group 
and leaving 70 per cent applicable to that. As a result, it said 
fates from Syracuse to Trunk Line destinations would be in- 
creased as much as 22 per cent. It said the existing group was 
still satisfactory to the New York Central serving it, the expres- 
sion of dissatisfaction about the Albany‘and Syracuse groups 
coming from the Pennsylvania, which served neither. It char- 
acterized the proposal as an abandonment of existing methods 
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of rate construction. It said the proposal was radical and ill- 
advised, inspired by considerations that were detrimental to 
both carriers and shippers, and based upon the false hypothesis 
that increased rates from Syracuse were necessary to meet 
fourth section violations. 


The Chlorine Institute, Inc., said the heavy increases pro- 
posed by the carriers, exceeding even the war-time increases of 
the Director-General, were unconsciously high and inconsistent 
with the recorded statement of the carriers that they did not 
seek additional revenue in this proceeding. It argued that the 
chlorine industry was an infant and that because of the limited 
area of production and the wide area of consumption long hauls 
were inevitable and freight rates had to be reasonable. It sug- 
gested 45 per cent of first as the fourth class rate. 


The Chicago Association of Commerce, the communities and 
organizations joined with it in the hearing in this case, presented 
two briefs, one pertaining to the general proposition and the 
other to the class rates via differential all-rail, rail-and-lake and 
ocean-and-rail routes. In the first mentioned brief the parties 
signing it are the Illinois Chamber of Commerce; the Illinois 
District Traffic League; Illinois Manufacturers’ Association; the 
Chicago Association of Commerce; Chicago Shippers’ Conference 
Association; Manufacturers’ Association of Chicago Heights; 
Quincy Freight Bureau; Rockford Manufacturers’ & Shippers’ 
Association; St. Louis Chamber of Commerce; Springfield Cham- 
ber of Commerce and Zion Institutions and Industries. The sign- 
ers of the other brief are: Chicago Association of Commerce, 
Chicago Shippers’ Conference Association, Manitowoc-Two Riv- 
ers Traffic League and the Sheboygan Association of Commerce. 

In the main brief the proposition is laid down that condi- 
tions in different sections of Official Classification territory no 
doubt justify different rate levels which should be established; 
that in the financial needs of the carriers were necessarily re- 
flected the traffic and transportation conditions in the different 
sections and that commercial conditions did not represent a 
factor that might be properly or lawfully taken into consideration 
in the fixing of such rate levels. 

It was further laid down that the structure of rates to ac- 
complish what was sought necessitated the basing of the struc- 
ture, primarily upon mileage because there was no factor, other 
than mileage, which was related alike to every article moving 
under class rates. It was submitted that, if under a proper and 
equitable rate structure there were commodities or industries 
placed at a disadvantage the establishment of commodity rates, 
free from discriminations, for their relief, should be given sep- 
arate consideration. It advocated the shortage possible routes 
having facilities for the handling of carload traffic, in the com- 
putation of distances, the inclusion of the actual average ter- 
minal service expense in the initial rate, such expense to cover 
and more than cover the out of pocket cost, thereby relieving, 
as it said, the long-haul traffic of an undue burden which it said 
the testimony indicated was now imposed upon it. It further 
said that in the rate of progression consideration should be 
given to the comparatively greater increases to which long-haul 
traffic had been subjected by the several percentage rate ad- 
vances and that every effort be made to apportion, properly and 
equitably, the expense of the service between the long and the 
short-haul traffic. 

Attention was called by the main brief to the testimony of 
the late H. C. Barlow in the C. F. A. Class Rate case, in which 
Mr. Barlow advocated higher rates for the short hauls than pro- 
posed by the carriers, adding that after nine years of experience 
with that scale its signers adhered to the principles advocated 
in that case. The brief reiterated advocacy of a class relation- 
ship of 100, 85, 75, 65, 55, 45, 37 and 30 per cent of first on the 
eight classes now used, saying it had no objection to the addi- 
tion of four lower classes with percentages of 25, 22.5, 20 and 
17.5 per cent of first. 

To the end that all logical routes for the handling of traffic 
would be kept open it advocated unlimited fourth section relief 
coincident with the establishment of a consistent mileage ad- 
justment. 

As to the boat line traffic it advocated maximum rates via 
standard rail-and-lake routes of 80 per cent of the all-rail rates 
and 70 per cent via the differential rail-and-lake routes; contin- 
uance of the ocean-and-rail routes between eastern seaboard 
and C. F. A. territory unless it was affirmatively shown that 
they represented wasteful transportation which it said was not 
the fact shown by the record and a like contention was made 
in behalf of the so-called differential all-rail routes, including 
the National Despatch line, with full fourth section relief for all. 

The Indiana State Chamber of Commerce, in concluding its 
brief, said it had shown that the present illogical groupings and 
basis of rates applicable from Indiana to Trunk Line territory 
and from Trunk Line territory to Indiana resulted in rates rela- 
tively higher than those from adjacent territory of which Detroit 
and Toledo were typical on the east and Grand Rapids and other 
important Michigan points on the north and Chicago on the 
west. It further contended that the proposal of the carriers 
with reference to inter-territorial rates was such that the undue 
prejudice would be aggravated instead of removed; that there 
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was no justification for a higher level of rates within C. F. A., 
of which Indiana was part, than within Trunk Line territory; 
that the record failed to show any justification for a higher level 
of inter-territorial rates than applied within either of the terri- 
tories. It said that if the plan proposed by Indiana, which was 
in sympathy with the group basis, and a basis agreed upon by 
carriers and shippers were adopted, the undue prejudice, so far 
as the inter-territorial rates were corcerned, would be removed. 

Abolition of the group system of making rates, throughout 
Official Classification territory and the substitution of a mileage 
basis is advocated by the West Virginia Pulp and Paper Co. It 
is not opposed to a higher basis of rates in the higher rated 
zones in C. F. A. and in New England but it wants to get rid 
of the group basis. Its formula, used in two formal complaints 
about rates on paper, is the original C. F. A. zone A scale. There 
is nothing sacred, in the eyes of the company, in the present 
structure. It refers to the western termini thing as a myth 
and situations in the present and proposed structures as sores. 
It suggests a remedy “with some little iodine thrown in, may 
temporarily hurt some interests, which this company confidently 
believes will help in straightening out the difficulties and result 
in a more stable and defensible rate structure.” 


The Tanners’ Council of America asked that the Commission 
make findings to the effect that the carriers had not justified 
their proposed rates; that the fifth class rates, on which the 
bulk of the raw material tonange of the tanning industry was 
moved, should be materially reduced between all points in Official 
Classification territory; that the first four classes should not 
be increased to any greater extent than necessary to preserve 
the existing revenues of the carriers after making the reductions 
rquested in fifth class; and that fourth class be considered as 
primarily a carload class and rates made thereon accordingly, 
thus excluding factors that apply only in the making of less-than- 
carload rates. 

The Michigan carriers, in a brief in their own behalf, apart 
from the brief prepared on behalf of the carriers generally dis- 
cussed the points made by or in behalf of shippers as those 
points affected the Michigan lines, particularly those having rails 
in the higher rated zones. 

The New York Department of Farms and Markets asserted 
that the carrier proposals, the Commission should find, would 
result in serious increases in freight rates on New York farm 
products; that New York agriculture was suffering from eco- 
nomic depression and was in no position to stand further in- 
creases; that there had been no showing that the existing rates 
were not remunerative; that the carriers had failed to sustain 
the burden of proof placed on them by the law, either the inter- 
state commerce Jaw or the Hoch-Smith resolution. The brief 
makes recommendations about rates on grapes, peaches, plums 


and other fruits, asserting that the rates on the fruits unduly 
prefer the California grower. 


The Great Atlantic & Pacific Tea Co. said that it was not 
advocating any specific plan for revision of the class rate struc- 
ture but that in a joint brief with the Tanners’ Council had 
discussed some of the matters and principles of broad import in 
connection with the task confronting the Commission. It said 
it did earnestly protest the proposals of the carriers and the 
unwarranted increases that would result and urged the Commis- 
sion to find they had not been justified. It said that if the 
Commission found a revision necessary it should result in an 
adjustment that would not place an undue burden upon the 
higher classes with no compensating reductions on the carload 
classes of fourth, fifth and sixth. It said moderate increases 
and moderate reductions should be made so as to balance the 
structure without increase in the aggregate revenue. 


In the joint brief to which the tea company made reference 
the council and the tea company said it was their understanding 
that a proposed report would be issued and that when they would 
be afforded an opportunity to submit such additional evidence 
as they might wish in the light of the result of the traffic test 
to be taken, including suggestions as to the measure and the 
plan of the rates to be established. 


The American Cranberry Exchange argued against what it 
called the disproportionately heavy increase in the fourth class 
rate, without any appreciable increase in fifth class rates apply- 
ing, it said, on the things constituting the chief competition with 
cranberries. The cranberry industry, which, it said, was already 
in a precarious condition, would thus have put upon it a heavy 
additional burden which would serve only further to retard its’ 
development. 

The Central Leather Co. asked for findings to the effect that 
eastbound Scranton and Williamsport rate groups should be 
created to embrace the same territory as was embraced in the 
westbound Scranton and Williamsport groups; that the eastbound 
rates to the Williamsport group should not exceed those to the 
Syracuse group and that the eastbound rates to the Scranton 
group should not exceed those to the Utica group; that there 
should be no change in the present westbound Scranton and 
Williamsport groups or any advance in the percentages from 
those groups; that a new Martinsburg group should be created 
between the present Baltimore and Cumberland groups to and 
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from which the eastbound and westbound percentages shoy 


1d no: 
exceed the percentages to and from the Cumberland group 'y 
more than 4 per cent. 


In its brief the Hinton Fruit & Produce Co., of Hinto, 
W. Va., asked for the application of the Disque. otherwise the 
C. F, A., scale to Hinton’s actual mileage over Gauley Brigg, 
59 miles. Hinton did not, it said, ask for any grouping or gy, 
deflation of mileage. It did not even ask to have its mileag 
figured so as to get the benefit of the Charleston deflatio, 
The request was based on the assumption that the Commissig, 
would not disturb the general application of the Disque sca 
to the “border” territory, as now applied. ; 


The Monongahela Valley Association said that if the ult, 
mate decision of the Commission was in favor of the mileag 
system, then the Elkins, W. Va., group ought to be given th 
benefit of its geographical situation and should not, when y 
short a part of its haul was in the proposed Scale No. 2 tery, 
tory, be compelled to pay Scale No. 2 rates for hauls that wer 
so largely in Scale No. 1 territory. 


It said that if the ultimate decision favored the group bagi 
continuance, then the Elkin’s group should be lined up with the 
rest of the “border” territory and have the same rates to ani 


from Trunk Line territory that were accorded the immediately 
adjacent West Virginia territory. 


Michigan Paper Mills’ Traffic Association said the present 
Michigan 92 per cent group was paying excessive, unreasonable 
and unjustly discriminatory rates and should be reduced to 
per cent; to Indiana and Illinois points from its plants in Mich. 
igan the C. F. A. scale should be applied to the actual distances 
and that inflation in mileages for the application of rates re. 
sulted in excessive charges; and that the rates proposed by the 
carriers were excessive and unreasonable in so far as they 
would exceed the basis proposed in exhibit No. 920. 


The New England Paper and Pulp Traffic Association said 
it objected to the measure of the originally proposed New Eng. 
land-Trunk Line scales and also to the amended proposal put 
forward, in April, 1926, by the New England lines, after all the 
New England manufacturing and industrial interests had testi- 
fied. It said that although the effect of the original proposal 
was most serious, the effect of the April proposal was very 
much worse. The brief pointed out that the New England paper 
industry had been waiting, for many years, for relief from the 
chaotic condition in the Trunk Line class rate structure and the 
faults of the structure between Trunk Line and New England, 
in accordance with the advice, in many cases, to the effect that 
relief might be expected when the class rates were revised. Now, 


the brief said, the industry was deeply concerned lest the 
remedy be worse than the disease. 


The Trunk Lines, in a brief of nearly 300 pages, seem 
neither strong for their proposal nor bitter against the proposals 
of others. They devote much of their presentation to the history 
of adjustments, apparently so the Commission will have a view 
of the things with which it will have to deal in the case. 


Frankly they said the subjects covered by the various topics 
of the brief were such that no general related conclusions could 
be drawn from their consideration. They said that nearly every 
subject considered was complete in itself, and, while it related to 
the other subject matter of the brief, its relationship was rather 
that of construction, namely, building up of a structure, than the 
basis of material for argumentative deductions. Counsel, there- 
fore, they said had attempted to complete the consideration of 
each topic in its own proper place in the brief and to show the 
constructive relationship of the subject matter considered at the 
point in the brief where it had been outlined. 


It was true that certain problems that had arisen in con- 
nection with the proposals of the Trunk Lines had not been fol- 
lowed to a definite solution, they said. That, they said, was on 
account of the fact that the railroads were not able to agree 
as to the best method for solving the problems. They said the 
Commission was fully advised as to what the problems were 
and as to the basis of the differences of opinion among the car- 
riers in respect of those problems. 

The Trunk Line lawyers pointed out that their brief was 
not filed on behalf of certain lines in Virginia, nor on behalf of 
the Short Line Railroad Association, nor for the steamship on 
the great lakes, nor for the coastwise steamships, nor for the 
smaller railroads that had presented evidence individually. They 
also pointed out that their brief contained expressions of indi- 
vidual views in reference to topics concerning which general 
agreement could not be reached. 

The lawyers said the Trunk Lines did not ask for increased 
revenues from the class rates proposed by them but that they 
insisted that whatever system might be evolved it had to pro- 
tect their present revenues. They said they had prepared all 
their evidence upon the understanding that their revenues were 
not to be decreased. 

New England carriers pointed out that any reduction in 
their revenues would be of the most serious consequence, psy- 
chologically, as well as financially. Their earnings, they said, 
had to be sustained. A slight falling off, they said, would de- 
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stroy What little increase in confidence and credit they might 
have achieved in the last few slowly improving years. 

The sole purpose of the Kentucky commission’s participa- 
tion in the case, it said, was to obtain a foundation structure 
ypon Which a reasonable, non-discriminatory structure of rates 
might be built to apply between points in Official territory and 
oints in Southern border territory to enable Kentucky to par- 
ticipate in the commerce of Official territory—a right, it said, 
which heretofore had been denied because of the discriminatory 
structure of rates applying between the territories. The Com- 
mission, it pointed out, in the Southern Class Rate Case, said 
that a ten class scale, with two overflow classes, would be the 
proper guide to measure the classification of property in South- 
ern territory. Therefore, the Kentucky commission said, it nat- 
urally followed that a similar scheme providing a uniform ten 
or twelve class scale properly progressed with uniform percent- 
ages had to be provided for Official territory, else certain classes 
of property within the territory and all of border territory 
would continue to suffer unduly and unjustly. 

The Jamestown (N. Y.) Chamber of Commerce said it be- 
lieved it had shown the Commission, “very conclusively,” that 
Jamestown and the points the chamber represented had been 
greatly discriminated against in the rates now under investiga- 
tion. It said it was not presenting any argument as to the level 
of the rates as it would be represented on that phase by the 
prief of the Associated Industries of New York State. 


Planters Nut & Chocolate Company said that its witness 
estimated that the proposals of the carriers would cause an in- 
crease in its freight charges to two principal distributing points 
of $31,277, or 55 per cent, and destroy the long established rela- 
tionship existing between its plants and those of its competitors, 
its plant being at Suffolk, Va. Its brief said that no attempt was 
made by the respondents to justify any specific increase result- 
ing from the proposed general revision. It said that the rates 
and ratings on its traffic should not, and could not, justly be sub- 
jected to the radical increases that would result under the guise 
of any claimed necessity for maintaining the integrity of the 
general rate revision at a very sharply defined border territory. 

Cumberland, Md., through its Chamber of Commerce trans- 
portation committee, claimed that that community was already 
laboring under a severe handicap on account of the percentage 
now assigned to it and asked the Commission to provide a lower 
percentage of the New York to destination rates, which would 
reflect the actual distance and territories shipments had to 
traverse, and which would create proper relationship with other 
groupings, mileage considered. 

The Pittsburgh Chamber of Commerce made its arguments 
on four points; (1) Pittsburgh-Virginia Cities, claiming as to it 
that Scale No. 1 would be more appropriate for the service in- 
volved than Scale No. 2; (2) Pittsburgh-New England, for which 
it said the present basis of arbitraries over New York was satis- 
factory and therefore it opposed what it called the extreme ad- 
vances the proposed basis would create; (3) Pittsburgh-Boston, 
rail-and-ocean rates which are on the all-rail basis; this is op- 
posed because the present adjustment, which the carriers pro- 
pose to continue, gives Cleveland and other C. F. A. territory 
generally, rail-and-ocean rates differentially lower than all-rail 
but excludes Pittsburgh from the benefit of the differential 
basis; (4) Pittsburgh-Illinois territory; Pittsburgh interests, the 
brief says, favor application of the Disque scale to Illinois terri- 
tory as a substitute for the present basis, which is higher, the 
brief says, than would result from the application of either the 
Disque scale of the interterritorial percentage adjustment. 


Mahoning and Shenango Valley shippers, in their brief, said 
there was no sufficient reason, transportation or otherwise, why 
there should be more than one scale for Trunk Line and C. F. A. 
It suggested arbitraries, if necessary, for Michigan and New Eng- 
land, with reasonable groups, one of which would be the Ma- 
honing-Shenango valleys, with distances computed from Youngs- 
town, O., just as it was in class rates between the valleys and 
C. F. A. points. 


Iron and steel, the valleys said, should be given commodity 
rate treatment and the various producing districts should -be 
differentially related. The remedy for the situation as it had 
existed since the decision in the Jones & Laughlin case, the val- 
leys said, was a general investigation of the rates on iron and 
steel, separate from a class rate case. 


The Commercial Traffic Managers of Philadelphia and the 
Philadelphia Chamber of Commerce said that if the Commission 
should decide that a new basis for construction of rates for 
intra-territorial adjustment in Trunk Line territory should be 
substituted for the existing rates, they protested against the 
carriers’ suggestion that the rates for the first block of 5 miles 
should be fixed at 30 cents for first class, and rates for distances 
beyond 5 miles projected upon that basis. They said that dis- 
tances should not be the controlling factor. They said mileage 
Scales for short distances might be adopted as a method of 
determining the basis but that where industrial, community or 
carrier competition existed, the basis should be so flexible as 
to recognize such influences in the making of rates to be applied 
on such competitive traffic. 
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The brief of the Trunk Line and New England Shippers’ 
Rate Committee was an argument in favor of the 30-class scale 
submitted by that committee. The committee submitted that 
the number of classes in official classification territory was 
inadequate for the needs of commerce; that there was no definite 
relationship between the classes, either percentages or other- 
wise; that the number of rate levels was too great and un- 
warranted, with consequent dissatisfaction and confusion; that 
the class rates in that territory were not susceptible of co- 
ordination with those in other territories; that the 30-class plan 
proposed by the committee would be reasonable and adequate 
to meet commercial and transportation requirements and that 
it was practicable, possessed uniformity in that definite and fixed 
relationships were proposed between classes. The committee 
said that establishment of its plan and application thereof 
would result in but minimum disturbance of the existing rate 
structure in official classification territory. 

The Ulster & Delaware asked to be excepted from any find- 
ing the Commission might make in the case. It said that a 
change in the class rates could not reasonably be expected 
to result in any material increase in its local tonnage. The 
only result, it suggested, would probably be a further increase 
in its deficits. In Reduced Rates, 1922, the Commission excepted 
this carrier from the order in that case. 


The Norfolk & Western and the Virginian said they had not 
sought and did not desire this class rate revision. In their joint 
brief they said they had joined in the case only because of the 
changes which would be made in the territory adjacent to their 
lines and because of the necessity for a more rigid adherence 
to the fourth section in the future than had been required in the 
past. They said that while the changes suggested had been 
called “proposals of the carriers,” they were proposals only in 
a limited sense. 


The Merchants & Miners Transportation Company said it 
was its conviction that the all-rail rates between New England, 
Trunk Line and C. F. A. should be determined by the Commis- 
sion irrespective of the fact that there were ocean-and-rail routes 
now competing for this traffic and desiring to continue to so 
compete. It said it believed that the ocean-and-rail rovtes should 
be permitted to establish rates between the territories differen- 
tially related to the all-rail rates irrespective of the fact that 
in some instances it might be necessary to apply rates from 
lower-rated through higher-rated groups or to lower-rated 
through higher-rated groups. The company said that when the 
all-rail rates were known to it, it would file suitable application 
asking for the fourth section relief which appeared to be neces- 
sary and would desire to offer such proof in behalf of such appli- 
cation as the conditions might appear to warrant. 

Appealing to what the Commission said about increases on 
products of the farms in Revenues in Western District, 113 
I, C. C. 3, as reason for their position, the Joint Council of the 
International Shippers’ Association, the National League of 
Commission Merchants of the United States, and the Western 
Fruit Jobbers’ Association of America, opposed what the rail- 
roads had advocated. They said the economic conditions in the 
industry were such that it could not bear any increased charges 
but that, on the contrary, it needed relief from present trans- 
portation costs. They said the present high rates had diverted 
large tonnages of fruits and vegetables from the railroads to 
the trucks and that it was certain that any increase on fruits 
and vegetables would result in further loss of traffic to the 
railroads. 


The Rochester (N. Y.) Chamber of Commerce said it did 
not oppose a revision of class rates which had the general pur- 
pose of bringing about greater uniformity and not of increasing 
carrier revenue... It said the class rates proposed by the carriers 
would result in large increases in the first four classes, both 
state and interstate, and that the bulk of Rochester’s shipments 
moved on those classes. Such increases in rates, it said, could 
not be justified either from a rate or practica] business stand- 
point. It said that while the present class rates in New York 
state were lower than in Pennsylvania or other sections of Trunk 
Line territory, that fact did not prove that they were unduly 
preferential. The chamber said that, if true historically, that 
Erie Canal competition influenced class rates in New York state, 
it had to be remembered that it was the favorable topography 
of New York state that made the Erie Canal possible, and that 
favorable topography explained the better transportation condi- 
tions encountered by the rail carriers in New York. A move- 
ment on class rates via the Pennsylvania from Pittsburgh to 
Harrisburg across the Allegheny mountains, for example, -it 
said; cost more, always would cost more, than a movement from 
Buffalo for a corresponding distance in the direction of Albany. 


The Elk County (Pa.), Manufacturers’ Association said it 
agreed with the testimony of E. A. Niel, freight traffic manager 
of the Buffalo, Rochester & Pittsburgh, that a class rate basis 
should not be made so inflexible as to preclude the maintenance 
of group relationships on account of Commercial conditions. 
In conclusion it said it desired to draw the Commission’s parti- 
cular attention to the fact that its territory, under the present 
class rate structure, paid the highest basis both east and west. 
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In its opinion it said that that was indefensible as well as an 
unjust and unreasonable class rate condition. 

The Michigan Manufacturers’ Association and the Michigan 
State Farm Bureau said that Michigan desired rates based on 
short-line mileage; fourth class to bear a closer relationship 
to the fifth and sixth classes so as to impress it with the char- 
acter of a carload class; the maintenance of the grouping sys- 
tem and the discontinuance of arbitraries for the higher rated 
C. F. A. zones. 

Associated Industries of Massachusetts pointed out that 
the underlying purpose of the investigation was the removal of 
fourth section departures and the ironing out of the maze of 
inconsistencies in the Trunk Line territory. They said that 
where such inconsistencies had been shown to exist, without 
justification, they should be removed without a general upheaval 
of the entire rate structure of Official Classification territory. 
They said they did not believe the necessity for a proper Trunk 
Line class rate structure could justify the uprooting of other 
rate structures, particularly the inter-territorial group adjust- 
ments as to which, they said, there was little or no complaint. 
Their brief submitted that any readjustment of the structure 
involving added classes or a changing of the relationship had 
to be govenred by sound classification principles. They said 
the number of classes and their relationship should be first 
determined. Then, as a second step and preceding any rate or 
revenue considerations, there would necessarily have to be a 
complete reclassification—“by classification experts and upon 
classification principles.” To do otherwise, the Associated In- 
dustries said, would be to effect drastic classification changes 
under the guise of a rate adjustment. They added that unless 
those principles were given their proper places, material harm 
could not fail to ensue. 

The Maine Central, in conclusion, briefly put before the 
Commission the proposal it had placed before the examiner, as 
follows: To obtain the full application of the so-called Ander- 
son scale within New England; to readjust the rates to and 
from central territory by the use of a key rate of $1.61, first 
class, between New York and Chicago; a readjustment of class 
rates to and from Trunk Line, with a regrouping of the latter 
so as to permit a complete diffusion of routes, making the rates 
to. be used as a foundation, the maximum rates in New England 

as.a minimum and the minimum rates to and from central terri- 
tory as the maximum; to restrict the territory on its line from 
and to which through rates will apply to and from central terri- 
tory so that such through rates will not apply east of Bruns- 
wick; and to apply arbitraries east of Brunswick by the use of 


25. mile blocks, the arbitraries to apply on both Trunk Line and 
central territory traffic. 


The Bethlehem Steel Company devoted its argument to the 
Buffalo-Pittsburgh adjustment and all its phases, saying it was 
interested in all; the adjustment from Trunk Line to New Eng- 
land; the addition of arbitrary mileage at port cities; the basis 
of making rates from Johnstown, Pa.; and certain specific mile- 


ages in Trunk Line territory, quoting from the testimony of its 
witnesses to show its position. 


Swift & Co., dealing with the proposed increase in third 
class from central to Trunk Line territory and New England, as 
applicable to dairy products, said that obviously dairy products 
were entitled to the benefit of the rule for rate-making laid down 
in the, Hoch Smith resolution and that that rule did not differ- 
entiate, in any way, between traffic moving at class rates and 
traffic moving at commodity rates. The fact that dairy products 
were moving at class rates in Official territory, the brief said, 
afforded no greater justification for permitting an increase than 
if they were moving upon commodity rates. 


The Virginian’s brief was in justification of fourth section 
departures in its rates between central territory and stations on 
we line. It asked for such relief for the reasons set forth in the 

rief. 

The Chesapeake & Ohio, in a separate brief, dealing with 
conditions on its own rails, said that in the event of Scales Nos. 
1, 2 and 3 were found justified, a like finding should be made in 


—— of proposals submitted as to situations pertaining to its 
nes. 


The Louisville Board of Trade said that in applying a remedy 
for the unsatisfactory condition of the class rate structure in 
Trunk Line, the occasion should not be taken advantage of by 
carriers for an increase in the inter-territorial rates between 
the eastern territory and central territory. It said no justifica- 
tion had been shown for the proposed shift of transportation 
cost burdens to traffic moving on the higher classes, such as 
would inevitably result from the proposals of the carriers for a 
revision of the inter-territorial rates. It said that if any sub- 
stantial groupings were made for east and west bound rates, 
Louisville should be given the advantage of its location; that 
any readjustment between Louisville and C. & O. stations should 
be on the same relative basis as used for constructing class 
rates between other C. F. A. points and C. & O. stations and 
that, irrespective of whether or not the present C. F. A. adjust- 
ment was changed, specific provision should be made for rates 
between Louisville and central territory on the group plan with 
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the northbank points, Jeffersonville and New Albany, Ind., oy 
that the actual mileage be applied to the scale to and from 
Louisville without a bridge arbitrary. 

Asserting that it was a matter of general knowledge thy 
the farmers of the country, generally, were in a deflated and 
bankrupt condition, the Live Poultry and Dairy Shippers’ Trag, 
Association asked “in view of the demand of Congress (in th. 
Hoch-Smith resolution) that the rates on farm products be re 
duced to a minimum, by what manner of logic or compliance 
with the law can a proceeding initiated on the Commission’, 
own motion result in the drastic advances here proposed on this 
raw farm product.” Its brief said it was a fair summary of the 
case, in so far as it applied to the poultry and dairy industry 
to characterize it as a request from prosperous railroad ¢op. 
porations, to a governmental tribunal, to place the seal of the 
national government upon a solemn decree transferring $450,009 
a year on this traffic alone, from the pockets of farmers, flat. 
tened out and in the red, to the treasuries of the carrier ¢o,. 
porations that were experiencing the greatest prosperity in their 
history. 

The Northern New Jersey Freight Traffic Committee, speak. 
ing for shippers paying first, second and third class rates on 
their inbound and outbound tonnages, said it believed it to be the 
duty of the Commission to disapprove the carriers’ proposals to 
and from northern New Jersey, not only because they were 
illogical and unfair but because they involved advances which 
had not been justified by competent evidence and which the 
carriers had made no particular endeavor to justify. 

The Cincinnati Chamber of Commerce said it was not dis. 
posed to discuss the adoption of any uniform mileage plan of 
rates for interterritorial application. It said that it was prob. 
able that any fair and reasonable mileage scale, if applied to 
actual short line distances and not applied on any theory of 
average distances and constructive mileages, would be distinctly 
beneficial to Cincinnati interests. Nevertheless, it said, it ad- 
hered to the position theretofore expressed that in the absence 
of a further development of the situation, it did not appear in 
the public interest to abolish the percentage basis and substitute 
therefor a uniform mileage scale throughout Official Classification 
territory. 

Necessity for uniform differentials via lake-and-rail routes, 
from the standpoint not only of the carriers, but of the shipping 
public, was urged by the Detroit and Cleveland Navigation Com- 
pany and the Cleveland and Buffalo Navigation Company, great 
lakes passenger and packet lines. Only by such uniformity, 
they argued, could the present chaotic condition be corrected 
and justice done to all parties. 

According to the Virginia Shippers’ Association the record 
demonstrates that the rate level to and from Virginia should not 
exceed the rate level within Trunk Line territory north of Vir- 
ginia. It said that if the investigation had not demonstrated 
anything else, it had demonstrated that the Virginia lines were 
not entitled to a higher level than the lines north of Virginia. 
Nowhere, said the association’s brief, had the carriers or any 
other interests offered any evidence or testimony to prove that 
the level of rates in Virginia should be higher than in the terri- 
tory north. It also asserted that the record showed that it was 
in the interest of Virginia to continue the grouping of Virginia 
cities. It expressed the sincere hope that the Commission would 
continue the grouping. 

The Canton (O.) Chamber of Commerce said it opposed 
the carrier proposals because they would not better the disad- 
vantage of Canton; that they would impose additional disad- 
vantages, the comparison being with competing points in the 

shipments of iron and steel, which it was estimated, constituted 
four-fifths of Canton’s tonnage; and because the eastbound inter- 
territorial adjustment proposed from C. F. A. to Trunk Line 
was on a higher basis than was proposed for application locally 
in either territory. 

Wheeling’s Chamber of Commerce said the interest of Wheel- 
ing was to have Wheeling maintained on the same rate basis 
as Pittsburgh on all long-haul traffic (in excess of 150 miles) 


between Wheeling and other points in Official Classification 
territory. 


In its brief the Traffic Committee of the Sheet Metal Ware 
Association was opposed to the carrier proposals because the 
proposed rates, while they purported to be a revision as dis- 
tinguished from a general increase or general reduction, actually 
resulted in a general increase of approximately 12.8 per cent 
or about $100,000 a year on the tonnage shipped by the manu- 
facturers, members of the association. The brief said that the 
detailed statement of the traffic of members disclosed that prac- 
tically every movement from the manufacturing plants would 
be subjected to higher rates than those now paid. 

Alleging that the proposed rates endanger their business, 
the American Spice Trade Association and the Flavoring Ex- 
tract Manufacturers’ Association of the United States say it is 
not admitted that the carriers had adopted the right method 
for the elimination of fourth section violations and further that 
it was not admitted that a mileage scale was a panacea for the 
alleged ills of the Trunk Line territory. On the contrary, it 
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asserted it was felt that the present point to point rates consti 
ted the proper method for the assessment of freight charges 
ee for the proper relationship of one competitive commercial 
pon with another. The associations said that any change in 
the rates would be a serious matter to them because their raw 
materials, coming as they did from foreign countries, had to 
pe bought on long time contracts and contracts made for for. 
ward delivery. For that reason they said such advances as 
proposed could not be passed on to the consumer. The dis- 
aster, they said, fell on the manufacturers. — 

The Baltimore Association of Commerce said it limited 
itself, in the presentation of testimony and the discussion of 
the issues, to the “eastern shore” situation and the so-called 
Baltimore group plan of arbitrary mileage. It said it felt the 
Commission should find that the short line distance across 
Chesapeake Bay should control and establish the measure of 
the rates from Baltimore to points on the eastern shore of that 
body of water, in Maryland and Virginia, and in the opposite 
direction also. It said the Commission should find the proposal 
to assess an additional ten miles to the so-called Baltimore 
group Was unjust, unreasonable and unjustly discriminatory ; 
that the proposal of the Virginia Shippers’ Association, with 
respect to Virginia Cities rates should not be allowed to stand, © 
that the carriers proposal in connection with rates from north- 
ern New York state points to C. F. A. were unjust and un- 
reasonable, when compared with the rates from Baltimore to 
ihe same points, and should be denied. 

Michigan, as a state, and the Commissioner of the Depart- 
ment of Agriculture of that state, said there was probably no 
part of the United States, substantially agricultural which was 
so seriously discriminated against, both in territorial and inter- 
territorial rates, as the northern part of the lower peninsula. 

“Aside from the plain provisions of the fourth section, which 
are being constantly violated,’ says the brief, “this district is 
entitled to relief under the plain and explicit provisions of the 
Hoch-Smith resolution. If that mandate of Congress has any 
force or effect it should be given application here, and, we 
believe, that a readjustment of the rates conformable to law 
would, by reason of the rehabilitation of agriculture in this sec- 
tion, produce more traffic for the carriers than they now receive.” 

The Rubber Association of America, Inc., filed its brief in sup- 
port of a proposition that there should be no general change in 
the basis or level of class rates between Trunk Line and New 
England territories on the one hand and C.F. A. territory on the 
other. It said no necessity had been shown, either from the 
point of view of the carriers’ revenue or that of the establish- 
ment of lawful rates and rate relations, for tearing up, by the 
roots, the class rate adjustments of Trunk Line and Official 
territories which had been in effect for half a century and sub- 
stituting for them “an academic system of rates.” Continuing, 
it said that “improprieties which are shown to exist may readily 
be corrected by local readjustments. Nothing beyond that can 
be justified under the statute. If the Commission goes further 
it will bring upon shippers, throughout this territory, injury 
and hardship far beyond any difficulties that will be cured.” 

The Brown Company, Berlin, N. H., asked that any change 
in class rates, which were to result from this proceeding, be 
so made that the transportation costs, to and from Berlin, of 
the articles in which the company was deeply interested, should 
not be increased. The company manufactures pulp, paper, chem- 
icals and lumber. 

The Procter and Gamble Company submitted that there was 
strong competition between its plant at Port Ivory, N. Y., and 
other soap makers at New Jersey terminal points, particularly 
Jersey City, and that soap moved, in Official Classification terri- 
tory, both carload and less than carload. It, therefore, submitted 
that the Commission, in fixing a basis of rates from Port Ivory, 
that that point be treated the same as any other point with a 
direct rail connection, no different from any other such rail- 
station in the New York district. It pointed out that Port 
Ivory was so located that deliveries by lighters or car floats were 
possible, but that that fact did not alter the situation. It 
pointed out that Jersey City, Hoboken, Bayonne, etc., might also 
be reached by water. It said the Staten Island Rapid Transit 
was a Class I road, not a switching road or so-called short or 
weak line and therefore should not be treated any differently 
than any other Class I road. It said the carriers could not 
argue the two line haul theory, because they did not propose 
any different basis for two line hauls from New Jersey terminal 
points than for single line hauls. It asked that whatever scale 
of rates was fixed for short haul territory, the same basis be 
prescribed for Port Ivory as was prescribed for the Jersey 
terminal points. 

Upper Mississippi River group cities, Keokuk to Dubuque, 
Ia., set forth that those cities should be continued in the St. 
Louis group in rates to and from Trunk Line territory; that 
the rates should not exceed 110 per cent of the New York- 
Chicago rates; that the proposed Trunk Line scale should not 
be adopted inasmuch as there was no showing to warrant the 
substantial increases in revenues; that the rates eastbound and 
westbound should be on a parity; the Hochstedtler scale, (pro- 
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posed in connection with the Chicago and allied interests’ 
testimony), should be adopted or at least a fair traffic test should 
be made of that scale; and that in conjunction with the Hoch- 
stedtler scale the Commission should adopt Charles E. Bell’s 
suggested relationship of the lower classes to first class. 

The Manufacturers’ Traffic Bureau and Chamber of Com- 
merce of St. Joseph and Benton Harbor, Mich.; Holland (Mich.) 
Chamber of Commerce; American Box Board Co., Grand Rapids, 
Mich., and the Tanglefoot Co., Grand Rapids, asked for the 
elimination of the Zone B basis of class rates and the restora- 
tion of that part of Michigan to its old standing as part of 
C. F. A.; the elimination of inflations of mileages and the com- 
putation of distances via the worked or workable short line routes 
and denial of relief for distances not computed in that way; for 
continuation of the McGraham formula in the making of inter- 
territorial rates between C. F. A., Trunk Line and New England 
together with the port differential adjustment, with a correction 
in the application of that formula so that it would be applied in 
a uniform manner between all points in the involved territory; 
that inflations over the individual distances be eliminated and 
the present 92 cent group be modified so as to include Benton 
Harbor and St. Joseph and the percentage of the so modified 
group be put on a basis not higher than 89 per cent. 

The Great Northern Paper Co. and the St. Croix Paper Co. 
said they believed the facts showed, conclusively, that the 
remedy suggested for the situation dealt with in the case, that 
is, a material increase in the rate level, without corresponding 
increases to competitive territory, would effectually defeat the 
very objects for which such increases were proposed. They 
pointed out the long continuance of the existing structure. They 
said it was definitely predicated upon competitive influence and 
considerations of relative reasonableness which could not be 
departed from without serious consequences. No plan for 
distance rates that overlooked long established relationships to 
which industry had adjusted itself, they said, could serve other- 
wise than to curtail the operations of certain industries and 
destroy others. All New England witnesses, they said, agreed 
that for New England the application of a fixed distance scale 
for long distances should not merit the serious thought of the 
Commission. 

The Harrisburg (Pa.) Chamber of Commerce said that to 
attempt to adjust freight rates on a strictly mileage basis, in 
its opinion, would restrict the sale of manufactured products 
to a limited area, thereby limiting the production of various 
commodities manufactured in the territory under consideration, 
as well as remove from the carriers certain long haul traffic 
that appeared to be the best revenue producer. It pointed out 
that the proposed rates were not compiled on a strict mileage 
basis. For that reason, as well as the fact that the proposed 
rates showed large increases on all classes of traffic, except 
fifth, which remained stationary, and sixth, which showed slight 
reductions, it asked that the basis be not made effective, or, 
if made effective, that such discrepancies as pointed out in the 
brief be ordered *out, so as to remove the disadvantage under 
which Harrisburg territory now labored. 


GLASS CONTAINER AMENITIES 


As an example of how railroad men and shippers may, and 
sometimes do, talk over their differences in an amicable spirit 
with a prospect of “getting somewhere,” as well as because it 
is interesting of itself, The Traffic World is publishing the fol- 
lowing correspondence. 

Some time ago the Western Railways Committee on Pub- 
lic Relations, Chicago, put out a little circular in the form of a 
dollar bill. It was headed, “This Is Not a Dollar Bill,” and was 
signed, “Pete” Railroader. It read as follows: 


This is not a dollar bill. I’ve made it just the right size and 
shape, but as I don’t want to spend the rest of my life in jail, that’s 
as far as I can go. For the sake of my story, however, let’s pretend 
for a minute that this is a dollar bill, or better still, one of the very 
same dollar bills that you have paid the western railroads for your 
passenger ticket or your freight bill. 

What becomes of that dollar after you pass it across the counter 
to the railways? Ever wonder? Think it all goes to the stockholders 
or to Wall Street? If you’ll turn this over, you'll find that in 1925 
just 6 cents was all that was left out of your dollar for the stock- 
holders and for property improvements after wages, taxes and other 
costs were paid. As for every dollar you paid these railways in 1925 
they had about $1.60 of capital stock outstanding, this 6 cents was a 
return to the stockholders of 3.8 per cent. When it came time to 
declare dividends, the western roads had a little additional income, 
from rentals and investments, besides the six cents out of your 
dollar, but even with this the average dividend rate of the western 
railways was only 4.1 per cent in 1925. Not too high, is it? You're 
right—it’s not. If you want any more of these, or any other railroad 
dope, from the Alabama & Vicksburg to the Zanesville & Western, 
drop me a line. 


H. G. Huhn, traffic manager of the Owens Bottle Company, 
Toledo, took his pen in hand and answered the circular as fol- 
lows: 





My dear ‘‘Pete’’: 

Your “This Is Not a Dollar Bill" circular appealed to me so much 
that I read it with unusual interest. You have been very much 
misunderstood in the past and, no doubt, have found that the best 
way to get along with your neighbors is to let them see how you 
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do things and that it isn’t all milk and honey. 
between your owners and for property improvement 
considering that you must “‘carry on” 


tion of the auto and bus and lay away a little for the rainy day. 


You started out in a small way about a hundred years ago in 
the east, in such a small way, in fact, that people often laughed at 


Sometimes the pathway was 
rough and how you were often tempted to say—‘‘What’s the use”’ 


I admire your courage and the way you have always 


you. But look how you have grown! 


and give up. oura 
looked forward at the silver lining in the cloudy sky. 


You have linked empires together with bands of steel, made it 
possible for people thousands of miles apart to exchange a 
ived on 


and cold, snow and 
ice and water, and yet in what a matter of fact way your accomplish- 


and intermingle and know 


each other as well as 
neighboring streets. 


if they 
You have conquered heat 


ments are often taken. 


I am not the newcomer that you are, having been here for a 
I was the first manufactured article in 


in the woods near 
When you were just a horse and wagon on wooden 
rails, I was already a well established industry—so far as industries 

think I saw a little into the future at that 
time, as a few of me with a picture of you (as you _were then) molded 


inscribed 
A few of these are still in existence— 


thousand years and more. 
America. Somé of 


the first of me were 
Jamestown, Va. 


made 


of those days went. I 


into the glass with the words 
were blown in your honor. 
highly prized, of course. 


“Success to the Railroad’”’ 


I was crude at the time, being made entirely by hand and the 


breath of human lungs, but I was no more crude than you. 





























































































This is not a Republican campaign poster but an illustration 
from the circular referred to in the accompanying letter from 
“will” Glass Container. It shows an elephant resting his 

entire weight on four ordinary stock glass bottles. 


progressed rapidly, while I remained almost stationary for the re- 
mainder of the century.. Then something happened. Machinery for 
my manufacture was invented and I took on new form and new life— 


I was really born again: Child labor ceased to contribute to my 
existence. 


I am now much better made, have uniform weight and 
even glass distribution. I am strong—so strong, in fact, that I can 
bear the weight of“tHn* elephant, as you will see from the enclosed. 


I am now made in_large quantities and cheaply, so much so, in fact, 
that I am myself beginning to take a place in the transportation 
world. I am an inexpensive piece of packing material—an instru- 
mentality for taking goods from the manufacturer to the consumer. 
Pete, you and I are therefore relatives and ought to get on well 


together. Il am always made in the smaller communities, Alton, 
Evansville, Streator, Owens, Fairmont, Millville, Wheeling, Elmira, 
etc. 


When I am ready to go to work, I therefore always call on you 
for a ride. I go riding a good deal, first as a raw material, then 
made up, then filled. In fact, when I am full I sometimes take two 
oh 4 iree rides—to the jobber—wholesaler—retailer—etc. The duce 
ot” ie “Pete,””’ you charge by weight and as I am a good deal 
heavier than some of my competitors I pay extra. I don’t mind 
that because, on second thought, I think you should charge by weight, 
but once in awhile you soak on something extra because I am glass. 
I don’t like that a bit. You insist on my being’ well packed and 
being so packed my extra weight at the regular rate ought to be 
enough. 


Speaking of traveling full and being well packed, reminds me 
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Six cents to divide 


isn’t much 
all the time—rain or shine, 
often pay out a dollar to get only 50c in return, meet the competi- 


You 
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that in the old days I used to play quite a part in Slaking th 
thirst of men. These days are gone, however, and it put quite . 
crimp in me. It made me look for new fields to conquer, other Zoods 
to carry, and I am happy to say that I am making progress. Ther 
is a long row ahead, however, and I may have to call on yoy {fo 
help. If I succeed it will help make the portion of your dollar for 
the stockholders larger. 

I wish you could understand me a little better Pete, and 
I ought to know you more intimately. Sometimes you cal] yp, 
“Glass-ware,’’ which distinctly I am not. Emma Glass ware jg , 
second cousin of mine, but she is always bought for what she ; 
herself, while I am just the holder or wrapper for something pur- 
chased and go into the discard when what I hold is used. Even in 
your price lists you sometimes call me ‘‘Glass-ware’’—you don’t ¢ajj 
Tim Tin-Can “Tin-ware,” or Messrs. Wood-Box and Barre 
*“Wooden-ware,’’—so please call me by my right name from now on, ' 

Another thing, Pete, you sometimes say that I am fragile 
easily broken—and when I hear that it makes me sad. I am strong 
and it takes a severe shock to break me, and when I am ‘“Packeq" 
I can stand the rides on your roughest rails. Do you know that to 
show what I can stand, two cases of me filled with an insecticide 
were recently sent around the world. We left in January and came 
back in June, having visited Australia, China, Hawaii, England, ete. 
every one of us doing our duty. Four other cases of me similarly 
filled hooked a ride on one of your freights to Frisco, went by boat 
through the Canal to New York and back home in a boxe car. lj 
eight dozen of me are back here unharmed by the worst that yoy 
had and we were “packed” in no other way than we are packed for 
every day ordinary trips. 

You see Pete, you have problems that I am interested in ang 
I have problems that you are interested in. I am always glad to 
hear from you, especially when you tell me something of yourself. 
If we understand each other the way we should the rest is easy. 
Here’s hoping you increase from six to at least or nine cents 


Perhaps 


this year. 


Yours sincerely, 
“Will’’ Glass Container. 
Mr. Huhn’s letter was dated September 15. On Oct. 25. 
“Pete,” perhaps stirred to activity by a letter from The Traffic 
World asking permission to print the correspondence, pulled 
his typewriter to him and wrote the following to “Will”: 
Dear Will: 


_ I hope that you will pardon my unpardonable delay (if that’s not 
15th about the ‘Dollar Bill."’ It arrived just as I had my hat and 
too much of an Irish remark) in replying to your letter of September 
coat on for a fifteen-day trip and as I’ve made two other jumps 
since then I’m just getting down to the formidable task of catching 
up with my correspondence. 

Your letter, Will, is the most interesting answer I’ve received— 
so interesting, in fact, that I have not only read and re-read it, but 
have passed it around considerably. And yet there is a little 
back-kick to it too; I’ve been so submerged in ton-miles and ecar- 
miles and train-miles and locomotive-miles that perhaps I haven't 
ema up as well as I might with our friends who fill the cars that we 
aul. 


Take your own case, for example: I’ve considered you “Glass- 
ware’’ and more or less fragile because Tommy Tariff sometimes 
says you are. Yet you’ve given me another slant on the proposition. 
Perhaps Tommy’s wrong. If he is and you can show him so, I’m 


sure he will be glad to go along with you because he’s a pretty 
reasonable chap after all. 


The main thing that pleased me about your letter was its friendly 
tone and the attitude of co-operation shown between the lines. And 
I know that you’ll be glad to learn that more and more our corre- 
spondence is taking those lines. It wasn’t so many years ago when 
some of our mail almost had to be delivered in asbestos envelopes. 
But now “Them days is gone,”’ like your earlier experiences in thirst- 
quenching. 

_ We're doing our best, Will, and we hope and believe that we've 
given you the best service you’ve ever had. We still have problems, 
of course, some of ’em pretty stiff, but when they are approached 
— both sides in the friendly and co-operative attitude you show, 


know we're going to solve them better than they’ve ever been 
solved before. Together, we’ll keep ’em rolling. 
Sincerely yours, 

**Pete”’ Railroader. 


LUMBER SHIPMENTS 


Allowing for the discrepancy in the number of softwood 

mills reporting for last week and the week before, says the 
National Lumber Manufacturers’ Association, there was prob- 
ably a slight seasonal decline in lumber orders last week. On 
the other hand, production and shipments seem to have held up. 
As compared with the same period last year, the industry is 
evidently more active in all three factors, inasmuch as 21 fewer 
mills reporting for the week ended October 30 gave almost the 
same production, shipments and orders as 362 mills did a year 
ago. 
The hardwood industry seems to be about on a par with the 
softwood; allowing for fewer mills reporting this week, it seems 
that production, shipments and orders are about the same as 
they were last week. 

The following table compares the softwood lumber move- 


ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding Preceding Wk., 

Past Week Week, 1925 1926 (Revised) 

EN Poe uate okaen ices 341 362 366 
PROGUCHON  ccccsccccs 234,255,184 238,670,281 242,007,086 
SHPINOMER occccveees 225,959,976 228,396,138 235,359,277 
Orders (New Bus.).. 208,120,963 213,260,339 232,458,180 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
forty-three weeks of 1926 with the same period of 1925: 


Production 


Shipment Orders 
I diesd lerea ovciecw sierampreeans 10,288,910,554 10,490,673,393 10,463,595,874 
DT ot SG ecawnlanene 10,436,596,336 


10,326,633,843 10,124,459, 664 


















Oey 


(Court 
psider ™' 
representa 
have juris 
11290, und 
process Ch 
U. S. Ame 
amended, 
as against 
peared an 
American 
N. E. Ret 
Court 
ing of ste 
Since 
Code, Se 
| Laws, D- 
thereof.— 
Deci 
stitution 
Exp 
merce,” 
subd. 3. 
Ger 
eign co 
permits 
of acti 
merce 





, No. 14 


Mg the 
quite 2 
T B00ds 
There 
YOu for 
ar for 
Derhang 
Call me 
Te is 
She jg 
NS pur. 
Ven in 
Nt ¢caij 
Barre} 
W On, 
ragile— 
, Strong 
ackeq" 
that to 
>Cticide 
1 came 
d, ete, 
Milarly 
Y boat 
rr. All 
at you 
ced for 


NM and 
lad to 
urself, 
easy, 
cents 


or, 


a8 
‘Traffic 
Nulled 


S not 
> and 
mber 
umps 
ching 


yed— 


little 
Car- 
ven’t 
t we 


lass- 
imes 
tion, 

I'm 
etty 


ndly 
And 
rre- 
hen 
pes, 
rst- 


"ve 
hed 
OW, 
pen 


sovember 6, 1926 





Loss and Damage Decisions | 


Cases Recently Decided by State and Federal Courts | 





i igests of National Reporter i 
(Digests taken Tiehed by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) | 

LOSS OF OR INJURY TO GOODS 

(Court of Appeals of Ohio, Hamilton County.) Court may 
consider motions to quash service on foreign express company’s 
representative within state, made on ground that court did not 
have jurisdiction of cause of action, and that Gen. Code, sec. 
11290, under which service was had, violates commerce and due 
process Clauses of Const. U. S., art. 1, sec. 8, subd. 3, Const. 
y.$. Amend. 14, sec. 1, and Const. Ohio, art. 1, secs. 1, 19, as 
amended, and requiring interpretation of Gen. Code, sec. 11273, 
as against plaintiffs’ contention that defendant, by moving, ap- 
peared and gave court jurisdiction—Iron City Produce Co. vs. 
American Ry. Express Co.; Albert M. Travis Co. vs. Same, 153 
N. E. Rep. 316. 

Court cannot by judicial interpretation extend plain mean- 
ing of statutes.—Ibid. 

Since foreign express companies are not named in Gen. 
Code, sec. 11273, as amended by act April 25, 1921 (109 Ohio 
Laws, p. 81), relating to venue, they are not within immunities 
thereof.—Ibid. 

Decisions of Federal Supreme Court respecting federal con- 
stitutional questions are controlling on state courts.—Ibid. 

Express companies are “carriers engaged in interstate com- 


' merce,” within commerce clause of Const. U. S., art. 1, sec. 8, 
> subd. 3.—Ibid. 


Gen. Code, sec. 11290, authorizing service of process on for- 


eign corporation’s managing agent within state, in so far as it 


permits suits by non-residents against foreign carriers on causes 
of action arising outside state, is repugnant to interstate com- 
merce clause of Const. U. S., art. 1, sec. 8, subd. 3.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Oklahoma.) In a case tried by a jury, 
where the evidence tends to support the same, it is the duty of 
the court to submit, by appropriate instructions, the theory of 
the defense, and failure to do so, at the timely request of de- 
fendant, is reversible error.—Atchison, T. & S. F. Ry. Co. vs. 
Ridley, 249 Pac. Rep. 289. 

In a suit for damages to an interstate shipment of live stock 
made under the uniform live stock contract prescribed by the 
Interstate Commerce Commission, which provides that no carrier 
is bound to transport live stock by any particular train or in 
time for any particular market, or otherwise than with reason- 
able dispatch, it is error to instruct the jury that it is the duty 
of the carrier to handle the shipment “expeditiously and with 
reasonable dispatch.”—Ibid. 

“Expedite” means to make haste; to speed.—Ibid. 

“Expedition” means possessed of, of characterized by, ex- 
pedition or efficiency and rapidity in action; performed with, or 
acting with, expedition: quick; speedy.—Ibid. 


Shipping Decisions 
\ Cases Recently Decided by State and Federal Courts | 
| (Digests taken from R: and Digests of National Reporter | 


eporters 
| System, published by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) | 





(District Court, S. D., New York.) Corporation of Cuba, 
there engaged in exporting, does not have place of business in 
New York, necessary to there sue United States, as owner of 
vessel, under suits in admiralty act (Comp. St., sections 1251%4- 
125141), because other entirely distinct corporation, maintain- 
ing office in its own name and at its own expense in New York, 
there in its own name, on a commission basis, sells sugar for 
account of the Cuban corporation.—Galban Lobo & Co., S. A., vs. 
United States, The Elmac, 14 Fed. Rep. (2d) 435. . 

Decision on exception to libel is law of case on trial after 
amendment of libel.—Ibid. 

(Circuit Court of Appeals, Ninth Circuit.) Mere knowledge 
by carrier at time of delivery that there is shortage in cargo 
does not meet requirement that claim for short delivery should 
be presented in writing within three days.—The Natal-Damp- 
rol pean Orient vs. W. R. Grace & Co., 14 Fed. Rep. 
2 82. 

Stipulation in bill of lading that claim for loss or damages 
Must be presented within three days after discharge of cargo 
held valid, if reasonable.—Ibid. 

Compliance with provision of bill of lading that claim for 
Short delivery be presented in writing to agents of ship at port 


THE TRAFFIC WORLD 


1069 


of discharge within three days after steamer finished discharging 
held not condition precedent to recovery, where carrier had full 
knowledge of shortage at time of discharge, and consignor and 
its vendee did not know thereof.—Ibid. 

Duty to give notice of shortage for loss of goods shipped 
but not delivered held to rest on consignor.—Ibid. 

Where bill of lading showed larger shipment than was de- 
livered, evidence held insufficient to sustain carrier’s burden 
to show it was erroneous, or that vessel delivered all cargo 
which she received.—Ibid. 

Rule that findings of fact are entitled to great weight on 
appeal is modified, where they are based wholly on depositions. 
—TIbid. 

(District Court, S. D., New York.) While averment that 
claims against a vessel are in excess of her value and her pend- 
ing freight is not essential to give the court jurisdiction of suit 
for limitation of liability, the statute may not be invoked unless 
there is a possibility of thereby limiting the owner’s liability.— 
The Aquitania, 14 Fed. Rep. (2d) 456. 

(District Court, E. D., New York.) Charterer held liable for 
injury to scows which were anchored to a stake boat in an 
exposed place, where they were allowed to remain for more than 
twenty hours after commencement of a gale, which finally caused 
them to go adrift, when they could have been removed at any 
time to a safe harbor nearby.—Waldie vs. Henry Steers, Inc., 
14 Fed. Rep. (2d) 477. 

Charterer of scows in charge of masters employed by owner 
is liable for their injury only on proof of negligence.—Ibid. 

Breaking adrift of scows left anchored for more than twenty 
hours during a gale cannot be held inevitable accident.—Ibid. 

Breaking of underwater U-bolt in concrete anchorage block, 
not inspected for eight months, not inevitable accident.—lIbid. 

(District Court, E. D., New York.) Contract of exemption 
from liability for negligent towing is valid——The Mercer. O’Boyle 
et al. vs. Pennsylvania R. Co. et al., 14 Fed. Rep. (2d) 488. 

Bareboat charter of boat without motive power constitutes 
demise and makes charterer owner pro hac vice.—lIbid. 

If notice to bareboat charterer of boat without motive power, 
that towing would be done at risk of tow, injured to benefit of 
tug owner, it would not be liable even to owner of boat.—Ibid. 

Notice by Director-General of Railroads to charterer of 
barge, that all towing would be at risk of tow, did not continue 
in effect after federal control ceased, and enter into subsequent 
contract of towage by railroad company, owner of tug, unless 
made part of contract by reference or statute.—TIbid. 

Transportation act 1920, section 208, continuing in force 
“rates * * * and practices,” held not to continue for benefit 
of railroad company, owner of tug, notice of Director-General of 
Railroad that towage would be at risk of tow (Comp. St., section 

100714 D).—Ibid. 





Miscellaneous Decisions 


| Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter } 
System, published by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) | 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Florida.) In a proceeding in mandamus 
to require the application by a carrier of intrastate rates in 
transporting certain commodities, averments in an answer by 
the carrier that certain courts and commissions had held the 
transportation of like commodities under similar circumstances 
to be an interstate activity constitute no defense.—State ex rel. 
Burr et al., State Railroad Com’rs vs. Seaboard Air Line Ry. 
Co.; Same vs. Atlantic Coast Line R. Co., 109 Sou. Rep. 656. 

The sufficiency of a return (or answer) to an alternative 
writ of mandamus may be challenged by a motion for a peremp- 
tory writ.—lIbid. 

When the defense consists of matters in confession and 
avoidance, the return must aver in detail every fact necessary 
to establish the avoidance.—Ibid. 

When certain commodities, like petroleum and petroleum 
products, which are transported in bulk, come into the state 
on an interstate movement, whether the subsequent movements 
of such products from the receiving point in the state to other 
points in the state are movements in interstate or intrastate 
commerce must be determined by the essential character of the 
commerce, and not by the billing or forms of contracts.—Ibid. 

When crude oil is pumped from tank steamers, which bring 
it into the state, into tank cars on the railroad tracks to be 
carried to the places to which it was originally intended by 
the shippers it should be taken, the last leg of the journey is 
not made an intrastate movement because a business agent of 
the shipper at the port of entry supervises the transshipment 
and rebilling of the commodity.—Ibid. 

The mere existence of business agencies of oil companies 
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at ports of entry, to which crude oils and gasoline are brought 
in interstate movement, is not the determining factor which 
converts the movement, which began in interstate commerce, 
into an intrastate movement.—lIbid. 

The cause and purpose of the delay of the petrodleum prod- 
ucts, brought into the state in interstate movement, at the ports 
of entry, to which they are first consigned are the factors by 
which it may be determined whether reshipments of the prod- 
ucts at the ports of entry from storage tanks and warehouses, 
into which the products have been stored, is or is not a con- 
tinuation of the original interstate movement.—lIbid. 

An answer or return to an alternative writ of mandamus 
to require railroad companies to apply the intrastate rates in the 
transportation of petroleum oil and petroleum products in this 
state is insufficient as a defense which does not deny the allega- 
tions of the alternative writ as to ownership of the products 
arriving at the ports to be in the shipper company; and that 
storage at the ports of entry is for the convenience of the ship- 
per and subsequent disposition of the commodity; that all or 
any portion of it may be resold and diverted from its original 
destination; that it is held at the storage tanks by the com- 
panies for their profit by sales to customers with whom at the 
time of original shipment they have no contract.—lIbid. 

A return to a sufficient alternative writ of mandamus must 
state all the facts relied upon by the rspondent with such pre- 
cision and certainty that the court may be fully advised of all 
the particulars necessary to enable it to pass upon the suffi- 
ciency of the return; and its statements cannot be supplemented 
by inference or intendment.—lIbid. 

Great strictness of pleading is required in returns which set 
up matter of confession and avoidance.—Ibid. 

A general denial in an answer in mandamus may be quali- 
fied or explained by the positive averments of the answer.—Ibid. 

In mandamus proceedings, by moving for a peremptory writ 
on the pleadings, the relators admit the truth of the well-pleaded 
averments of facts that are contained in the answer of return, 
but do not admit asserted conclusions that are not sustained by 
facts stated in the answer or return.—Ibid. 

Where the allegations of an alternative writ of mandamus 
show that the shipments to which an intrastate rate is com- 
manded to be applied are intrastate shipments, and the answer 
to the alternative writ avers conclusions that the shipments are 
interstate shipments, but does not state facts that clearly show 
the shipments to be in fact and in law interstate and not intra- 
state shipments, such answer is not a good defense to the issu- 
ance of a peremptory writ.—Ibid. 


In mandamus, neither a demurrer to the answer nor a mo- 
tion for the peremptory writ, the answer notwithstanding, admits 
either conclusions of law or conclusions of fact not sustained 
by facts properly alleged.—Ibid. 

Although a motion for peremptory writ, the answer notwith- 
standing, is equivalent to a demurrer to the answer in the sense 
that each of those pleadings involves a determination of the 
sufficiency of the answer and admits the truth of all matters 
pleaded therein, the orders entered on these pleadings are essen- 
tially different in character.—Ibid. 

A demurrer to an answer in mandamus contemplates an 
interlocutory order either sustaining or overruling the demurrer; 
and, if the demurrer is sustained, leave to amend may be al- 
lowed in due course.—Ibid. 

A motion for peremptory writ of mandamus, notwithstanding 
the answer, contemplates a final order either quashing or dis- 


missing the alternative writ or granting the peremptory writ.— 
Ibid. 


While, upon due applications, amendments of pleadings 
should be allowed to further the ends of justice, yet they should 
not be allowed when not duly applied for, or where the issues 
that were deliberately made have been finally adjudicated on 
full submission, or when the amendments can serve no useful 
purpose.—Ibid. 

Averments, in proposed amended answers, that petroleum 
products are shipped by tank steamers from other states or 
countries to Florida ports and there unloaded into permanent 
storage tanks owned and maintained by the shippers, and that 
the shippers know and intend from the inception of the shipment 
in other states or countries that nearly all of each cargo will 
be reshipped in tank cars from the shipper’s permanent storage 
tanks at the Florida ports to interior Florida points, for the 
shippers’ purpose of filling yearly contracts with the shippers’ 
customers and of supplying distributing stations at interior 
points, do not show the shipments from the shippers’ permanent 
storage tanks to be interstate and not intrastate shipments, 
particularly when the alternative writs allege, and the answers 
do not deny, that the shipments to interior Florida points from 
the shippers’ permanent storage tanks at the Florida ports are 
made as orders therefor are received by the shippers from their 
agents or customers.—Ibid. 

When oil is transported in tank steamers from other states 
or countries to Florida ports and there unloaded into permanent 
storage tanks, owned and maintained by the shippers, for the 
purpose of reshipment as orders are received, and not for the 


THE TRAFFIC WORLD 





Vol. XXXVIII, No, y 


purpose of promoting the safe or convenient transit in ¢ 
ous interstate movement, such reshipment from perm 
age tanks at the ports to interior Florida points is 
and not interstate transportation.—lIbid. 

(Supreme Court, Westchester County.) Bus company Whic) 
submitted bid for operation of bus routes, though interested jy 
taxapayer’s action to restrain city from granting consents, wa 
not a proper or necessary party thereto under civil practice act 
sec. 193, as amended by Laws 1922, c. 624, and Laws 1933 ; 
250, and was not entitled to intervene, under subdivision 3, be 
applicant’s counsel will be heard as amicus curiz.—Yonkers p 
Co. vs. City of Yonkers et al., 217 N. Y. S. 685. 

(Supreme Court, Westchester County.) Railroad helg eh. 
titled as taxpayer, under General Municipal Law, sec. 51, ang 
also because of threatened competition, to sue to restrain ¢ij 
from granting franchises to operate bus routes.—Yonkers } 
Co. vs. City of Yonkers et al., 217 N. Y. S. 686. 

Objections to sale of franchises for bus routes in city, }jj, 
gated but not specifically disposed of on appeal, held overrylgj 
by necessary implication.—Ibid. 

Under Second Class Cities’ Law, sec. 37, Public Servi 
Commissions’ Law, sec. 53, as amended by Laws 1921, c¢. 13 
sec. 33, and Transportation Corporations’ Law, sec. 25, as addej 
by Laws 1913, c. 495, sec. 1, and amended by Laws 1915, c. 6¢7, 
sec. 1, and sec. 26 added by Laws 1915, c. 667, sec. 2, ang 
amended by Laws 1919, c. 307, common council has no discretioy 
to refuse to grant franchise to operate bus route to highegs 
bidder complying with its regulations as to security, and ord. 
nance reserving right to reject any and all bids was illegal: 
but illegality furnished no basis for enjoining granting of frap. 
chise in taxpayer’s action under General Municipal Law, sec. 5}, 
—Ibid. 

By bidding under ordinance relating to sale of franchise 
to operate bus routes, bidder, as matter of law, accepts conditions 
of ordinance so far as legal, even in absence of provision to that 
effect.—Ibid. 

Provision of ordinance for sale of bus routes, requiring op. 
erators to agree not to claim that any provisions of contract are 
ultra vires, unreasonable, or void, held void as against public 
policy.—Ibid. 

Where illegality of some of the terms of proposed contract 
to operate bus routes contained in ordinance was clear, held such 
illegality furnished no basis for restraining sale of routes, under 
Public Service Commissions Law, sec. 53, as amended by Laws 
1921, c. 134, sec. 33, Transportation Corporations Law, sec. 25, 
as added by Laws 1913, c. 495, sec. 1, and amended by Laws 
1915, c. 667, sec. 1, and sec. 26 added by Laws 1915, c. 667, sec. 
2, and amended by Laws 1919, c. 307, and Second Class Cities 
Law, sec. 37.—Ibid. 

Under Second Class Cities Law, sec. 37, provision of pro- 
posed contract to operate bus routes contained in ordinance for 
sale of franchise, under Public Service Commissions Law, sec. 
53, aS amended by Laws 1921, c. 134, sec. 33, Transportation 
Corporations Law, sec. 25, as added by Laws 1913, c. 495, sec. 
1, and amended by Laws 1915, c. 667, sec. 1, and sec. 26 added 
by Laws 1915, c. 667, sec. 2, and amended by Laws 1919, ¢. 
307, which gave privilege of renewal for additional ten years 
on payment of certain compensation, held not objectionable as 


granting additional franchise without sale at public auction— 
Ibid. 


Provision of ordinance for sale of bus routes, under Public 
Service Commissions Law, sec. 53, as amended by Laws 1921, 
ec. 134, sec. 33, Transportation Corporations Law, sec. 25, as 
added by Laws 1913, c. 495, sec. 1, and amended by Laws 1915, 
c. 667, sec. 1 and sec. 26, added by Laws 1915, c. 667, sec. 2, and 
amended by Laws 1919, c. 307, and Second Class Cities Law, sec. 
37, giving city after end of franchise period right of recapture 
for municipal ownership and operation or otherwise, held not 
invalid as against contention that duration of franchise and 
compensation was indefinite and uncertain at time of bidding. 
—Ibid. 

Provision of proposed contract for operation of motor bus 
routes, under Public Service Commissions Law, sec. 53, as 
amended by Laws 1921, c. 134, sec. 33, Transportation Corpora- 
tions Law, sec. 25, as added by Laws 1913, c. 495, sec. 1, and 
amended by Laws 1915, c. 667, sec. 1, and section 26, added by 
Laws 1915, c. 667, sec. 2, and amended by Laws 1919, ec. 307, 
and Second Class Cities Law, sec. 37, contained in ordinance 
relating to Sale thereof at public auction, requiring successful 
bidder to agree to summary forfeiture by city in case of default, 
without proceedings at law or equity, if viewed as attempted 
waiver by franchise holder of right to resort to courts, is void 
as against public policy.—Ibid. 

Provision of ordinance for sale of bus routes, under Public 
Service Commissions Law, sec. 58, as amended by Laws 1921, 
c. 134, sec. 33, Transportation Corporations Law, sec. 25, as 
added by Laws 1913, c. 495, sec. 1, and amended by Laws 1915, 
c. 667, sec. 1, and section 26 added by Laws 1915, c. 667, sec. 2, 
and amended by Laws 1919, c. 307, and Second Class Cities Law, 
sec. 37, requiring successful bidder to operate route or portion 
of route for which certificate of convenience and necessity 
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E cnould thereafter be granted by Public Service Commission, held 


ne invalid because successful bidder cannot know exact route 
which he will be ultimately permitted to operate.—Ibid. 
(District Court, E. D., North Carolina.) An importer of 
itrate of soda, bought in Chile and brought from there in char- 
ono" ships, received delivery at Wilmington, N. C., which was 
va place of business. On arrival the nitrate was stored or 
delivered from the dock to purchasers to whom quantities had 
peen resold; all contracts of resale providing for delivery at 
wilmington. Purchasers, either from store or dock, reshipped 
by rail on new billing to various manufacturers of fertilizer or 
jealers to points both within and without the state. Held, that 
such reshipments were not in continuance of the foreign ship- 
ment, nor being within the intention of the importer, whose pur- 
pose Was fully subserved on delivery to him at Wilmington, but 
were new and independent movements, with which the importer 
had no concern, and that where such a reshipment was to a 
point within the state, it was an intrastate shipment, and subject 
to established local rates—Seaboard Air Line Ry. Co. et al. b. 
Lee et al., 14 Fed. (2d.) Rep. 439. 


over 


SUPREME COURT ACTION 


The Supreme Court of the United States, November 1, 
granted a petition for a writ of certiorari to the United States 
Circuit Court of Appeals for the Eighth Circuit in No. 577, St. 
Louis‘San Francisco et al., petitioners, vs. E. B. Spiller et al. 
The Circuit Court of Appeals reversed an order and decree en- 
tered by the District Court of the United States for the eastern 
district of Missouri, dismissing petitions seeking to establish as 
preferential claims against the St. Louis-San Francisco Railroad 
Company based on orders of reparation made by the Commission 
in respect of freight charges collected on interstate shipments of 
cattle. The Court of Appeals issued instructions that judgment 
be entered in favor of the claimants and that their claims should 
be preferred and applied against the property of the St. Louis- 
San Francisco Railway Company, successor to the railroad 
company. 

The Supreme Court also granted a petition for a writ of 
certiorari to the United States Circuit Court of Appeals for the 
Eighth Circuit in No. 529, H. L. Eveland et al., petitioners, vs. 
Chicago & North Western, involving the assessment of the North 
Western’s property in the state of South Dakota, for taxation. 

A petition for a writ of certiorari in No. 558, Virginian vs. 
United States of America, owner of the tug Barrenfolk, to the 
Circuit Court of Appeals for the Fourth Circuit, was denied. The 
lower court held the Virginian liable for damages on account 
of sinking of the tug at Norfolk, Va. 


In No. 571, Texas & New Orleans vs. J. J. Cammack, a 
personal injury case, the court denied a petition for a writ of 
certiorari. 


RECORD COAL SHIPMENTS 


“Bituminous coal shipments are the largest this fall that 
they have been at this season of the year in the past five years,” 
says the car service division of the American Railway Associa- 
tion in a statement, continuing as follows: 


This heavy fall movement is being handled by the railroads with- 
out transportation difficulties, however, the railroads for the week 
ended on October 16 having had a daily average of 16,453 surplus 
open top cars in serviceable condition. A few local car shortages 
in isolated instances have been reported but these have been of 
short duration. 


From September 1 to October 16 this year, loading of bituminous 
coal totaled 1,423,135 cars, or 81,183,000 tons, an increase of 50,614 
cars or 3,802,000 tons over the same period last year. For the week 
ended on October 16, bituminous coal loadings amounted to 217,478 
cars or 12,376,000 tons, which exceeded the corresponding week in 
any of the previous five years. : 

From September 1 to October 16 this year, loading of anthracite 
coal totaled 273,226 cars or 14,367,000 tons. For the week ended on 
October 16, it amounted to 41,087 cars or 2,093,000 tons, the highest 
for the same week in any year since 1917. 

Movement of coal by water to points on the great lakes has been 
especially heavy this year, bituminous coal dumped into vessels at 
Lake Erie ports totaling 24,270,937 tons from January 1 to October 16. 
Bituminous coal dumping this year exceeds the corresponding period 
last year by more than 2,000,000 tons. 

Shipment by rail of anthracite coal to New England is now the 
greatest in six years, for the week ended on October 9 it having 
amounted to 23,184 cars. This brought to 123,870 cars the_total an- 
+ ange shipments sent by rail to New England since January 1 

S year. 

All rail bituminous coal shipments to New England from January 
1 to October 9 this year total 116,710 cars, which exceeds the cor- 
responding period in both 1925 and 1924. For the week of October 
oo bituminous coal movement to New England amounted to 17,- 

3 cars. 
. There was also 8,345,670 gross tons of coal shipped by water to 
New England from January 1 to October 1. 

More bituminous coal is now being exported from Atlantic ports 
than at any time in the last ten years. This increased demand for 
American coal has been stimulated by the strike of English miners. 
During September bituminous coal dumped into vessels at North 
American ports for export totaled 2,472,547 gross tons. This brought 
to 10,859,847 tons bituminous coal exports for the first nine months 

S_vear. 

The increase in bituminous coal production for the period Septem- 
ber 1 to October 16 over same period of 1925 approximates very 
closely the total volume exported during the same period. 
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CANADIAN CAR LOADING 


Car loadings for the week ended October 23 fell 3,184 cars 
from the high record made the previous week. Grain loading 
in both divisions was lighter, the total decrease being 1,757 
cars. Miscellaneous freight was lighter in both east and west, 
being down 924 cars. Lumber decreased 244 cars, pulpwood 
376 cars, while live stock and ore showed increases. 

Compared with the corresponding week in 1925 total load- 
ings increased 5,463 cars. Miscellaneous freight showed a de- 
crease of 342 cars and live stock of 78 cars, but all other 
commodities were higher, the largest gains being grain 2,796 
cars; merchandise 1,339 cars; and coal 1,100 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


—For the Week Ended— 
Oct. 23, Oct. 16, Oct. 24, 
1926 1925 











































Commodities 1926 
Grain and Grain Products...........cccece 4,095 4,396 4,210 
eo eee Ceeceeesecns eccccee§ 1,546 1,494 1,443 
MEE auwecinewweeeeneew veewewos coccccccccce 5,406 5,882 4,066 
PP iawicncnsee eee dw seneeweeceuen 0660+ 06-00 386 394 399 
RED “c.cca aceamib@teeemmnecueser ccccccee 2,000 2,889 2,716 
erence en eseee 2eeee 1,744 1,167 
Pulp and Paper........ rere ee ecoos BEE 2,123 1,965 
Other Forest Products. ....cccccccccccce oo: 2, pet 1,377 1,443 
alti eeGih tale Webdee eee eseewes aw ee 1,287 1,147 1,091 
Merchandise, L. C. L..........- v1weew~ws-e « 13,290 13,396 12,181 
EE ee en 13,379 14,174 13,520 
DOC Care DOGG oi occscviwssieviesese 47,456 49,016 44,201 
Total Cars Received from Connections 36,318 33,966 31,598 
WESTERN CANADA 
Grain and Grain Products............... - 17,084 18,540 14,173 
Live Stock........ NEES EERE RL Rene eine coos. %,608 1,423 1,795 
ee - $8,495 3,446 4,105 
ES PERCE e 0 67 
pS ee ree a: . = 939 963 921 
Ke Shiiemetaiiecinseaencevuele ene ununeewr 68 176 136 
Pulp and Paper........ sean seeeee jeeees 127 192 192 
Other Forest Products... ..ccccccccccces eo 1,471 1,686 1,534 
cise tith a wctiinnsumiaaiackiendee Cane @ewe oe 821 798 628 
Ce ae ee eer 4,666 4,569 4,436 
SINS Gb 5 oss SOEs RC sNees venus Ses 4,202 4,331 4,403 
po a eer 34,567 36,191 32,359 
Total Cars Received from Connections 3,545 3,395 3,747 


TOTAL FOR CANADA 



















Grain and Grain Products............se.. 21,179 22,936 18,383 
EAVS BWSR ec cgccccccccece SHC CO RON eccceee 0,160 2,917 3,238 
REED -2.06Gciseuviewreerweuswdewa wens scews ‘BnEL 9,328 8,171 
COKe ...c00- i oe ae sibheiene 466 461 435 
Lumber .. ee ee esee 3,608 3,852 3,637 
Pulpwood ....... 1,544 1,920 1,303 
Pulp and Paper........ 2,138 2,315 2,157 
Other Forest Products. e 3,012 3,063 2,977 
ee ey ee 2,108 1,945 1,719 
Merchandise, L. C. L..........00. esicscese Liguee 17,965 16,617 
fee s« Seauee 18,505 17,923 

PWeUel Care TRG. <ccccscevccesscecss 82,023 85,207 76,560 

Total Cars Received from Connections 39,863 37,361 35,345 

CUMULATIVE TOTALS TO DATE 
1926 1925 

Grain and Grain Products............ wenie 346,713 329,185 
EAVS BOOK .ccccccccccese Sue anieiere wel eaeaes 90,148 99,405 
CIE 0.5000 bswtvensiueoneuectonyes eccccccee e 244,824 165,408 
COORG soso Sicdaleigabause arene sines ion esr saecwelnee 15,377 11,985 
LUMADE? ccocvecccce (eee evioneeeeneeeTe —_ 153,564 151,263 
Pulpwood ...... ceases IRE EEA RS 2 906600000 112,893 108,508 
Pulp and Paper........... paatG aaa 100,174 85,677 
Other Forest Products.cccccccsccccccccese 130,152 118,307 
CNN ts kinigtane saad ane GareNw.4ecieer- oe wows 73,377 59,358 
Merchandise, L. C. L.......... cates Gian 688,404 644,117 
MiscellaneouS......sseceses- Pa eewewnseewer 602,209 540,852 

TOC Care THORS 6 ccic06cs00escc00-0% 2,557,835 2,314,065 

Total Cars Received from Connections 1,566,484 1,397,417 


OPERATING STATISTICS 


The statement of operating revenues and expenses of Cana- 
dian railways for August shows that the railways are continuing 
to make substantial improvement in both gross and net oper- 
ating revenues over previous years. Gross revenues were higher 
than for August last year by $2,769,898, or 7.2 per cent, and 
were also greater than in any previous August. Net revenues 
increased by $780,764 over 1925 in spite of increases of mainte- 
nance of way and structures of $869,006, of 12.8 per cent, in 
maintenance of equipment of $638,177, or 9.9 per cent, and 
smaller increases in other operating expenses. 

Freight traffic has been heavy since the first of the year 
and was particularly so in June, July, and August, but passenger 
business has shown little improvement. The number of pas- 
sengers carried up to the end of August was slightly greater 
than last year but less than in 1924, 1923, or 1922. Passenger 
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miles made a better showing and passenger revenues were 
$1,825,566 above last year’s, although less than for the eight 
months of 1924 and 1923, but they did not show as large a 
seasonal increase in August over July as in previous years. 

Freight train revenues increased 16 cents per train mile 
and gross tonnage increased 67.5 tons. The revenue tons were 
greater by only 1.9 tons per train mile, but the average receipts 
per ton mile were higher by .032 per cent. This was the result 
of increases in merchandise and other high-class freight as 
shown by weekly car loading reports. Passenger train revenues 
showed a decrease in earnings of 12 cents per mile for a de- 
crease of 10 passengers per train mile. 

For the eight months gross revenues were greater than in 
1925 by $32,341,837, and net operating revenues by $20,021,409. 

On the Canadian National Railways gross revenues were 
higher than in 1925 by $1,112,623, or 6.3 per cent. Freight reve- 
nues increased by $1,299,040, but passenger revenues declined by 
$227,250 and mail and other passenger train revenues also showed 
decreases. Maintenance of way and structures’ expenses in- 
creased by $476,877, or 12.4 per cent; maintenance of equipment 
showed only a slight increase, and transportation expenses 
showed a small decrease despite the increase of 9.3 per cent in 
gross ton mileage, 7.9 per cent in freight train mileage, and 3.8 
per cent in passenger train mileage. Net operating revenues 
increased $394,035, and the operating ratio was reduced by 1.47 
points. There was a small decrease in the revenue tons per 
train mile, but an increase in gross tons and also in revenues, 
the latter decreasing 19 cents per train mile, while passenger 
revenues per train mile decreased 24 cents. 

The lines in the United States showed an increase in net 
revenues of $178,636, the whole of it being earned on the Grand 
Trunk Western lines, the Duluth, Winnipeg & Pacific showing 
a smaller net revenue and the New England lines a deficit of 
$41,522, as against a surplus of $8,965 last year. 


For the eight months ending August, the Canadian lines 
show an increase in net revenue of $10,207,955 and the entire 
system an increase of $12,442,382. 

The Canadian Pacific increased gross revenues $1,235,701, 
or 8 per cent, and increased operating expenses $1,030,218, or 
9.2 per cent, over August, 1925, maintaining practically the same 
operating ratio, 72.96 per cent, August, 1925, being 72.14 per 
cent. Passenger revenues decreased $275,387, or 6.7 per cent, 
for a drop of 15.8 per cent in the passenger miles, but freight 
revenues increased $1,393,284, or 15.3 per cent, and mail, 
express and other revenues were all over those of 1925. The 
largest increases in operating expenses were $330,660 in main- 
tenance of way and structures and $453,928 in maintenance 
of equipment. Total maintenance expenditures to the end of 
August were slightly below those of 1924, but above 1925 and 
1923. 

The net operatnig revenue has been greater each month in 
1926 than for the corresponding months in 1925, 1924, and 1923, 
and at the end of August amounted to $22,719,692, as against 
$15,393,121 in 1925; $15,189,382 in 1924, and $12,903,639 in 1923. 


CANADIAN RAIL EARNINGS 


Both the Canadian National and Canadian Pacific railways 
made a record in earnings in September and, in the case of 
the Canadian Pacific, this created some surprise, as, after a 
large increase the first week of the month, there were decreases 
in the other three. On the Canadian Pacific, gross of $18,875,404 
was $33,667 below that of September, 1925, but highest of any 
month since last December, while net earnings for the month 
of $6,448,823 were the best of any month since October, 1925. 
The September result brings the nine months showing of net 
to $28,632,021, being the best since 1917. Gross for the same 
period was $137,331,784, only exceeded by the year 1920. The 
following is the statement for September and the nine months: 


September 











1926 1925 
WN ciao Ho aw dea iediae ded eaienion $ 18,875,404 $ 18,909,971 
ee or rrr 12,426,580 12,641,452 
BOS. Sisiecdea et aewancneeadaniewaememer $ 6,448,823 $ 6,267,619 
Nine months 
I ae irakegud Sica Os cs uchias  acancins @ Seo. Siw wid ew ere Ratna $137,331,784 $124,674,088 
WOORMENE GEIGER: oiicicsiccicecscccvsccvces 108,699,763 103,038,166 
RE Riedl retin Olas a iecxtatias seca $ 28,632,021 


$ 21,635,921 

On the Canadian National the net earnings for the nine 
months ending with September were $25,743,334, as against 
$12,325,762 for the same period in 1925, an increase of 13,417,571 
or 108.86 per cent. This is the largest net shown for a similar 
period since the amalgamation in 1922. For September gross 
earnings were $23,712,951, the largest total since 1922. This, 
compared with gross of $22,606,263 in 1925, is an increase of 
$1,106,688. 

Working expenses in September, 1926, totaled $18,797,691 
as compared with $18,666,192 for September, 1925, an increase 
of only seven-tenths of one per cent. Net earnings for Septem- 
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ber were $4,915,259, compared with $3,940,070 in Se 
1925, an increase of $975,188 or 24.75 per cent. 

For the nine months gross earnings were $189,496 
pared with $169,268,260 for the 1925 period, an increase of $2) 
228,032. The working expenses for the nine months of 19% 
were $163,752,957, an increase of $6,810,460, or 4.34 per cent 

In September the operating ratio was 79.27 per Cent, the 
lowest recorded in any September since the amalgamation 
1922. The ratio for the nine months was 86.41 as Compare 
with 92.72 last year. The improvement in operating ratio vil 
be seen by the following summary of results in the nine mont) 
periods for five years: ; 


Ptembe 








»292 Con. 


Net Earnings 














Oper. Rati 
MN it ak as Sci a ls eats ee ae $ 581,216 99 4 
1923... 0 eeeveeeeeeeseeeeeeeeeeeeeeeeees 6,929,695 96.5 Furth: 
a ee we checked P 
___ ER Rn RM RAIN SOAR eR ORAL 25,743,334 Ka cena 
Traffic earnings of the Canadian Pacific Railway for ty wa serv 
week ending October 21 were $5,084,000, as compared With charterer’ 
$4,508,000 for the corresponding week of last year, an increag for esse! 
of $576,000. Earnings of the Canadian National for the sam DesP 
period were $6,299,542, as compared with $6,050,783, an increag have bee 
of $248,759. at 45 shi 
—— gulf to § 
CANADIAN RAIL WAGES oon 50. 
The Trafic World Ottawa Bure, fe Guit to 
The Board of Conciliation appointed to investigate the wag feet, CO! 
dispute between the Canadian National Railway and the Cana also sh¢ 
dian Pacific Railway and their conductors, trainmen, and yari. for bun! 
men has made a report recommending that there be no increag It is 
in wages to the fifteen thousand men concerned. A minority J strenst 
report by the member of the board representing the employe; the out 
recommends, among other things, that the six per cent increase cargo 1 
awarded by the United States Labor Board to similar employes fe at tarif 
two years ago be adopted in Canada. first at 
The majority report deals with the contention of the em. With | 
ployes’ representative that “certain railroads in the United trades, 
States having since 1921 granted an increase of pay to their sailing 
employes (commonly called the six per cent increase) the Cana J with f 
dian railway companies should in fairness have granted similar It 
increases.” This argument, says the majority report, has rele. recent 
vancy to the situation that arose in the United States following & o De 
the adoption of the McAdoo award, but it points out that con B have 
ditions have changed since that award was made. The United or fo 
State railways, it says, have passed from government control I 
to their owners, and the body which had control of the fixing of gene! 
rates at the time of the McAdoo award has gone out of existence. bean 
“The conditions which in the United States permit of the Dece 
added cost of increased rates of pay being met by compulsory — per 
increases of freight rates do not extend to or exist in Canada,” — until 
the report says. “From any evidence submitted to this board J fiat 
there does not seem to be any obligation upon the railway com- — next 
panies of Canada to follow changes of rates of pay in the United — tari! 
States.” > the 
The report states that the cost of living in the United States, B 
according to statistics, was higher in comparison with pre-war B tin 
conditions in July, 1914, than in Canada. Also the six per cent — ste 
increases there involved certain changes in rules that were a 31; 
agreed to by the employes of the United States railways. “No — tiv 
changes in rules are under consideration by the present board, Fer 
as it has to consider only increased rates of pay,” says the re 9 tio 
port. “On a careful review and consideration of all the evidence, FF fe 
statements and arguments, we are unable to conclude that, ac- 
cording to the merits and substantial justice of the case, there Fo, 
should at this time be any increase of pay to the present ap- 7 R 
plicants.” i 
The minority report says one of the grounds on which the fF ° 
application for increased wages was made is that, prior to the te 
war, they were receiving more pay than similar employes in FB) 
the United States. This differential has been wiped out and 


they say it should be restored. Another of the employes’ claims 
is that rigorous climatic conditions in Canada create a higher 
living cost and increase the element of hazard as compared with 
similar employment in the United States. They also contend 
that, since 1921, wages for similar kinds of work have increased, 
while their wages have remained stationary. They say that 
increased earnings and improved financial conditions of the 
railways warrant the inncrease if earnings are to be considered 
as a factor. 

In addition to the restoration of the differential in favor of 
Canadian employes, the minority report recommends that the 
six per cent increase be adopted in Canada, and that the deci- 
sion, when given, of the United States Labor Board on the ques- 
tion of the adoption there of the rates of pay in question in this 
dispute be adopted in Canada. 
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ROUYN RAILROAD TO OPEN 


The railroad into the Rouyn gold fields, running from 
Taschereau on the Cochrane-Quebec main line of the Canadian 
National, 44 miles, has reached Rouyn and will shortly be de- 
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jared open for traffic by the Board of Railway Commissioners. 
ne line has been under construction for a year, and was com- 
pleted exactly on schedule time. As the steel laying gang ad- 
anced, construction crews of the Canadian National Telegraphs 
followed, stringing telegraph and telephone wires. A daily 
ervice will be maintained between Rouyn and Taschereau, and 
one of the first services of the line will be to transport large 
quantities of heavy material for the construction of a smelter 
on the Noranda mine. 


OCEAN FREIGHT RATES STRONG 
The Trafic World New York Bureau 


Further rapid advances in full cargo rates have been 
checked principally by lack of coal supplies at tidewater. The 
jemand abroad for fuel is undiminished, but the combination 
of a shortage of ships and decreased supplies ready for loading 
have served to restrain activity. As a result of this situation 
charterers are proceeding cautiously and have not been bidding 
for vessels as insistently as a week ago. 

Despite this brake on operations, several new high records 
nave been established. Fixture of a ship is reported in London 
at 45 shillings a ton for November shipment of coal from the 
guif to Santander, another from Baltimore to the United King- 
dom at $8.90 a ton from Hampton Roads to the United Kingdom 
at $8.50. It is reported also that a lumber charter from the 
Gulf to the River Plate was completed at $25 for 1,000 board 
feet, comparing with $14 during the summer. Oil tankers are 
also showing the result of an increased demand for fuel oil 
for bunkers, and the market is practically bare of tankers. 

It is now evident that steamship owners expect the existing 
strength in rates to run well into the new year, regardless of 
the outcome of the British mine strike. Apart from the full 
cargo market, shippers on regular liners are now contracting 
at tariff rates, including the recent 15 per cent increases, for the 
first quarter of the year and in some instances for six months. 
With tramp vessels engaged actively in the coal and grain 


' trades, consignments on berth liners have increased, and ships 


sailing from New York and other Atlantic parts are departing 


' with full holds. 


It is announced that the 15 per cent advance in rates made 


recently by lines to west Italy will become effective on the first 
» of December instead of the first of the year. 


Conferences which 


> have not yet raised their tariffs will meet within the next three 
' or four weeks, and further increases are anticipated. 


Individual changes made by the freight conferences have 


> generally been upward. The United Kingdom lines have fixed 
' bean meal in bags 25c per 100 pounds, plus 15 per cent until 


' December 31; 


> next year. 


same during first quarter of 1927 will be 30c 
per 100 pounds without the surcharge. The cattle feed rate 
until the end of the year will be 30c, plus 15 per cent, and a 
flat rate of 35c per 100 pounds for the first three months of the 
It is expected that the existing United Kingdom 


- tariff, plus 15 per cent, will be changed to a flat rate basis on 
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the first of the year. 


Several changes are announced by the Trans-Atlantic, Con- 
tinental Conferences. Matzos to Antwerp, Rotterdam and Am- 
sterdam 80c, and to Hamburg and Bremen 85c, until December 
31; same during January and February 95c, and $1, respec- 
tively, all per 100 pounds. Rice bran 40c, clean in bags 37%4c, 
ground rice hulls or residue in bags 40c, to all of above men- 
tioned ports. Rosin on or under deck, now $16 per 1,000 board 
feet; add $2 per 1,000 board feet for rates to Ghent. 


Lines to Scandinavian and Baltic ports have fixed flour to 
Oslo at 35c, Gothenburg 40c, Stockholm and Norrkoping 42c, 
Reval 40c; sugar to Oslo 35c, and Copenhagen 35c. Copper to 
Oslo and Copenhagen $8 per ton of 2,240 pounds. 

Approval of the present policy of the Shipping Board as 
to contract and non-contract rates on imports and exports will 
be given by the Brooklyn Chamber of Commerce at a hearing 
in Washington on November 10. It is pointed out that at pres- 
ent large shippers of ocean tonnage generally contract at spe- 
cific rates for the handling of their traffic by certain lines. 
These rates are lower than the ordinary ocean tariffs, and the 
Position of the Brooklyn Chamber of Commerce is that if all 
traffic were put on a higher rate plane it might have a tendency 
to restrict the export and import trade. The Traffic Bureau 
of the chamber at the same hearing, will submit plans for 
building up a permanent American merchant marine in accord- 
— the terms of the Jones resolution passed by the 

enate. : 

Reports received here say ships are kept waiting eight days 
at Norfolk to load coal cargoes for export. The huge demand 
for this commodity finds the great coal pockets inside Hampton 
Roads unable to supply the demand. This situation has also 
boosted bunker rates, the latest quotations at Hampton Roads 
being aronud $8.50 a ton, or an increase of approximately 100 
ber cent over pre-shortage figures. It is reported that bunkers 
are hard to get at this price. 

Charter rates on grain between New York and Copenhagen 
reflect the trend of the entire grain market, jumping to more 
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than 40 cents a hundred, whereas the rate before the shortage 
was approximately 16 cents. Berth rates to the United King- 
dom, which were formerly between 8 and 10 cents, are now up 
to 36 cents. 

The movement of Cuban sugar from the south side of the 
island previously was only 14% cents; today it is in the neigh- 
borhood of 22 cents. Rates on crude oil from Gulf ports to 
north of Cape Hatteras have jumped from 30 cents to 36 cents 
a barrel, while rates on clean oil (gasoline) jumped from 32 cents 
to 41 cents a barrel. 

Bunker rates in Liverpool, London and New Castle have 
jumped from 20 shillings or less before the strike to 72 shillings. 
At German coal ports the rates have also advanced, latest avail- 
able figures showing that the former rates of from 15 to 18 
shillings has mounted to 50 shillings. One New York shipping 
man reports that it is necessary for cargo vessels to wait their 
turn in order to pick up bunkers for their homeward voyages. 
This delay sometimes is from six to eight days. 

An indication as to how the British coal strike has helped 
American and foreign shipping is shown by the statement made 
by Joseph Scott, manager of the Transmarine Line, operating 
in the intercoastal trade. Said he: “All surplus ships of the 
Transmarine Line are now employed in the coal carrying or 
general cargo trade.” Heretofore the company had _ several 
freighters laid up because there was no demand for them. 

The rapid increase in both general merchandise and full 
cargo rates has not prevented a shortage of space, with the 
result that large offerings of shipments are now clogging At- 
lantic and Gulf ports. The present situation is now reminiscent 
of war-time congestion. For the first time in six years steam- 
ship lines are no longer begging for cargoes. 

While the United Fruit Company announced last week that 
conditions at Buenaventura had improved sufficiently to permit 
acceptance of shipments again, it is learned now that other lines 
find the situation still serious. The Columbian Line steamer 
Padilla is being operated between the Panama Canal, Buena- 
ventura and Tumaco while the present congestion continues. 

Coastwise shipping rates between Pacific ports in Mexico, 
both by water and over the Southern Pacific Railway, may be 
revised as a result of complaints from steamship companies and 
merchants, who declare it is impossible for them to ship to 
advantage by water from interior points, due to the high rates 
on the branch lines leading to Guaymas, Yavaros, San Blas, 
Topolobampo and Tepio. A study of the matter is being made 
under the supervision of the Bureau of Railways of the Depart- 
ment of Communications. 


MERCHANT MARINE SENTIMENT 


Commissioner Teller, of the Shipping Board, on his return 
to Washington from the hearings held by him and Commis- 
sioner Myers in the western part of the United States, said the 
hearings revealed that the people of that part of the country 
desired a permanent American merchant marine. He said the 
predominating feature of the hearings was that 95 per cent of 
those who testified were for private operation as soon as it was 
possible to obtain that. He said others were for private opera- 
tion, but wished the government to operate the ships until they 
could be operated by private interests. Considerable sentiment 
was found in favor of a subsidy for the merchant marine, the 
commissioner said, adding that it appeared to be the conviction 
of those at the hearings that the people would have to meet 
the bill for the merchant marine or face higher ocean rates 
of the foreign lines that would be made effective once the 
U. S. ships were out of the way. The commissioner said he 
expected the report to the Senate on the merchant marine would 
show that some form of government aid was needed and that 
it would then be up to Congress to act or the boats would have 
to quit. 

In the Shipping Board’s hearing at Denver in connection 
with the Senate’s request for a report as to what should be 
done about the American merchant marine, held by Commis- 
sioners Teller and Myers, October 23, the Denver Chamber of 
Commerce, after favoring a privately owned and operated mer- 
chant marine, proposed a plan for aiding U. S. ships in foreign 
trade. The Chamber would place intercoastal shipping through 
the Panama Canal under regulation of the Commission, provide 
for recovery of excess earnings of lines operating through the 
canal in that trade, and use the fund created out of excess earn- 
ings to aid American flag ships in foreign trade where such 
aid was found to be necessary. In its statement the Chamber 
said: 





In order to determine what method should be used to enable 
American flag ships to compete with foreign flag ships in commerce 
to and from the United States, it is well to consider briefly some of 
the disadvantages under which American flag ships labor at the 
present time. It is a fact generally well known that the materially 
higher cost of ship building in the United States results in greater 
capital charges for necessary insurance and depreciation. It is also 
a fact that although foreign built vessels can be registered under the 
American flag to engage in foreign trade they cannot, by law, be 
used in our coastwise trade and it is therefor essential that Amer- 
— tonnage be equally available in coastwise trade and in foreign 
trade. 
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In our opinion the present provision of law restricting coastwise 
trade to American built vessels should not be changed. ; 

We believe that in order for an American merchant marine to 
successfully meet competition of foreign flag ships, which we under- 
stand generally operate under a subsidy in one form or another, direct 
financial aid should be given but we do most emphatically op ose a 
flat or general subsidy to all American flag ships engaged in foreign 
trade. We understand that there are a number of trade routes which 
can be profitably operated in competition with foreign vessels and in 
such instances subvention is unnecessary. A number of American 
shipping lines engage in costal, intercoastal, and foreign commerce 
and we are of the opinion that the time has arrived when this inter- 
coastal shipping via the Panama Canal, must be subjected to regula- 
tion as to rates, services, etc., by the Interstate Commerce Com- 
mission. It is a known fact that the present unregulated condition 
now obtaining in this intercoastal shipping through the Panama Canal 
is having a demoralizing effect upon the commerce and industry of 
these inland states, is responsible for the present chaotic condition 
of transportation rates by rail and is resulting in rate warfare be- 
tween the boat lines to such an extent, we believe, as to materially 
affect the net earnings of water carriers engaged therein. It is also 
conductive to the upbuilding of coast communities at the expense of 
the inland communities. 

If by placing intercoastal traffic under regulation a substantial 
profit could be shown on this part of the business it would materially 
lessen the need of public aid to such companies as are engaged in 
both domestic and foreign commerce. 

It is our position that this coastwise traffic through the Panama 
Canal be subjected to full regulation by the Interstate Commerce 
Commission and that such regulation be undertaken at once. Proper 
regulation of this traffic, will, no doubt, mean higher carrying charges 
but it will also undoubtedly result in stabilizing conditions to the 
ultimate benefit of industry and to the profit of those shipping lines 
engaged therein. 

It is our firm belief that proper regulation of this intercoastal 
traffic should result in a substantial profit to the end that excess 
profits derived from domestic operations may be recaptured and ap- 
plied. in connection with foreign shipping in substantially the same 
manner as excess profits from rail operations are disposed of under 
section 15-a of the interstate commerce act. 

Shipping interests which are now benefited from low water rates 
through the canal will probably object to any proposal which contem- 
plates the use of profits derived from intercoastal traffic to support 
ships operating on foreign trade routes. In this connection attention 
should be directed to the fact that low rates through the canal are 
possible only because of the expenditure of enormous sums of public 
moneys raised by general taxation. It seems only fair to assume 
that profit earned because of the public investment in the Panama 
Canal, paid for by the public, might properly be used to help maintain 
our ships in foreign commerce for the public benefit. 

We are not alone in our position of demanding regulation by the 
Interstate Commerce Commission of this intercoastal shipping through 
the Panama Canal for we know that the National Association of 
Railroad and Utilities Commissioners is on record as advocating it, 
that many communities throughout the country concur in our views, 
that some members of the Interstate Commerce Commission have 
expressed themselves as favoring such regulation and that a num- 
ber of the steamship compaines favor regulation which will stabilize 
intercoastal shipping. 

The Denver Chamber of Commerce does most respectfully insist 
that regulation of intercoastal traffic through the Panama Canal be 
placed under the jurisdiction of the Interstate Commerce Commission 
and that such recommendation be included in the report of the 


United States Shipping Board in connection with senate resolution 
number 262. 


In a report to the New York State Chamber of Commerce, 
prepared by David T. Warden, chairman of the committee on 
harbor and shipping, the Shipping Board and Congress are urged 
to support legislation to divorce the government from steamship 
operation and to apply the funds now paid as a deficit in opera- 
tions to private steamship owners in an effort to develop a mer- 
chant marine under the American flag. This report, which is 
expected to receive the approval of the chamber, is signed by 
the full committee, including Mr. Warden, Joseph B. Morrell, 
Charles H. Potter, Major Elihu C. Church, Lowell L. Richards, 


Abram L. Burbank, and William Simmons. The report says in 
part: 


Your committee believes that legislation should be passed which 
shall either remove or offset the handicaps of vessels operating un- 
der the American flag. This legislation should take into consideration 
not only American liners but tramp ships. An adequate merchant 
marine must possess an adequate fleet of tramp ships as well as 
sufficient liner services. The tramp ships are necessary to provide 
— to meet the seasonal demands for bulk ocean transporta- 

on. 

The liner service owing to its regularity of sailings, cannot be 
diverted to business outside of that arising along its prearranged 
routes. A large part of the tonnage on the deep seas is carried in 
tramp ships. It includes full shiploads of grain, coal. oil, lumber, 
sugar, nitrate, sulphur, phosphate rock and other bulky commodities. 
Federal legislation must recognize both liner and tramp ship ton- 
nage. 

The government operation of ships has been carried on at con- 
siderable financial loss, and the deficits are made up from funds sup- 
plied by the taxpayers. In this way financial aid is being given to 
a portion of our merchant marine. Far better results would be obtained 
if government operation was discontinued and the money thus ex- 
pended was used to put private operators under the American flag 
on a parity with the operators under foreign flags. 

Your committee, therefore, offers the following resolutions: 

‘Resolved, That the Chamber of Commerce of the State of New 
York favors the building and maintenance of an adequate merchant 
marine for commerce and national security through the use of private 
capital and under private ownership, and is opposed to government 
construction, ownership and operation; and, be it 

“Resolved, That the chamber reaffirms its former belief that 
legislation should be passed to ‘remove the disability hich the 
American merchant marine is now operating under;’ and, be it 

“Resolved, That copies of this report be sent to the President, 
to the members of the United States Shipping Board and the mem- 
bers of Congress when that body again convenes, and the members 
of the committee on harbor and shipping be authorized to appear at 
——w and otherwise to set forth the views expressed in this 
report.”’ 

The chamber has further advocated that government aid should be 
given our merchant marine which shall be sufficient to enable Amer- 
ican vessels to compete with those of other nations. The cost of ship- 
ping construction in American yards is higher than the cost abroad. 
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Also, the operation of American ships is higher, due to the mai 
tenance of a higher standard of wages and subsistence and higher 
costs of repairs, as well as the 50 per cent tax on repairs made abroad 

The high cost prevailing in the American marine industry are 
largely due to provisions of our Federal laws. American vesseis are 
still further at a disadvantage owing to the fact that the SOvernments 
of several foreign nations give direct assistance, in some form » 
other, to the merchant marine operated under their respective figs, 


CURRENT AMERICAN SHIPBUILDING 


On October 1 American shipyards were building or unde 
contract to build for private shipowners 231 steel vessels 4 
268,215 gross tons compared with 215 steel vessels of 263,44 
gross tons on September 1, 1926, according to the Bureay , 
Navigation, Department of Commerce. 

There were 32 wood vessels of 12,743 gross tons building 
or under contract to build for private shipowners during th 


same period compared with 26 wood vessels of 12,148 gross top, 
on September 1, 1926. 


PANAMA CANAL TRAFFIC 


From January 1 to October 15, the War Department sgaij 
this week, there were 4,314 transits of vessels through the 
Panama Canal, and tolls collected aggregated $19,040,459.59 
Should the present daily average of traffic be maintained until 
December 31, 1926, the total transits for 1926 will aggregat. 
approximately 5,500 with toll collections in excess of $24,000,000, 
The greatest traffic through the canal for a calendar year since 
its opening was in 1923 when there were 5,037 transits with 
$22,966,838.18 in tolls collected. 

For the month of September vessels of the United States 
registry led the procession through the Panama Canal. British 


vessels were second, Norwegian ships were third and German 
fourth, as follows: 


No. of 
Nation Vessels Tolls Tons of Cargo 
i a rr 219 $1,095,100.36 1,254,467 
I coat ox os oe ea econ erecn eae Oe 122 556,808.91 573,140 
NE EE OO Ene 22 53,289.39 66,390 
NINE 9 Srey cily: oc aiee ah ones ant on CFs torte 15 52,107.00 58,217 


In the first fifteen days of October, 225 commercial vessels 
and 8 small non-seagoing launches transited the canal. Tolls 
on the commercial vessels aggregated $1,013,171.31. 


FINES AGAINST SHIPS 


Fines levied against ship owners for infractions of regu. 
latory laws of one kind or another were discussed this week 
in a statement issued by the National Merchant Marine Asso- 
ciation. The fines were characterized as a burden on shipping 
because of being too numerous and unreasonable. 

“So far as wilful violations of our laws are concerned, the 
penalties should be made severe; but when the government 
places upon the shipowner the duty to enforce the law and the 
shipowner makes every effort to see that it is not violated, no 
fines should be imposed,” the association said. 


DIESEL SHIP TO GO IN SERVICE 


The Tampa, a Shipping Board vessel that has been con- 
verted to Diesel engine propulsion, will be allocated to the 
American Palmetto Line for the transportation of cotton from 
Savannah, Ga., to United Kingdom ports. The trial trip of the 
ship will be made November 8. It is the first of fourteen 
Shipping Board vessels that will be converted to some form 


of Diesel propulsion at a total cost of approximately $10,000,000 
for the group. 


STATUS OF U. S. SHIPS 

“The United States is now experiencing a practical demon- 
stration of the inestimable value of an adequate American 
merchant marine,” the Shipping Board said in a statement issued 
November 2. Many of the foreign vessels, which usually cafry 
a large part of our foreign trade, are now employed in hauling 
coal to Great Britain and European ports to supply deficiencies 
due to the strike of British coal miners, and the present privately 
owned American merchant fleet can handle only a small part 
of the resulting congestion of other cargo tonnage destined to 
foreign markets. 

“Fortunately the great reserve fleet of the United States 
Shipping Board is available and the board, recognizing the urgent 
necessities of the situation, has transferred upwards of 60 vessels 
of this fleet to active service for use in carrying the tremendous 
volume of American products accumulating at our sea ports. 

“The current report of the Bureau of Research, United States 
Shipping Board on the status and employment of American sea- 
going merchant vessels as of- October 1, 1926, shows that 431 
American general cargo carriers were employed in foreign com- 
merce on that date as against 395 on July 1. Most of the 60 
Shipping Board vessels above referred to were transferred since 
October 1, hence are not included in the number of employed 
vessels shown in this report. The report further states that the 
American merchant fleet of ocean-going steam and motor vessels 
of 1,000 gross tons and over included, on October 1, 2,130 vessels 
of an aggregate gross tonnage of 10,646,764 tons. 1,215 of these 
vessels of 5,847,776 gross tons were privately owned and 915 
vessels of 4,798,988 tons were government owned.” 
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Terminal Freight Services and Allowances 


qwelfth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation 
University of Pennsylvania 


Industrial Switching and Spotting Allowances 


Railroad carriers in the United States are called on to 

perform a certain amount of industrial switching in connection 
with the delivery of inbound carload shipments on the unloading 
spots on the tracks of the industries, plants, or mills, and in 
placing empty cars at the required loading places or spots, as 
well as in connection with the removal of empty cars after the 
freight has been unloaded and in hauling loaded cars outbound 
from the loading points within the plants to the carriers makeup 
vards at the points of origin. 
‘The carriers perform these switching services in connec- 
tion with traffic to or from the private sidings or plant facilities 
of industrial establishments on the same theory that cars are 
placed for loading or unloading or loaded or empty cars are 
removed from the public team tracks of the carriers. In case 
of traffic to or from private industrial sidings or public team 
sidings or tracks, the transportation service is not complete 
without the delivery or receipt of the freight by the carriers 
at the customary places of loading or unloading. 

The Commission has consistently held the duty of the car- 
rier to include the delivery of inbound traffic and the acceptance 
of outbound traffic at places of delivery or receipt on the private 
tracks of industries, within the confines of factories, plants or 
mills, unless the places of delivery or receipt are unreasonably 
distant from the line of the carrier or extra switching services 
are necessary that are not ordinarily required in connection with 
the delivery or shipment of freight to or from the public team 
tracks of the carriers. 

To this extent the Commission has modified the common law 
definition of delivery of carload freight handed down in prac- 
tically unanimous decision of the courts. The courts have held 
that delivery of a carload of freight to a consignee having a 
private siding is properly made on a switch on the consignee’s 
property clear of the carrier’s main tracks. Any switching 
service performed by a carrier beyond that point in placing cars 
for loading or unloading at spots convenient to the shippers or 
consignees was voluntary service or volunteered service given 
by the carrier in addition to the line haul transportation service 
beyond any obligation of the carrier under the common law. 


The Commission, in its decision in the industrial railways 
case, January 20, 1914, took cognizance of the fact that the 
custom of delivery of loaded and empty cars at the unloading 
and loading places on private sidings was of long standing in 
the United States, and that, though there was no absolute 


| uliformity in this respect throughout the United States, this 


spotting service was performed quite generally by the rail car- 
riers without any charge in the published rates.? 

Inbound carload shipments are delivered at industrial 
plants by carriers with the locomotives of the carriers. The 
cars containing various materials are grouped and the cars of 
each commodity switched to the points where they are to be 
placed for unloading wighin the plants. 

Empty cars are collected from the unloading spots by the 
carriers’ locomotives and crews, assorted, and taken back to the 
terminal yards of the carriers. 

The loading and unloading of the cars is, of course, not 
done by railroad employes, but by those of the industries to 
which the cars are placed for unloading; but the entire inbound 
and outbound spotting or switching service within the industries 
is performed by railroad motive power. 

In an earlier decision, in Associated Jobbers’ of Los Angeles 
vs. A. T. & S. F. Ry. Co., the Commission stated that railroad 
rates in the United States had been always recognized as 
covering the full service that the rail carrier gives—1, the 
furnishing of a car; 2, the furnishing of a proper place to load 
it; 3, the transportation of the loaded car; 4, the terminal de- 
livery of the car. 

The rate, which it is required shall be published, is a complete 


rate, which includes not only the charge for hauling, but the charge 
lor the use of the terminals at both ends of the line.? 


The Commission, in further defining the duty of the rail 
carrier to make deliveries at reasonable places of loading or 
unloading within the confines of industrial plants, held, in the 
Car spotting charges case, that, while there might be cases 
in which the spots at which cars were required to be placed 
for loading or unloading in large industries with extensive and 
complete networks of private tracks, were located so that the 
delivery of cars at such spots might be considered unreasonable 





129 1. C. C. 212. 
“1s LC. ©: Hep. Sis, 


and where additional charges for the spotting service might be 
justified, the mere fact that the industrial trackage system is 
complex or that a plant switching service is necessary to spot 
the cars in addition to the line haul service does not justify 
additional charges for the placing of cars at the spots designated 
for receipt or delivery of carload freight at the doors of the 
industrial plants.’ 

The line haul rates covers only one placement of cars at 
the designated loading or unloading places. Additional charges 
are made by the carriers for each additional placement for 
loading or unloading after the first “spot” has been made. 
This practice of the carriers has met with the approval of the 
Commission.‘ 

The Supreme Court of the United States has upheld the 
Commission’s distinction between the spotting of cars that 
should be made by the carriers without additional charge beyond 
the line haul rate and the switching of traffic between points or 
spots within the plants of shippers or consignees, for which the 
carriers should properly receive additional compensation. 

In the Los Angeles switching case, the Supreme Court said: 


Nor do we understand that the Commission ruled that the 
receipt and delivery of goods at plants located upon spur or side 
tracks could not, in any circumstances, be regarded as a distinct 
service for which separate compensation might be demanded. Cases 
of an interior movement of plant traffic to and from various parts 
of the establishment and of deliveries through a system of interior 
switching tracks constructed as plant facilities were expressly 
distinguished by the Commission in 18 I. C. C., pp. 3138, 314, and it 
is apparent that the ruling of the Commission would not apply in 
any case where, by reason of the location and extent of the spur 
tracks and the character of the movement, the facts were essentially 
different from those upon which the decision was based. 


Intra-Plant and Inter-Mill Switching 


Railroads not only spot inbound loaded and empty cars and 
pick-up outbound loaded and empty cars in connection with the 
service at industries equipped with private track facilities, but 
perform intra-plant or intra-mill service in moving loaded and 
empty cars from place to place within the mills, factories, or 
plants that have private tracks within the plants, but do not 
have locomotives or locomotive cranes of their own to under- 
take switching service within the plants. 


Decisions of the Commission and tariffs of the carriers 
provide that only one spot of loaded or empty cars is performed 
without extra charge beyond the line haul rate. Extra move- 
ments of loaded, partly loaded, or empty cars are charged for 
at special intra-plant or intra-mill switching rates, published as 
special charges in the carriers’ switching tariffs. 


A typical tariff publishes a charge of $2.70 a car on all 
commodities, except coal, and in carloads, for the movement 
of cars from one spot or location in a plant, mill, or works to 
another spot or location within the confines of the same indus- 
trial establishment where the movement of the cars is necessary 
in order to complete loading or unloading or partially to load 
or unload the cars. The rate of $2.70 a car is applicable only on 
freight to be moved subsequently in the same cars that has 
already paid, or will pay, line haul rates, or on traffic that has 
paid, or will pay, road or line-haul rates when the traffic is 
switched from one siding to another, both of which are within 
the same switching limits. This latter type of movement is 
known as inter-mill switching.® 

A switching charge of $3.15 is published for the intra or 
inter-mill movements of traffic that has not paid, or will not 
pay, road haul rates. 

Note 1 calls attention specifically to the provision that no 
charge is made for the first placement of loaded or of empty 
cars on spots within the confines of industrial plants, but that 
subsequent placing or drilling of cars is charged for at the 
rates provided. 

Note 2 restricts the inter and intra-mill or plant switching 
rates to be applied in connection with the prior or subsequent 
movements of the traffic via the line of the switching road. The 
note provides that the charges shown do not apply on cars that 
have reached the yards, mills, or plants or that are to be shipped 
from the industrial establishments via railroads other than the 
switching road, which in this case is also a line carrier.” 

Thus, a car that has moved into or is to move out of an 


21. and S. Docket No. 435, 34 I. C. C. 609. 

34 1. C. C. 609, 619. 

5 234 U. S. 294, see also, I. C. C. vs. Stickney, 215 U. S. 98. 

¢p. R. R. G. O.-I. C. C. No. 14297, Index No. 2, page 6 and Notes 
1 and 2, page 5. 

* Ibid, Notes 1 and 2, page 5, 
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industrial plant via the line of the road, when it is moved from 
one location to another within the mill by the motive power of 
the carrier that has performed, or is to perform, the road haul, 
is charged at the rate of $2.70 a car. If, however, the car is 
moved within the plant by the locomotive and switching crew 
of the carrier serving the plant, but which road is not the car- 
rier that has received, or is to receive, the line haul on the 
movement of traffic, charges are assessed at the switching rate 


(Figure No. 1) 


















A TYPICAL TERMINAL ALLOWANCE TARIFF 
PRIVATE PLANT FACILITY 


No supplement to this tariff I. C.:C. No. 1234 
will be issued, except for the 
purpose of cancelling the tariff 


NORTHERN RAILROAD COMPANY 
LOCAL FREIGHT TARIFF 
TERMINAL ALLOWANCES 
SPECIALTY MANUFACTURING CO. 
New York, N. Y. 


TRAFFIC TO AND FROM POINTS ON OR REACHED 
VIA THE NORTHERN RAILROAD COMPANY 


FOR 










ON 





On all carload revenue shipments, also on cars containing 
10,000 pounds or more of less carload revenue freight, destined 
to or coming from the plant of the SPECIALTY MANUFAC- 
TURING COMPANY, the latter company performs the terminal 
switching service for account of the NORTHERN RAILROAD 


COMPANY. 
MANUFACTURING COMPANY will be 











The SPECIALTY 
allowed for such service, out of the current New York, N. Y., 
rate, the actual cost of service performed, as specified in month- 
ly bills computed and submitted in accordance with the terms 
of agreement dated June 30, 1926, between the SPECIALTY 
MANUFACTURING COMPANY and the NORTHERN RAIL- 
ROAD COMPANY, but not exceeding $1.25 per car. 

When articles on account of length require two or more 
cars to transport them, the allowance stated above will be 
applied to the first car. The maximum allowance for each 
additional car in the series or lot will be fifty (50) per cent 
of the maximum allowed for the first car. 

On cars containing excess shipments of carload freight 
handled under Rule 5-C of Official Classification I. C. C.-O. C 
No. 48, supplements thereto or reissues thereof, the maximum 
allowance will be fifty (50) per cent of maximum allowed for 
the first car. 

The foregoing arrangement does not include traffic handled 
under switching charges as named in Tariff I. C. C. No. 5678, 
supplements thereto or reissues thereof. 

WILL NOT APPLY ON COAL OR ON COKE (THE PROD- 
UCT OF COAL). 






















Issue July 30, 1926, By J. J. Jones, Effective 
General Freight Agent, 
New York, 
R. T. Roe, 


Freight. Traffic Manager 


July 31, 1926 


S. S. Smith, 
Asst. Freight Traffic Mer. 
Received 
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provided for in the switching tariff to take care of cars that do 
not receive road haul service from the switching carrier. 


‘ Terminal Switching Allowances 


The rail carriers that serve industrial plants, commercial 
establishments, or warehouses equipped with private tracks 
and motive power to perform their own plant switching, some- 
times arrange with the owners of the establishments to use 
their facilities to perform the switching of inbound and outbound 
loaded cars for the account of the delivering or originating car- 
riers. Plant transportation facilities may be so used, if ar- 
rangements are made with the railroads serving the industry and 
tariffs governing the services are properly published and filed 
by the carriers and the industries receive compensation for the 
service by the carriers. Industries cannot compel the deliver- 
ing railroads to make allowances for spotting cars, for the 
carriers always have the option of performing the service 
themselves. 

The Commission has repeatedly denied the right of private 
plant facilities to share in the divisions or receive allowances 
out of through rate charged by the line carriers for transporta- 
tion, while it has allowed the carriers to divide such rates with 
common carrier industrial railroads and tap lines. In a series 
of cases extending over a period of twelve years, the Commis- 
sion has steadfastly disapproved division of rates, per diem 
reclaim allowances, and remission of demurrage charges by the 
line carriers with private plant facilities, thus differentiating 
them from the common carriers, industrial railways, and tap 
lines.’ 

The Supreme Court in the tap line case decided that tap 
lines were common carriers of proprietary, as well as non- 


8 See Industrial Railways Case, January 20, 1924, 29 I. C. C. 212; 


also Tape Line Case, I. and S. Docket No. 11, April 23, 1912; 31 
I. C. C. 490; also e" WC. Cee 42iLc Cc. Ss: SLC. Cc. 4; SS 
1... c.. C7. Gee: Gt 5. C, C. S66. 
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proprietary traffic, and, as such, were entitled to participate y 
joint rates with other common carriers. The rates, howey, 
are subject to the control of the Commission. 

The test of whether or not an industrial line is or ig Not; 


















































common carrier is not the extent to which the road is Use Patri 
“It is the right of the public to use the roads facilities anq, The 
demand service rather than the extent of its business Whigimmme of the ! 
is the real criterion determinative of its character,” saiq 4§ reached 
Supreme Court in this case. jndustr! 
The Commission has applied this decision to industry; excee 
lines. In the industrial railways case of November 12, 192 \— py the 
decided that railroads could re-establish allowances, divisions » cost a 
demurrage on per diem arrangements which it had Previous) of per 
ordered cancelled as forms of canceled rebates, “only in j that he 
stances in which the transaction is bona fide and in whic low-gra 
is clearly lawful and proper. Each case must be judged shes, 
its own facts and merits. Each of the industrial railways jg , the ar 
is not, a common carrier. If it is a common carrier it ; ore ar 
entitled to all the rights and subject to all of the limitatjoy and el 
provided in the act.” (The Act to Regulate Commerce, of 1% the su 
as amended.)° A 
The Commission has defined an industrial railroad as,) 9 oD 4° 
short line constructed primarily to serve the particular ply) The 4 
or industry in the general interest of which it is owned ajtom of the 
operated. It consists of the tracks connecting the varioy maxi! 
factories, warehouses, and other buildings of the industry, wit) ™ P& : 
each other, and ordinarily has a connection with one or mom) = and ¢ 
adjacent trunk lines by means of a track leading from the plan} © much 
to their rights of way—an interchange track. It serves th)” allow 
industry by receiving its in-bound shipments of raw materials) for r 
from the trunk lines at agreed interchange points, distributing | 7 
them among the various buildings according to the require .= 
ments of the manufacturing operations and by taking its fn 77 ance 
ished products from the plant to the trunk lines; it is aly 7 ae 
often in position to effect all the necessary movements com 
materials and partially finished products from building to builé- . 2" 
ing within the plant. vt 
If such lines hold themselves out to carry for others, they a 
(Figure No. 2) 

és \ 

A TYPICAL TERMINAL ALLOWANCE TARIFF FOR e 

COMMON CARRIER INDUSTRIAL RAILROAD 4 
No supplement to this tariff I. C. C. No. 17654 | fi it! 
will be issued, except for the Cancels I. C. C. No. ge tio 
purpose of cancelling the tariff S ag 
NORTHERN RAILROAD COMPANY | AT 
LOCAL FREIGHT TARIFF s 86 
TERMINAL ALLOWANCES 3 th 
SOUTHERN AND EASTERN CONNECTING RAILROAD 3 7 

- 
New Taek, WN. ¥. A tv 
ON TRAFFIC TO AND FROM POINTS ON OR REACHED | fF ce 


VIA THE NORTHERN RAILROAD COMPANY 





On all carload revenue shipments, also on cars containing 
10,000 pounds or more of less carload revenue freight, 3.50 cents 
per ton, net or gross as rated, governed by the same minimum 
weights, rules and regulations as apply to the through rate, 
will be allowed to the Southern and Eastern Connecting Rail- 
road out of the current New York, N. Y., rate. The minimum 
allowance to the South and Eastern Connecting Railroad on 
cars containing less than carload shipments will be computed 
on basis of 20,000 pounds. 

Any charge of the Southern and Eastern Connecting Rail- 
road in excess of 3.50 cents per ton, met or gross as rated, 
as shown above, will be in addition to the current New York, 
N. ¥.. rate. 

The foregoing allowances will not be made on traffic handled 
under switching charges as named in tariffs I. C. C. No. 200, 
supplements thereto or reissues thereof, nor on shipments of 


“ 
4 














slag, ashes or other refuse material handled under C. E. E. ES 
Yann Hag I. C. C. No. 2, supplements thereto and reissues RY 
thereof. 


WILL NOT APPLY ON COAL OR ON COKE (THE PROD- 
UCT OF COAL) OR ON EX-LAKE IRON ORE. 





Issued May 1, 1926 J. J. Jones, Effective June 1, 1926 
General ——, Agent, 
New York, N. Y. 










R. T. Roe, S. S. Smith, 
Freight Traffic Manager Asst. Freight Traffic Mer. 
Received 
iP eveckiexgrereieceipinatipers Month 


Agent’s Index No. 50. 


are common carrier terminal roads; 
plant or mill facilities. 


if not, they are private 


Allowance Tariffs 


The allowances paid by carriers to plant transportation fa 
cilities are matters in which industrial traffic managers are 
vitally concerned. Railroad companies frequently do not care t0 
exercise their privilege of spotting cars within industrial 
plants. In such cases, arrangements are made with the it 
dustries to perform this service with their own power for ac 
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count of the delivering or initial carriers. Tariffs are pub- 
lished providing for allowances to be paid on all carload 
revenue paying traffic and on ferry cars containing more than a 
specified amount of revenue less carload freight to or from the 
industries. p 

The allowances guarantee the payment by the carriers out 
of the rates in force to and from the plants to points on or 
reached by the lines of the carriers, of the actual cost to the 
industries of performing the service, provided such costs do not 
exceed an agreed amount a car. Monthly bills are computed 
py the industries and submitted to the carriers showing the 
cost a car, the initial and numbers of the cars spotted, the dates 
of performing the services, and the total monthly cost. Cars 
that have been hauled under switching rates and shipments of 
low-grade commodities that pay usually low rates, such as slag, 
ashes, or the other refuse materials, are usually excluded from 
the arrangement. Shipments of coal, coke, and ex-lake iron 
ore are also commonly excluded from the general arrangement 
and either covered by another special allowance tariff or made 
the subjects of other arrangements. 

Articles that require two or more cars for transportation 
on account of their excessive lengths are dealt with separately. 
The allowance provided for carloads is applied to the first. car 
of the series and each additional car is allowed for at a reduced 
maximum rate, usually 50 per cent of the regular maximum rate 
per car. Thus, if a shipment requires four cars to transport 
and the switching allowance maximum rate is $1.10 a car, that 
much will be the maximum amount allowed for the first car, with 
allowances of $0.55 a car for the other free cars, a total of $2.75 
for the series. 

Cars containing overflow freight are usually allowed for at 
a maximum rate of 50 per cent of the maximum carload allow- 
ance. Common carrier industrial railroads, terminal roads, or 
connecting lines customarily receive divisions of the through 
rates from the line haul carriers. These allowances, like the 
allowances to compensate private industrial plants for the use 
of their facilities, are published in special railroad tariffs pro- 
viding the bases for the allowances. The allowance is usually 
made as a division of through rates. 

A typical tariff of this type is shown in Figure No. 2. 


WAREHOUSE CONTRACT TERMS, ETC. 


The Department of Commerce announced November 1 that 
it had approved the set of standard warehouse terms and condi- 
tions, for use on the back of warehouse forms, which were 
agreed to at the conference held in Washington, April 30, 1926. 
Approval of the terms and conditions by the Department of 
Commerce does not make them binding but it is the desire of 
the department that, in the interest of uniformity and elimina- 
tion of waste, the terms and conditions be adhered to as gen- 
erally as possible. Shippers may, if they desire, arrange, be- 
tween themselves and their warehousemen, special terms and 
conditions. 


The standard terms and conditions approved by the depart- 
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TRAFFIC MANAGER and cost accountant now employed by 
machinery manufacturing concern wishes connection with large cor- 
poration. Has saved over $4,300 in nine months for present em- 
ployers. Address O. B. E. 967, care Traffic World, Chicago, II. 





TRAFFIC MANAGERS and men familiar with transportation 
rates wanted, to lease our loose leaf freight rate guide. Traffic 
managers now employed can make good money on their spare time. 
Liberal cash commissions and continuous renewals paid. All corre- 


spondence strictly confidential. Getzler’s Guide, Inc. (Established 
1912). Rochester, N. Y. 
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ST. PAUL, MINNESOTA 





‘**To Serve the Northwest’’ 


ST. PAUL TERMINAL WAREHOUSE CO. 


Storage of Merchandise — Pool Car Distribution 
Licensed by and bonded to the State of Minnesota 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 
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10S. STOCKTON TRANSFER CO. 


1020 South Ca:al St., near Taylor St. 


Teaming of Every Description —-City Delivery Service 
and Carload Distributors 


PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


* STORAGE AND DISTRIBUTION 
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Serving many large National Distributors 
Write or wire us for information and rates 


BONDED 


474 Everett St., or 
13th and Everett Sts. 


NEW ORLEANS, LA. 
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Efficient Merchandise Distribution 
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ALBANY, Ni. Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 


DENVER, COLORADO | . 
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ment were published in The Traffic World of May 8, 1926, p. 
1281. Reference to the terms and conditions also was made in 
The Traffic World of July 17, p. 150, in connection with conten- 
tions that a resolution was adopted at the meeting of April 30 
to the effect that the terms and conditions were approved with 
understanding that shippers could depart from them if they 
wished. Whether or not such a resolution was adopted, it was 
the general understanding at the meeting that shippers could 
make special terms and conditions if they wished. The state- 


ment issued by the Department of Commerce November 1 
follows: 


After extended conferences with the industry, the department 
of commerce has officially indorsed the standard contract terms and 
conditions for the warehouse industry, as approved and adopted in 
conference by the representatives of the warehouse, railway, ship- 
ping and banking industries, April 30, 1926, at Washington, D. C. 

These standard contract terms and conditions will eliminate waste 
and distribution by establishing uniformity of practice in the ware- 
house industry and associated industries. In this work the department 
of commerce has acted as a cooperative agency by means of which the 
interested peoples might meet and come to an agreement. 

With standard contract terms and conditions on the backs of 
warehouse receipts, the use of these receipts as credit instruments 
is facilitated and greater savings result to the storer, consumer, 
shipper and banker alike. This work is in furtherance of a con- 
ference held two years ago at which time the standard forms for the 
warehouse industry were adopted. 

This completes the simplification program as outlined by the 
industry and in which the department of commerce was of assistance 
in oneins together interested peoples. 

Official approval by the department is given after a sufficient num- 
ber of bankers, railwaymen, shippers, and other users of warehouse 
forms incorporating the standard contract terms and conditions have 
given their written approval to insure the use of these terms by 
both the warehouse industry and associated industries. 


GRAPE CAR PLAN 


According to the report of the joint railroad committee on 
the “California Grape Car Plan,” the California grapes were 
gotten to market this year without a single day of car shortage, 
despite the fact that it was the heaviest movement the industry 
has known. 


The provisions of the plan worked out by the car service 
division, American Railway Association, in cooperation with 
various California agencies of the shippers and carriers, were 
as follows: 


(a) A reasonable notice of approximate weekly cag requirements 
of individual shippers to serve as a measure of car supply and dis- 
tribution; and such information at the same time providing a guide 
to the industry in promoting an orderly marketing of its product. 

(b) A guarantee of freight charges by the furnishing of bonds 
executed only by a surety or guarantee company authorized to con- 
duct its business in the state of California. 

(c) To create a better understanding between the different ele- 
ments within the industry concerning the economic necessities of 
their distribution problem when, and as related to transportation 
service. 

(d) To contribute an enlarged market information service to 
growers and shippers which would enable them to better measure 
the volume of their car loadings to meet market demands; such as 
(1) daily reports of carloads of the different varieties originated; (2) 
daily flow through Missouri River crossings and east of Chicago; (3) 
conditions at eastern terminals. 


In respect to the relation of car supply to the economic 
status and trade practices of the industry, the report of the 
joint railroad committee was as follows: 


Predicated upon the best information obtainable during the opera- 
tion of the plan, there are between 28,000 and 34,000 different growers 
of grapes in the state of California, producing seventy-nine different 
varieties. Regardless of the total production in the vineyards, which 
has increased from one million tons in 1919 to two million two hun- 
dred thousand tons in 1926, little is known as to the attual tonnage 
which will move to market in the fresh state until the product is well 
matured. There are four distinct channels of consumption for the 
products, three of which represent possible diversion from fresh ship- 
ments at the point of production. While certain varieties of grapes are 
-utilized for table purposes only, by far the greatest tonnage of all 
varieties may be (1) shipped fresh for juice purposes; (2) shipped in 
limited.quantities for table purposes; (3) put on the trays and dried 
for raisins; (4) manufactured into juice or syrup at the point of origin. 
It is seldom known which of these channels can best accommodate the 
production at a profit to the grower until the shipping season has 
commenced. 

The daily operation of the car plan has demonstrated the abso- 
lute interdependence of the carrier obligation to furnish adequate 
car supply and service on the one hand, and the trade practices and 
distribution methods of the industry, on the other. Similar to many 
other agricultural products, the volume of car supply necessary to 
sustain adequate service is measured not alone by the extent of pro- 
duction, but in the instance of California grapes, largely by the many 
and varied market methods of a totally disorganized industry—cur- 
rently supplemented by acute effects of weather conditions. There 
is no so-called pre-seasonal index of car needs for the grape industry. 
Anticipated production on the vines in July and August cannot be 
utilized as a reliable guide of seasonal car supply for fresh ship- 
ments. A small or large proportion of the crop may be dried or con- 
signed to juice channels at the point of origin, or inversely, the fresh 
shipment of tonnage ordinarily refined at the point of origin may and 
does take place after the shipping season is well advanced and car 
supply preparations concluded. 

The California grape car plan was initiated as an experiment, 
without previously known facts or precedents. In the light of this 
situation, it has been the desire of the railroads that the plan be 
administered with the greatest possible flexibility, in the hope that 
{it might not only set out certain known transportation accomplish- 
ments, but would also create a fund of essential facts and establish 
conditions upon which proper amendment and readjustment could be 
predicated for the future. It is now known and acknowledged by 
the vast majority of growers and shippers that the fundamental prin- 
ciples of the plan are correct. 
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MORE ABOUT “CLAIM SHARKS” 


Editor The Traffic World: 

We have read with consuming interest the “interesting, 
true,” letter of Mr. J. L. Pease, traffic manager for Sawdey ang 
Hunt, of Los Angeles, in The Traffic World of October » 
running down all traffic managers, except those who work fo; 
one firm only. 

Everybody else is evidently a “claim shark.” We have sing 
had the pleasure of meeting Mr. Pease and talking the matte 
over further with him and he very kindly admitted that wha 
he had especial reference to was the real “claim shark” which 
he had run across in the east, of the kind that gets some dope 
about a bad order car and then starts out with a contract in ay 
effort to sandbag the shipper into letting him handle that claim, 
In other words, like a shyster lawyer who has an agent to 
follow the ambulance and to get his cases that way. Evidently 
the condition in this respect is much worse in the east than ip 
the west. 

Evidently he did not mean to run down legitimate trafic 
companies who, like a few of us, have been in the game for 
several years and have built up a reputation of service to the 
shipper and co-operation with the carrier, and who consider 
themselves just as much a traffic manager, and sometimes a 
little more, when it comes to finding the correct rates to be 
assessed. 

By the time Mr. Pease has been traffic managing as long 
as the rest of us he will realize what a big field he is in and 
find that he can co-operate and have his freight bills rechecked 
by some reliable traffic company to his decided advantage and 
increased knowledge. 

THE TRAFFIC SERVICE COMPANY, 
By O. G. Beaver, 
President & General Manager. 
Los Angeles, Calif., Oct. 27, 1926. 


Editor The Traffic World: 

The writer has noticed with a great deal of interest the 
controversy between Mr. Pease, traffic manager of Sawdey and 
Hunt, Los Angeles, Calif., and Mr. Handley, traffic manager of 
the Northwestern Freight Shippers’ Bureau, Chicago, relative 
to the subject of so-called freight bureaus. In the writer’s 
opinion, neither of these gentlemen are correct in their con- 
tentions, one stating that the other is an unnecessary nuisance 
and the other stating that the other party seems to be im- 
competent. 

We happen to be connected closely with the firm of Sawdey 
and Hunt and know that their business is handled in a very 
able manner. So we do not think that Mr. Pease is incom- 
petent in any way. On the other hand, we often find it neces- 
sary to keep in touch with a freight bureau for the reason 
that these people are experts in their line and, in many instances, 
they keep a much more complete file of tariffs than the average 
railroad office contains. In this way they are able to help you 
out on difficult rate questions, while the railroad companies 
would stall around indefinitely to give you the information that 
you desire. 

If there is such a thing as incompetence in this line, this 
distinction could be laid to some of the rate departments of 
the carriers, and not to a poor defenseless freight bureau. We 
have a number of friends engaged in this business and we 
find very few of them who do not know their business. It is, 
indeed, regrettable that these two gentlemen saw fit to invest 
each other with the pet names that they have, and we feel 
that the open forum column of the Traffic World should be used 
to a better advantage than by bringing up such controversies 
between these two firms. And we would respectfully suggest 
that this kind of backbiting be eliminated in the future. 

So long as there are well organized traffic departments 
in the country, we will all find it necessary to be allied with a 
well organized freight bureau, and it is a certain fact that the 
freight bureaus could not get along without the assistance of the 
traffic men, as they receive practically all of their support 
through the friendship that certain traffic me have for them. 

With best wishes and hopes that this matter will be settled 
definitely and that each one of these gentlemen will appreciate 
the fact that one could not get along without the other, we are, 

Scott-Mayer Com. Co. 
By G. E. Weldon, 


Little Rock, Ark., Oct. 29, 1926. Traffic Manager. 


Mr. Weldon’s point that The Open Forum column of The 
Traffic World can be used to better purpose than that to which it 
has been put by some of the participants in this controversy is well 
taken. A discussion of the benefits of the traffic bureau, or traffic 
service company, or freight bill auditor is proper if personalities are 
not injected. We shall print no more communications on this sub- 
ject, however, after our readers have had an opportunity to seé 
this announcement.—Editor The Traffic World. 


Editor The Traffic World: ' 
The solution of the “claim shark” controversy now going on 
in the Open Forum of your magazine js claim prevention. 
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SPEED and ECONOMY 
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the carriers would educate their customers in prevention of 
overcharge and secure as much willing cooperation from ship- 
pers as they have enjoyed in prevention of loss and damage, 
the so-called ‘claim shark” would fade out of the picture. Traffic 
bureaus of real service and efficiency would then be able to 
command the respect of and receive the same treatment from 
shippers and carriers that anyone could expect. 

I accepted the challenge presented by one of your facetious 
letter writers in this controversy on three years’ freight bills, 
and allowed the different audit bureaus to revise the bills, with 
no overcharges resulting, which, of course, made me feel pretty 
good; but I learned nothing new, which was my purpose in get- 
ting such an audit. 

The weakness in traffic bureaus which gives occasion to the 
term “claim shark” is that the poorer class of bureau only checks 
the freight bills and guesses at their objective without proper 
coniparison with bill of lading and invoice before presentation 
to carrier. This causes useless inspections by the carriers’ em- 
ployes, and fills their record with rejected overcharge claims 
to such an extent that it is no wonder they resent claims from 
these bureaus, and finally refuse them wholesale without in- 
vestigation. 

Claim prevention, if properly instituted by all carriers, both 
rail and water, would so reduce the total volume of overcharges 
the “claim shark’ would go out of existence and there would 
remain only legitimate traffic bureaus giving a genuine service 
to small firms who cannot afford the services of an individual 
traffic manager. It is also strange that these small firms do 
not see that they could, in the course of time, so educate their 
shipping or receiving clerks with the many securable facilities 
existing at the present time into a semblance of a traffic man- 
ager and check their own bills successfully. It all comes back 
to my original theory that proper exchange of knowledge, causes 
of claims, and plans for improvement will only come from claim 
prevention between shippers and receivers. 

Yours for elimination of all claims; IT CAN BE DONE. 

Carlisle B. Pirie, Traffic Manager, 


Harper & Reynolds Corporation. 
Los Angeles, Calif., Oct. 29, 1926. 





Editor The Traffic World: 

Mr. J. L. Pease, traffic manager for Sawdey and Hunt, of 
Los Angeles, Calif., certainly got himself in for a good “riding” 
when he wrote the letter that appeared in The Traffic World a 
short time ago. 

There have been a number of replies made to Mr. Pease’s 
letter; some were quite frank in their ridicule, others taking 
what I believe is the right attitude on this matter. Is there 
anything to be gained by making remarks about any man, his 
being broad-minded or not? While I feel that Mr. Pease made 
a number of remarks that were very much incorrect, he no 
doubt has some knowledge that would benefit some or all of 
us that have written replies to his letter. We in turn have 
ideas that would benefit Mr. Pease, so in the end we can help 
one another only by using the proper spirit, by cooperation. 
There is nothing to be gained by the present dickering. In the 
end, when all is said and done, we all have one purpose, to 
better the traffic profession and make ourselves capable of 
making our services worth more to those with whom we deal. 
Then why not use the columns of this good magazine to pass 
along ‘good ideas? If some man has, through some method or 
other, saved his client or employer money that would have been 
lost, why not pass this idea along? Others may have to meet 
a similar situation. In this way we would be helping instead 
of hindering. 

Mr. Pease started things moving, but in the wrong diretcion. 
Why not someone now throw in the reverse and give us some- 
thing worth writing about—tell us above something unusual that 
you have met and SAVED by. 

For the better of the profession. 

Glenn F. Morgan, Manager, 


Shippers’ Service Bureau. 
Charleston, W. Va., Nov. 2, 1926. 


SOUTHEAST ADVISORY BOARD 


The Southeast Shippers’ Advisory Board will meet Decem- 
ber 10 in New Orleans at the Roosevelt Hotel. According to an 
announcement sent out by the board, an attendance in excess 
of 750 is expected. Commodity committee reports and the car 
requirement surveys will be presented. J. J. Pelley, president 
of the Central of Georgia, will be the principal speaker for the 
southeastern lines; L. W. Baldwin, president of the Missouri 
Pacific, is expected to be spokesman for the southwestern lines; 
and P. E. Odell, vice-president of the Gulf, Mobile and Northern, 
will represent the short lines. The car service committee of the 
transportation division, American Railway Association, will meet 
in New Orleans the day preceding the meeting of the board. 
Its chairman, J. E. Roberts, general superintendent of transpor- 
tation, Delaware and Hudson, and J. W. Roberts, general super- 
intendent of transportation, Pennsylvania Railroad, will address 
the shippers’ board. 
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Arthur Hamilton has been elected vice-president, in charg, 
of traffic, of the Central Railroad of New Jersey. He succeei, 
T. B. Koons, retired. 

T. G. Belcher has been appointed freight traffic agent, wit, 
offices at Chattanooga, Tenn., of the Nashville, Chattanooga an 
St. Louis. 

Thomas K. Campbell, one of the veterans in transportatioy 
regulation work, member of the Oregon commission, With inte. 
ruptions, since 1907, and chairman of that body for a consiq. 
erable time, died at his home at Portland, Ore., October 27, fp 
was the republican nominee to succeed himself at the time of 
his death in the sense that his name was on the ticket. Abou 
a week before his death, on account of his illness, he withdrey 
his name. It was physically impossible, however, to remove his 
name from the ticket. Commissioner Aitchison and Mr. Camp 
bell were closely associated in regulation work in Oregon, both 
in the enactment of the legislation creating the Oregon comnis. 
sion and in getting it into operation. 

Dearborn Clark has been appointed assistant traffic man. 
ager of the American-Hawaiian Steamship Company, with head. 
quarters at San Francisco. 

Eugene Fox has been made vice-president in charge of 
traffic of the Western Pacific Railroad Company; Harold K. 
Faye has been made freight traffic manager; Bode K. Smith 
becomes assistant freight traffic manager. 

J. N. Bundick has been appointed traffic manager of the 
Ventura County Railway Company, succeeding S. D. Boylston, 
retired. 

William L. Robinson has been appointed general agent, at 
Boston, of the Chicago and Eastern Illinois. He succeeds J. J. 
Davitt, resigned. 

E. W. Brown has been appointed traveling freight agent, 
Lake Wales, Fla., of the Atlantic Coast Line. E. M. Finch has 
been appointed commercial agent, effective, November 15, at 
Lake Wales, Fla., succeeding G. C. Doherty, resigned. 

E. H. Spangenberg has been appointed eastern freight agent, 
New York, of the Nickel Plate Road. He succeeds J. W. John- 
son, resigned. 

W. J. L. Banham, vice-president of the Otis Elevator Com- 
pany, has been elected president of the New York Board of 
Trade and Transportation for the third consecutive term. James 
P. Roe was elected secretary to succeed Frank S. Gardner, who 
resigned after 49 years of service as secretary and assistant 
secretary. Mr. Gardner was elected secretary emeritus and hon- 
orary vice-president. Other officers are: Charles L: Bernheimer, 
first vice-president; E. J. Tarof, second vice-president; Herman 
Irion, third vice-president; J. Frederick Talcott, treasurer. 
Charles J. Columbus, recently appointed general manager of the 
organization, is the executive officer. 

H. F. Shaw, general agent of the Chesapeake and Ohio, has 
been appointed division freight agent, with office at Muncie, 
Ind. C. F. O’Donnell, commercial agent, Richmond, Va., has 
been appointed assistant foreign freight agent at Richmond. 
C. F. Nolan has been appointed commercial agent at Richmond, 
and D. L. O’Connor has been appointed traveling freight agent 
at Richmond, succeeding Mr. Nolan. 

John A. Lundmark has been appointed assistant general 
freight agent, at Little Rock, Arkansas, of the Chicago, Rock 
Island and Pacific. 

B. H. Taylor has been appointed assistant freight and pas- 
senger traffic manager, at Denver, of the Denver and Rio Grande 
Western. 


DOINGS OF THE TRAFFIC CLUBS | 


The Chattanooga Traffic and Transportation Club held a 
meeting November 3 at the Hotel Patten. Judge Charles W. 
Lusk, formerly a railroad man, addressed the club. 





The Women’s Traffic Club of Los Angeles held a meeting 
October 27. Slides and motion pictures of Glacier National Park 
were shown through the courtesy of the Great Northern Rail- 
way. Mrs. Nellouise Leach, Panama Pacific Lines, gave a group 
of songs. Two new members were taken into the club. 





The Traffic Club of Chicago will hold an “armistice ann! 
versary luncheon” November 10, at the Hotel La Salle. Briga- 
dier-General Abel Davis will address the club. Prominent men 
from the various military branches and representatives of the 
living military periods will be guests. 





The annual meeting of the Norfolk-Portsmouth Traffic Club 
was held October 21, at the Fairfax Hotel, Norfolk, Va. The 
principal speaker was W. C. Kendall, manager of the car service 
division of the American Railway Association, who spoke 0D 
the work of the regional advisory boards. The following officers 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 

















INAL WAREHOUSES OF ST. JOSEPH, Inc. 
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Broad Street Warehouse Corp’n 


700 Broad Street 


Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroad sidings. Am- 








shippers’ representatives. 
For Complete or Further Information Address 
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1,500,000 SQUARE FEET 


OF 
Modern Fireproof eater” aa in Les Angeles and at the Port 


es 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotten Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 
“The Leading Hotel of Denver” 


“CHIEF”? GONZALEZ and HIS ‘‘ROYALS” 
EVERY EVENING 


CHARLES F. CARROLL, General Manager 


The “Metropole” is now an Annex to the ‘‘Cosmopolitan”’ 





ROCHESTER, N. Y. 





GENERAL {MERCHANDISE{ STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., "°xty'" 
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were elected: President, H. P. Friedman, traffic manager, 
Portsmouth Cotton Oil Refining Corporation; first vice-president, 
G. F. Palmer, general agent, Norfolk and Western; second vice- 
president, M. Daily Wash, traffic manager, Wm. Sloane & Co.; 
secretary, R. T. Etherage, assistant chief clerk to vice-president, 
Seaboard Air Line; treasurer, L. B. Woody, agent, Buxton Line; 
board of governors, two years; B. C. Prince, freight traffic man- 
ager, Seaboard Air Line, and J. E. Romm, traffic manager, 
Farmers’ Manufacturing Company. 





The Los Angeles Transportation Club will hold its annual 
dinner dance, November 18, at the new Breakers Hotel, Long 
Beach. The Women’s Traffic Club of Los Angeles is to be the 
guest of the Transportation Club. Prizes will be given to the 
best dancers. 





The Traffic Club of Minneapolis will hold its fourteenth an- 
nual banquet, November 18, at the Nicollet Hotel. 





The Capital District Traffic Association held its first meeting 
of the fall and winter season, October 19, at the Hampton Hotel, 
Albany, N. Y. The speaker was T. C. Joyce, manager of the pub- 
licity bureau, Boston and Maine Railroad. Others who made short 
addresses were: J. K. McAneny, general freight agent, Boston 
and Maine; W. O. Wright, general passenger agent, Boston and 
Maine; George R. Wheeler, general eastern agent, Erie Rail- 
road; and C. E. Rolph, assistant general traffic manager, Del- 
aware and Hudson. 





The Traffic Club of New England will hold its November 
meeting in the form of a dinner dance, November 9, at the Hotel 
Somerset, Boston. The annual meeting and election of officers 
will be held, December 14, at the Copley-Plaza. The nominating 
committee has made the following selection of candidates for 
office: President, George L. Graham, general freight agent, 
American Woolen Company; vice-presidents, E. L. Wilson, assist- 
ant passenger traffic manager, N. Y., N. H. & H.; Carlton R. 
Blades, traffic manager, George E. Keith Company; A. P. Lane, 
traffic manager, Great Northern Paper Company; and J. W. 
Rimmer, general assistant to vice-president (traffic), Boston & 
Maine; secretary-treasurer, P. L. Stuart, New England agent, 
Great Lakes Transit Company; directors, Harrison Brown, gen- 
eral agent, Boston & Maine; E. D. Hussey, traffic manager, Jor- 
dan Marsh Company; C. C. Gale, traffic manager, North Packing 
and Provision Company; Arthur Lane, traffic manager, Rogers 
& Webb; F. J. Dowd, transportation manager, Associated Indus- 
tries of Massachusetts; J. E. McGrath, assistant general freight 
agent, N. Y., N. H. & H.; and John H. Smith, manager, Youlden, 
Smith & Hopkins. 





The Transportation Club of St. Paul has approved the reso- 
lutions pertaining to relations with the Arbitration Society of 
America and political rate making adopted by the Associated 
Traffic Clubs of America at its meeting in Dallas last April. It 
has also adopted the slogan, “Shipper and Carrier Co-operation 
in Transportation.” The weekly luncheon of the club was held, 
November 2, at the St. Paul Hotel. Attilio Castigliano, Italian 
Consul, spoke on “Industrial and Economic Development of 


Italy,” with particular reference to steamship and railway trans- 
portation. 





- 

The Transportation Club of Louisville will hold its four- 
teenth annual dinner, November 16, at the Brown Hotel. W. R. 
Cole, president, Louisville and Nashville, will be the guest of 
honor. The Rev. John A. Floersh, D. D., Bishop of the Catholic 
Diocese of Louisville, will pronounce the invocation; and there 
will be addresses by W. L. Stanley, vice-president, Seaboard Air 
Line, and Prof. Gus Dwyer, head of the Department of Political 
Economy, Vanderbilt University, Nashville, Tenn. John C. 
Doolan, attorney, will be toastmaster. 





The Traffic Club of Kansas City held its annual meeting, 
November 2, at the Hotel Baltimore. Dr. Forest (Phog) C. 
Allen, director of athletics, Kansas University, was the speaker. 





The Knoxville Traffic Club will hold its next meeting No- 


vember 18. T. Russ Hill, of Middlesboro, Ky., will be the 
speaker. 





The Traffic Club of Newark held its annual meeting and elec- 
tion of officers, November 1, at Achtel-Stetter’s. Dinner was 
served free to club members and after the election of officers 
there was entertainment. The nominating committee made the 
following presentation of candidates for office: President, Wil- 
liam A. Ruehl; first vice-president, Henry Martens, Jr.; second 
vice-president, D. R. Crotsley; treasurer, William J. Brohm; 
board of governors, C. C. Kohler, W. W. Pierce, and C. S. Stout. 





The Traffic Club of Denver has approved the slogan and the 
resolutions adopted by the Associated Traffic Clubs of America, 
at Dallas, pertaining to political rate making and regional ap- 
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pointments to the Interstate Commerce Commission. It dig 
approve the resolution adopted by the national organization Der 
taining to relations with the Arbitration Society of America, 
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The Traffic Club of Minneapolis held a meeting, Novem, 
4, in connection with its membership campaign. Oliver Ay 
Minneapolis attorney, made an address. 























At the meeting of the Pacific Traffic Association, Octobe 
26, at the Hotel Oakland; Oakland, it was voted that no action 
be taken by the organization with reference to the endorsemey 
or disapproval of the resolution adopted by the Associated Trag, 
Clubs of America at its meeting in Dallas last April. Georg 
Culbert, chairman of the entertainment committee, reported that 
plans were being made for a “family night,” to be held in th, 
near future, at which time the McCormack Steamship Compan 
players will present the comedy, “Bag and Baggage.” Ty 
resolutions of appreciation were voted, one to the Wome; 
Traffic Club of San Francisco for the “splendid”, evening passe 
as its guest recently, and the other to the Emporium for th 
smoker which it held recently with the Traffic Association x 
its guest. 
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The Traffic Club of Sioux City will give a dinner at th 
Stock Yards Cafe November 10. Edward F. Flynn, assistant ty 
vice-president, general counsel and director of public relations, § 
Great Northern Railway, St. Paul, will be the speaker. A. FE 
Johnson, president of the club, will be toastmaster. EN 









TRAFFIC LEAGUE MEETING 


The annual meeting of the National Industrial Traffic League 
will be held at the Hotel Commodore, New York, November 1] B 
and 18. At the annual dinner, November 17, Commissioner § 
Thomas F. Woodlock will be one of the speakers. 5 


TH 


R. B. A. DINNER 


The Railway Business Association will hold its eighteenth 
annual dinner at the Hotel Commodore, New York, November 
18. The speakers will be Alba B. Johnson, president of the 
association; Dr. John L. Davis, “revivalist to the hopesick”, 
Whitefoord R. Cole, president of the Louisville & Nashville; 
and Simeon D. Fess, United States senator from Ohio. 
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CHICAGO SHIPPERS’ CONFERENCE 

The Chicago Shippers’ Conference Association, at a meeting F” 
November 2, elected officers as follows: President, H. D. Pix 
ley; vice-president, W. J. M. Lahl; secretary, A. J. Goetz; treas- 
urer, Homer Legan. Two directors were also elected—R. W. 
Campbell, the outgoing president, and E. M. Antrim. 

At the annual luncheon of the association the same day in 
the ball room of the La Salle Hotel, the speaker was Max Mason, 
president of the University of Chicago. His talk was largely — 
an explanation of the practical value of scientific research and 
an expression of hope that the study of human relations would — 
some day be a science. 

Among the many guests at the luncheon was President 
Dawes, of the Chicago Association of Commerce, who made a 


few remarks congratulating the association on the work it was 
doing. 


DETROIT SHIPPERS’ CONFERENCE 


More than a hundred representatives of industries attended 
the annual meeting of the Detroit District Shippers’ Conference 
November 2. In conformity with the announced plan to hear 
the heads of the various carrier organizations at the general 
meetings of the conference, Arthur Johnson, chairman of the 
Michigan Freight Committee, explained the procedure of that 
body. He emphasized the desire of his committee to give all 
shippers an opportunity to present and explain any rate matter 
they might be interested in before such matter should be re- 
ferred to any other body. In explaining the delays involved 
in making new adjustments effective, he commented on the 
necessity of referring proposals to other associations when the 
proposals affected rates in their territories. 

The president of the association, C. A. Sullivan, traffic 
director of the Fisher Body Corporation, made a report of the 
activities of the association since its organization last January. 
He said the twelve committees organized to give detailed con- 
sideration to the various phases of transportation, as a basis 
for the work of the traffic-transportation department of the 
Board of Commerce, had held forty meetings since they were 
formed. The substance of comment on the work of the various 
committees was as follows: 

As a result of the recommendations of the rate, tariff and 
classification committee, the Detroit Board of Commerce has 
intervened in a number of complaints before the Commission, in 
which Detroit has a specific interest, and has filed complaints 
with the Commission against the rates on iron and steel articles 
to and from Detroit, several conferences with carriers having 
failed to obtain a satisfactory adjustment, 
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Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND, 
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GULF-INTERCOASTAL SERVICE 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 







Los Angeles Harbor, San Francisco 


Oakland, Portland, Seattle 










From From 
Mobile New Orleans 
and Tacoma SUSHERICO.......... Nov. 13th Nov. 17th 
Through bills of lading issued to Hawaii, Australia, SUSPEARCO.......... Nov. 27th Dec. Ist 
New Zealand and Dutch East Indies for trans- 


SUDAWSONCO........ Dec. 11th Dec. 15th 
shipment at San Francisco. - 


Calls are made at Tampa and San Diego as Carge offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


SWAYNE & HOYT, INC., Pacific Coast Agents 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, General Western Agent 
106 Merchants Exchange Building St. Louis, Mo. 


W. J. SMITH, General Agent 
140 South Dearborn Street Chieago, Illinois 





COASTWISE GULF SERVICE 


From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest 
Sailings every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 5 tenet ae 


ork City 
Telephone Mulberry 4300 Telephone Rector 0020 


Agencies: Beaumont, Buffalo, Chicago, Los Angeles, Mobile, 
New Orleans, Pensacola, Pittsburgh, San Francisco. 






















FEDERAL 
Compress & Warehouse Co. 


SPECIALISTS IN 


FEE Bees 


Merchandise Storage 
Pool Car Distribution 
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THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 
—Stores automobiles and general merchandise. 


—Distributes pool cars without carting charges and makes 
local deliveries. 


—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit privileges. . 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
ae. 

—Conducts only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, Ill. 
For information and prices, write 


J. E. WILSON, Traffic Manager 


hettktte Co tue. 


680 Seneca Street BUFFALO, N. Y. 








Warehouse located in the 
heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 


MEMBER A.W. A. 


Warehouse, 589 South Front Street 
Office, Falls Bldg., P.O. Box 1025 
MEMPHIS, TENN. 
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The claim and claim prevention committee has initiated a 
claim prevention program in cooperation with the carriers. This 
committee has arranged conferences with the railroad freight 
claim agents every ninety days. 

The terminal and switching committee has held conferences 
with the operating officials of the Detroit railroads for the pur- 
pose of determining how shippers may be helpful to the carriers 
in improving terminal conditions and laying plans for terminal 
improvements to meet future requirements. 

The merchandise and service committee has held conferences 
with traffic and operating officials of the carriers to work out 
a consolidated system of merchandise cars to distant points as 
a means of increasing Detroit’s territory of distribution. 

The motor transportation committee has been responsible 
for recommendations submitted to the last Congress in oppo- 
sition to Senate Bill S. 1734, opposing federal regulation of motor 
vehicles. The committee also advised in the preparation of 
testimony and exhibits setting forth the views of Detroit ship- 
pers at the hearing before the Commission in the motor vehicle 
investigation. 

The express and parcel post committee has held conferences 
with officials of the express company and worked out delivery 
problems in Detroit, particularly with reference to deliveries on 
certain legal holidays not generally observed by all business 
houses. 

The legislative committee adopted definite recommendations 
concerning all the transportation legislation that was proposed 
at the last session of Congress. These recommendations were 
submitted to the Senate and House committees. 

Other committees that have held meetings and decided on 
definite programs of activity are: Reconsigning and transit 
committee; car demurrage, storage and reconsignment commit- 
tee; export and import committee; water transportation com- 
mittee. 

L. G. Macomber, director of traffic-transportation of the 
Detroit Board of Commerce, expressed appreciation of the time 
and work which the Detroit traffic men have given to the work. 
He stressed the cooperative spirit in which transportation mat- 
ters have been considered, calling attention to the many joint 
conferences held with the department officers of the carriers. 
He said it was necessary for the shippers to consider the posi- 
tion of the carriers in working out their transportation prob- 
lems, as the community could not prosper unless the trans- 
portation companies also prospered. 

The meeting unanimously adopted the recommendation of 
the nominating committee to reelect the present officers for 
another term. They are: President, C. A. Sullivan, traffic di- 
rector, Fisher Body Corporation; vice-president, W. S. Crowl, 
traffic manager, Michigan Alkali Company; vice-president, W. E. 
Fitzgerald, traffic manager, Lee & Cady; and secretary, H. D. 
Fenske, assistant director traffic-transportation, Detroit Board of 
Commerce. 


NEW ENGLAND ADVISORY BOARD 


The fourth regular meeting of the New England Shippers’ 
Advisory Board was held October 28 at Providence, R. I., with a 
total attendance of 483 shippers and railroad men. Chairman 
Carcelon presided. 

While the reports from some of the commodity committees, 
such as builders’ supplies, predicted a decrease in business for 
the ‘latter part of the year, as compared with the same period 
last year, generally speaking, the reports were very optimistic, 
prophesying increases of from 5 per cent to 50 per cent for the 
next three months. 

G. C. Randall, district manager of the car service division, 
A. R. A., outlined operating conditions in New England and gave 
the members the benefit of his experience in California during 
the past grape season. C. C. Gale, chairman of the freight 
service committee, New England Traffic League, called the at- 
tention of the railroads to the importance of furnishing shippers 
with clean cars. Lieutenant Governor Smith, of Rhode Island, 
gave an address detailing the close co-operation between the 
shippers and railroads of New England as compared to the rela- 
tive lack of any such close contact in former days. Samuel E. 
Miller, general superintendent of the Boston and Maine Rail- 
road, spoke on achievements in the better utilization of equip- 
ment by his road, and the relation that co-operation from ship- 
pers had to this. He said the average car speed on his road 
had improved 27 per cent this year over last. There was con- 
siderable discussion of the coal situation in New England, 
brought about by the diversion of coal tonnage from the Hamp- 
ton Roads coal piers to export trade. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 30 totaled 30,291 cars, as compared with 34,226 
cars (revised) the preceding week, according to the weekly 
statement of the Bureau of Agricultural Economics of the De- 
partment of Agriculture. Shipments were reported as follows: 


Apples, 9,498 cars; asparagus, 3 cars; cabbage, 1,219 cars; cauli- 
flower, 268 cars; celery, 630 cars; eggplant, 6 cars; grapefruit, 237 
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cars; imports, 79 cars; green peas, 9 cars; grapes, 5,337 cars; Jey 

147 cars; lettuce, 653 cars; miscellaneous melons, 56 carg; pi 
citrus fruit, 28 cars; mixed deciduous fruit, 38 cars; mixed Vegeta) 
359 cars; onions, 1,247 cars; peaches, 11 cars; oranges, 629 cars: ; 
ports, 49 cars; pears, 373 cars; peppers, 58 cars; plums and Dru 
9 cars; spinach, 77 cars; string beans, 153 cars; sweet Potatoes y 
cars; tomatoes, 429 cars; potatoes, 7,857 cars; imports, 185 cars’ 


HEARING IN COAL CASE 


Hearing in No. 18025, Old Ben Coal Corporation againg 
the Alabama and Vicksburg and others, was reopened in ( 
before Examiner Satterfield this week, having been adjourng 
from October 9. 

H. K. Trossen, witness for the complainant, continued yi 
his presentation of testimony. He said that, in the time Sing 
the adjournment of the hearing, he had found some mistakes j 
the exhibits he had introduced which he proceeded to co 
His statement was that, out of approximately 50,000 points , 
which he had asked new rates, he had found mistakes in mi, 
age, or similar errors, to about 200 points. The petition, y 
formerly presented, asked that a route and rate be establishy 
from southern Illinois to Kansas City via the C. B. & Q. throug) 
East St. Louis to Mexico, Mo., thence via the C. & A. to Kangy 
City. It was amended to read via the Wabash from Meriy 
Further evidence was introduced in support of the reasonab, 
ness of the rates requested and the charges of unreasonablenc § 
of the rates now in effect. Comparisons were made betwen 
rates on brick and cement and the rates on coal. 


In the cross examination of Mr. Trossen the carriers % 
tempted to bring out the effect that the establishment of raty 
to Kansas City over the routes asked would have on the tray. 
portation system as a whole, in that direction. Those routy 
over which the complainant asked for specific rates were a ® 
constructed to avoid the expensive service of the Terminal Raj © 





WA 
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road Association for transfer across the Mississippi at St. Lous B 
The carrier representatives indicated that, if the rates aif 


routes requested were granted, the result would be the estab 
lishment of similar rates over the routes that did involve the 
services of the Terminal Association, so obviating one of the 


main reasons on which the request for the specific rates askej 
rested. 


Carrier representatives further attempted to bring out that 
the complainant was primarily interested in getting access to 
the large markets at Kansas City and St. Joseph, and only inci 


dentally interested in the rates to the wider territory. Consid- F 


erable time and effort were consumed by an attempt of the 
defense to get a statement of the formula used by the complain 
ant in arriving at the specific rates requested, seeming to desire 
some clarification of what constituted “reasonable rates.” 


C. P. Hoy, representing the operators in the Belleville group, 
said he was intervening in behalf of the complainant in so far 
as it was consistent with the interests of those he represented. 
His position was that the present differential of the Belleville 
group under southern Illinois should remain as it is, whatever 
the findings of the Commission in the case being heard. 


| Digest of New Complaints | 


No. —- Sub. No. 6. Republic Bag Co., St. Louis, Mo., vs. N. Y.G 
et 


Rates and charges in violation of sections 1 and 4 of the act, on 
—— bags from Cleveland, O., to St. Louis, Mo. Asks repara- 
on. 

No. 18641. Sub. No. 2. Virginia Coal Operators’ Assn., Roanoke, V8. 
vs. C. & O. et al. 

Alleges that present rates on coal from Clinch Valley District 
No. 1, Clinch Valley District No. 2, the Pocahontas and_ Tug 
River Districts of the Norfolk & Western to Washington, D. C. 
for B. & O. delivery and to Washington suburban points in V3, 
Md., and D. C., on B. ., and Pennsylvania, are in violation 
of sections 1 and 3 of the act. Asks rates for future. 

No. 18669, Sub, No. i: Globe Grain and Milling Co., Los Angeles, 
lif., vs. n e et al. 

be rules and privileges on wheat and flour in violation of 

sections 1 and 3 of the act, from points in groups E, zs , 
and J in Colorado, Iowa, Kansas, Missouri, Nebraska, Ok a | 
and Texas, to California points. Asks that defendants be requir : 
to spread a na — wheat and flour to rates no 
less than cents per hundred. 

oe { West, Virginia Brick Co., Inc., Charleston, W. Va, V% 

Cc. & O, et al. t 

Rates and charges in violation of sections 1 and 4 of the a¢ 
on brick ee aeareniite, Ky., to Harper, Va. Asks rates for 
future and reparation. 

No. 18831. Hill-Lawson Co., Inc., Charleston, W. Va., vs. A. G. S. et Jon 

gs mage ys ee Ry gnarecs iy han my from New 
leans, La., to esboro, A r a % 

No. 18832. Aycock-Holley Lumber Co., Jacksonville, Fla., vs. A. Gy 

Uneonneneye —— bow on lumber from Luverne, ’ 
to Sarasota a. s reparation. 

No. 18833. 0. BP. Woodcock Co., Jacksonville, Fla., vs. A. C. lL. et 5 
be nage agg erenee snare on 254 or more cars @ 
nville, a. sks reparation. 

18834 . T. J. Moss Tie Co_, St. Louis, Mo., vs. B. & O. et * - 

Rates in violation of sections 1, 2, 3, 4, 6, 18 and 15 OFcentuckY 

including divisions, on cross ties and timbers from i 

and Tennessee to points in Illinois, Indiana and Missouri. 

rates and divisions for the future. 
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WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New York-CuBA-MEXIGAN GULF Ports 


NEW YORK — HAVANA 
Weekly Sailings on Saturdays for Passengers and Freight 








NEW YORK — HAVANA — MEXICO 
Weekly Sailings on Thursdays 


HAVANA, CUBA; PROGRESO, VERA CRUZ 
and TAMPICO, MEXICO 


For Passengers—Fortnightly. For Freight—Wecekly. 





Additional Freight Service 
Sailings on Thursdays 
NEW YORK TO CUBAN SOUTHSIDE PORTS 
Weekly sailings to Santiago, Cuba. 
Fortnightly sailings to Cuniuenee, Guantanamo and Manzanillo, Cuba. 
Monthly sailings to Puerto Mexico, Mex. 
Fall information on request 
AGENCIES 


W., 1501-2 Marquette ‘i Gchults, Western Traffic Agen’ 
Gutele, N. Y., 408 Prodeatial Bide, 1s te Taneaste . 
‘Terminal Co” 








Pier 14, East , Agent. 
Philadelphia, Pa.. Texas Transport & Co., The Bourse. 
San Francisco, Cal., Davies Turner & Co., 110 California St., OC. A. Anderson, 
Cuba, Compostela y Desemparado, Wm Harry Smith, General Agent for Cuba- 
Mexico City, Cinco de Mayo No. 16. RB. C. General Mexican Agent. 
Liverpool, Eng., Dock Board Bidg., . Ackeriey & Gon, General Buropean Agents. 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 
STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 
JAMAICA COLOMBIA 


Cartage 
Puerto Colombia 
Santa Marta 


COSTA RICA 
' Port Limon 


Kingston 
Port Antonio 
Jamaica Outports 


CANAL ZONE 
Cristobal 


PANAMA 
Bocas del Toro 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 
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ORIENTAL BUYERS 
DEMAND 


SPEED! 


Satisfy the demands of your Oriental cus- 
tomers by giving them fast freight service 
across the Pacific. Quick deliveries mean 
More Business! ADMIRAL ORIENTAL 
LINE ships sail every twelve days from 
Seattle, and cross the Pacific by THE SHORT 
ROUTE to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 


Other Offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victeria, B. C. 


SEATTLE, WASH. 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 

Saltmore. Pa. Vi 

pe tog we ——" sz. 
And at our Branch Offices at ports of call, etc. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

ddress Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 








Notice of Claim—Concealed Loss or Damage 


Massachusetts.—Question: From a carload of peaches 
which we unloaded we checked 10 crates broken. Through error 
the carrier was not notified of damage so that inspection could 
be made and delivery receipt was signed without notation of 
damage being made thereon. We entered claim for damage, 
which was declined. Can carrier be held liable? 

Answer: There is no legal requirement that a notice of con- 
cealed loss or damage be given to a carrier by the consignee 
within a few days after delivery of the shipment, the provisions 
of paragraph D of section 2, of the Uniform Bill of Lading Con- 
tract, Terms and Conditions, which require that a claim be filed 
within six months after delivery of the shipment, applying to 
claims for concealed loss or damage, as well as other claims. 

See, in this connection, our answer to “New York” on page 
1030, of the November 2, 1924, Traffic World, under the caption 
“Concealed Loss or Damage—Notice to Carrier.” 


Liability of Carrier for Concealed Loss or Damage 

Kansas.—Question: We have a claim for adjustment in the 
form of a concealed loss on shipment of one mirror, from New 
York City to Kansas. This mirror was ordered and intended 
for the fall trade, but was shipped in April of this year. 

Immediately on arrival the box containing the mirror was 
placed in a storeroom of the consignee and was not moved or 
handled in any manner whatever from the position in which it 
was placed on arrival until box was opened, some five months 
later, and mirror found to be broken. 

Would the carrier be held not liable for this loss on account 
of notice of damage not having been given to them (the carrier) 
until this length of time after arrival? 

Claims for loss and damage for a concealed loss are usually 
settled by the carrier upon the presentation of loss and damage 
blanks filled out and signed by the shipper and consignee show- 
ing condition when shipped and received. 

Advice on the above will be highly appreciated. 

Answer: From a legal standpoint, claims for concealed 
loss or damage are as valid as any other kind; the only differ- 
ence is that, in case of concealed loss or damage, it is more 
difficult to establish the proof necessary to prosecute the claim. 
It has been held that, in order to recover the value of goods 
lost under circumstances which bring the case under the cate- 
gory of a concealed loss, the plaintiff must prove that the loss 
occurred while the goods were in the carrier’s possession. 

With respect to shipments involving concealed damage, it 
is very difficult for either the carrier or the consignee to know 
their condition on arrival at destination and, therefore, impos- 
sible for the consignee to note their condition upon the receipt 
for the same. On the other hand, where a shipment has been 
received by the consignee, hauled to his place of business and 
held in its original package for any considerable period of time, 
there is always an opportunity for loss or damage after the 
shipment has been delivered to the consignee. The carrier is 
liable for only such loss or damage as occurred during the time 
the shipment was in its possession, and it will therefore be 
necessary, in making out a prima facie case against the carrier, 
to prove that the shipment was in good condition when received 
by the carrier, and that it was damaged when delivered to the 
consignee and that the damage did not occur during the period 
when it was in its possession. 


The shipper must show delivery to the carrier in good con- 
dition, the recital in the bill of lading to the effect that the 
goods were received in apparent, good condition pertaining to 
the instrument as a receipt, it being open to the carrier to show, 
as against a claim that the goods were damaged during trans- 
portation, that the damaged condition existed at the time of the 
receipt of the goods, but was not apparent on inspection. 


Such a statement relates only to external conditions, and 
does not make out even a prima facie case against the carrier 
with reference to damage not thus apparent. But the recital 
of good condition or apparent good condition does make out 
a prima facie case against the carrier that the goods were in 
apparent good condition so far as ordinary inspection without 
opening the packages would disclose. The burden of proof is 
on the carrier to show that the goods were not in such apparent 
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good condition when received. The rule, as generally State, 
is that the recital as to the condition of the goods is prima 
evidence only as to that fact, and the carrier may show to the 
contrary. 

There is no legal requirement that a notice of cone 
loss or damage be given the carrier by the consignee Within 
few days of the receipt of the shipment. The provisions x 
Paragraph (6) of section 2 of the bill of lading which requir: 
that a claim be filed within six months after delivery of 
shipment apply to claims for concealed loss or damage, a 
well as other claims. 

The failure to discover the loss or damage until consid. 
erable time has elapsed after delivery of the shipment goes only 
to the question of proof of the loss or damage and not to the 
right of bringing suit therefor. 

If proof can be made that the damage did not occur whik 
the shipment was in the hands of the drayman or in the eq. 
signee’s warehouse, the burden, in case suit is necessary, yj] 
be upon the carrier to show that the goods were not in gooj 
condition when received for transportation or that the damag 
resulted from a cause for the consequences of which it is no 
liable and not from its negligence. 

The following cases relate to the liability of carriers fo 
concealed loss or damage: Canfield vs. B. & O., 75 N. Y. 144: 
Wallers vs. N. Y. C. & H. R. R. Co., 166 N. Y. S. 1083; Openhyn 
et al vs. Maine S. S. Co., 127 N. Y. S. 463; Rogers vs. N. Y, R, 
Co., 98 S. E. 860 (S. C. 1917); Edwin B. Stempson Co. vs. C. 8, 
R., 164 N. Y. S. 68. 


Routing and Misrouting—Liability of Carrier for Failure to Com. : 
plete Transportation Service Undertaken 


Pennsylvania.—Question: On page 482 of “Bases for Freight 
Rates Eastbound,” issued by R. H. Smith, agent, there appear 
a clause reading as follows: 








The following articles will not be received or transported by the 
B. C. & A. Ry. or the B. & V. S. S. Co., on any terms except as 
otherwise provided herein. Agents are especially prohibited from nam- 
ing rates on, or receiving or receipting for, any of the articles 
herein named. 


The list that follows includes lumber, carload lots. Despite 
this restriction car was accepted by agent of carrier at Cairo, 
Ill., and moved to Baltimore, Md., where it was refused by the 
B. & V. S. S. Co., on account of no previous arrangements hav- 
ing been made for handling beyond Baltimore. 

While it is true that shippers are charged with the knowl 
edge of contents of tariffs, does not an obligation rest on carrier 
to decline to accept shipments unless arrangements were made 
for handling at Baltimore? 


We were obliged to provide for water transportation via a 
private schooner at Baltimore at considerable expense and we 
are wondering whether or not it is possible to collect this excess 
charge through claim channels. 

We do not locate any decisions as rendered by the Com- 
mission dealing with similar cases and we would appreciate it 
if you would let us have your opinion as to whether or not car- 
rier is liable for expense incurred at Baltimore, Md. 


Answer: The only cases we can locate which have a bear- 
ing upon this question are the opinions of the Commission in 
Hudson Motor Car Co. vs. Michigan Central, 43 I. C. C. 1; Bruns- 
wick-Balke-Collender Co. vs. Pere Marquette, 49 I. C. C. 530, and 
Eagle Pass Lumber Co. vs. G. H. & S. A,, 47 I. C. C. 219; Ulary 
vs. Pa. R. Co., 58 I. C. C. 489; Butterfield Co. vs. N. O. & N. E, 
55 I. C. C. 741, and De Bary & Co. vs. L. W. R. Co., 18 I. C. C. 527. 

Under the principle in the first three cases above referred 
to, it would appear that in the instant case the carrier could 
not, in an action before the Commission, be held liable for 
injuries which were sustained by the shipper, even though 
the carrier be liable in undertaking a transportation service 
which it could not perform notwithstanding the notice to the 
shipper set forth in the provision of the tariff to which you refer. 

But. in this connection, see the Commission’s opinion in 
Docket 17449, S. Berger vs. Pa. R. Co. (Mim.), decided October 
2, 1926, in which case the Commission said: 


Defendant questions our jurisdiction to entertain this complaint. 
Denial by a common carrier subject to the act of the delivery law- 
fully designated in the bill of lading or reconsignment instructions 
in respect of shipments moving in interstate commerce is a matter 
which may change, affect, or determine the value of the service 
rendered to the complainant as consignee, and as such is within our 
jurisdiction. ; 


However, inasmuch as a transportation charge not filed with 
the Commission may not be used to measure damages, recovery 
cannot be had in a complaint before the Commission in the 
instant case. If the principle of the Du Bary case is applicable 
thereto, even though it be determined that the carrier is liable 
by reason of its acceptance of the shipment for transportation, 
which shipment under the provisions of the published tariff 
it had notice could not be transported to final destination. 

Inspection of Egg Shipments 

California—Question: Kindly advise if you can locate ref- 

erence to a ruling of the Interstate Commerce Commission 
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REACTOR 








A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 


EE: 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


THIS NEW YORK PLANT 


Provides Exceptional 
Shipping Facilities. 


Offers unusual advantages. Hudson River Frontage; 
Private Steamship Pier; Free Lighterage; Railroad 
Sidings. Floor Space in units of 25,000 to 200,000 
sq.ft. Vacant Land for Storage or Expansion. Im- 
mediate Occupancy. For sale or lease, all or part, 
land or buildings. Complete information on request. 


HARRISON S. COLBURN CO. 
30 Church Street, New York. Cort. 3909 


Leonard’s 
Routing Guide 


Rate Book 


FREIGHT, — - PARCEL POST 
Shippers 


Is the ONLY BOOK which contains ALL this | 
information in ONE VOLUME 


Send for sample sheets 
They tell the story 


G. R. LEONARD & CO. 


15 East 26th Street 155 N. Clark Street 
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court decision, or both, covering carrier’s liability in opening 
cases in damaged shipments. For example: 

We ship from A to B, transcontinental movement, 500 cases 
of eggs. Damage was discovered and Trunk Line Inspection 
Bureau issued a report as follows: 81 dozen leaking, 151 dozen 
checked, 141 dozen stained, 18 dozen loss. Eight men opening 
and repacking 480 cases from top to bottom. 154 cases bad 
order, 96 hours actual time, 12 bundles of flats and 6 cases 
fillers used in reconditioning shipments. 

Consolidated Freight Classification No. 4, page 160, item 
1, section 7, of Note 6, second paragraph, states: “No expense 
incurred by consignee in the ascertainment of damage will be 
allowed. In case of carriers’ liability, actual and necessary 
charges incurred for labor and material in reconditioning the 
damaged cases and contents showing damage shall be borne 
by the carriers.” 

The point is, is the carrier liable for all the labor incurred 
in reconditioning the shipment? Past experience has been that 
the carrier will pay for the opening of the cases shown as having 
actually contained damaged eggs. My contention is that inas- 
much as the carrier admits extensive damage proves conclusively 
there was neglect, rough handling, or other causes not con- 
trolled by the shipper and that the carrier should be liable 
for all the expensés incurred by the consignee in reconditioning 
this shipment. 

Your opinion and references will be greatly appreciated. 

Answer: In Docket 10012, National Poultry Butter and Egg 
Association vs. N. Y. C. R. Co., 52 I. C. C. 47, the Commission 
had under consideration the carrier’s regulations with respect 
to the handling of claims for damage to shipments of eggs. 

Conclusion No. 6 of the Examiner, adopted by the Commis- 
sion, reads as follows: 


A tariff rule that denies the right of inspection to shipper of 
cases of eggs that show no external evidence of damage while other 
cases in the same shipment show external evidence of damage, and 
exacts from such shippers good order or apparent good order receipts, 
held to be unreasonable and unlawful in that it forces from the 
shipper an apparent admission with regard to the shipment which 
may not be in accord with the facts, and may subsequently be used 
to prevent the collection of lawful claims. 


Inasmuch as under this conclusion a shipper has the right to 
inspect all cases in a shipment where some of the cases in the 
same shipment show external evidence of damage, it seems 
apparent that the entire expense of reconditioning a shipment 
is a proper basis for a claim. 

We can locate no cases construing the provisions of the 
classification published on page 160 thereof. 


Damages—Measure of 

Nebraska.—Question: Will you kindly give us your opinion 
as to the following, as we are having a little difficulty with 
some of the carriers as to the proper settlement on loss and 
damage claims on shipments received? 

We are an established wholesale jobber and the price on our 
merchandise is established in competition with other jobbers. 
By virtue, we figure we have established a market value on 
the merchandise we may receive. 

In regards to what is known as market value, we cite you 
to Muser vs. Magone, 155 U. S. 240, page 249, as defined by 
Judge Hoffman. Is this applicable? 

Some of the carriers state that their liability on loss and 
damage shipments is the price at point of origin plus freight 
if paid. Other carriers state that their liability should not 
exceed 10 per cent above the invoice price at point of origin plus 
freight if paid. It looks to us like the carriers are limiting their 
liability by offering such settlement. The carriers state further 
that if they paid us our. market value, it would include a profit 
which they contend is illegal. 


We wish to cite you to what Chief Justice Fuller said on 
page 240-242, 39 Law Edition in the Frederick W. Muser case. 
It is our understanding that the present case controlling is the 
one decided by the United States Supreme Couort in the C. M. 
St. P. Railway Company vs. the McCaull-Dinsmore Company, in 
which the Supreme Court held that under the Cummins Amend- 
ment of the Act to Regulate Commerce, the carrier was liable 
for the actual loss sustained by the claimant. It is our under- 
standing that a further amendment of the Cummins Amendment 
requires the carrier subject to the act as amended to assume 
full liability for the actual loss or damage caused by the carrier 
without regards to any limitation, agreement or regulation, 
except on shipments moving under a released or declared value, 
and in such case, the declared or released value had no effect 
other than to limit the liability of the carrier. As we under- 
stand it, the carrier cannot limit its liability unless the mer- 
chandise is moving under a released or declared value. 

Are we entitled to our wholesale price as a measure of 
damages at the time the goods should have been delivered 
to us by the carriers? 

Answer: With respect to this question, see our answers to 
“South Carolina,” on page 214 of the July 24, 1926, Traffic World, 
under the caption “Damages—Measure of,” and to “Iowa,” on 
page 214 of the July 24, 1926, Traffic World, under the caption 
“Damages—Measure of—Retail vs. Wholesale Market Value.” 
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The Muser case referred to by you relates to valuation y 
goods for purpose of determining the amount of duty on y 
import shipment. 

The McCaull-Dinsmore case merely holds that the forme 
provision of the bill of lading that the invoice value at Doint 
of origin was the basis of recovery constituted a limitation y 
liability and does not determine the question of how the marky 
value at destination is to be arrived at. 

Tariff Interpretation—Articles Too Long or Bulky to Be Loady 
Through Side Door Without Use of End Door or Window 
in Closed Car 
Tennessee.—Question: Will you please advise if the Con 

mission has rendered an opinion where there is involved the 

following situation: 

A shipper orders a car and ships an article too large to 0 
in the side door of a 36 ft. box car and there is required a 
open car to accommodate the shipment. 

Will the carload rate and minimum be applied or the mip. 
imum of 4,000 pounds at first class or actual weight at the rat. 
the commodity may be entitled to if more than the minimum gf 
4,000 pounds at first class? 

Answer: In Docket 5239, Minimum Charges on Bulky 4: 
ticles, 33 I. C. C. 378, the Commission had under consideratio, 
the classification rules then in effect relating to the handling 
of bulky articles and prescribed for publication the provisions of 
Rule 29 of Consolidated Classification as it now reads. 

On page 382, the Commission refers to the handling of such 
movements on flat cars but prescribed a single rule for appl. 
cation to all such shipments. It seems evident from the Con. 
mission’s findings in this case that, regardless of the kind of 
car into or on which the shipment is loaded, the minimum charge 
provided for in Rule 29 may be assessed. The Commission, on 
pages 382 and 383 in this case, said:. 


The operation of the proposed rule will necessarily mean that 
more shipments will be subject to the minimum charge than under the 
present rule, since end window and end door loading and loading in 
extra size box cars will be eliminated. And it is also plain that where 
a carrier has an extra size box car it may load therein along with 
other freight these shipments to which the minimum charge rule 
will be applicable. Or if it has an ordinary 36-foot car provided with 
an end window available for loading, it may carry therein a much 
longer shipment than can be actually loaded through the center 
side door. In this way the revenues of the carrier will be increased. 


Liability of Carrier for Issuance of Bill of Lading Prior to Re. 
ceipt of Goods 


Florida.—Question: A shipper approached a railroad freight 
agent requesting that he sign bill of lading for one carload of 
citrus fruit representing to the agent that the car was loaded 
and ready for movement. The agent signed the bill of lading 
without visiting the shipper’s place of business to verify his 
statement because his plant and private track upon which the car 
was loaded, were some distance away in the same town. It J 
developed the car was not loaded, did not move on next 
scheduled train and shippers have filed claim for delay. What 
is the proper practice? Is there a penalty? If so, is it against 
the shipper and the railroad alike? What is the proper course 
for an agent to pursue in a case of this kind? 

Answer: We can locate no decisions involving a situation 
such as you describe. It is, however, our opinion that the car- 
rier cannot be held liable for damages resulting from delay 
which occurred prior to the loading of the shipment, notwith- 
standing the signing of the bill of lading by the carrier’s agent 
prior to the time the freight was loaded. The shipper may not 
take advantage of his own wrong. 

The only penalty which might accrue is that which is pre 
scribed in Section 41 of the Bills of Lading Act in the event 
that the instant case falls within the purview thereof. 

Damages—Measure of—Charges on Duplicate Shipments 

North Carolina.—Question: In selling the retail trade 4 
shipment of our various plug brands we give them as free goods 
one dozen 10-cent size cans of snuff, which are packed in 4 
corrugated box 3% inches by 6 inches by 7 inches. 

We recently had one of these to be lost in transit. We 
immediately replaced by parcel post, entering claim for the orig: 
inal package, plus the postal charges for replacing. 

The transportation company declined our claim stating that 
the law would not permit them to pay postage. 

Won’t you please advise if there has ever been a similar 
case? If so, give us the law reference. 

Answer: We know of no decision of the courts which in- 
cludes in the amount of the damages awarded for injury to 4 
shipment the amount of the transportation charges, either 
freight, express or parcel post, on a duplicate shipment. 

The Commission has, in two cases, namely, Larkin Co. V5. 
E. & W. Transportation Co., 34 I. C. C. 106, and I. & S. Docket 
914, Loss and Damaged Freight Replacements, 43 I. C. C. 257, 
had before it the question of the carrier transporting free of 
charge goods shipped to replace lost or damaged articles. 

Apparently a carrier may lawfululy include transportation 
charges, at least freight charges, as an integral part of a claim 
for damage to property, but, as stated above, we are not aware 
of any decision which holds that it must be done. 

If the forwarding of duplicate shipment had the effect of 
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mitigating or equalizing the carrier’s liability for damages in 
the event the duplicate shipment had not been forwarded, which 
is very probably true in most, if not all, instances, the carrier 
should include the amount of the charge, whether freight or 
express or parcel post in the settlement of the claim. 


Refrigeration—Delay of Iced Cars at Loading Station—Cost of 
Ice Furnished 


Pennsylvania.—Question: Will you kindly refer to your 
answer to “California,” on page 958 of the Traffic World for 
October 25? 

To my understanding, the note to Paragraph A, Rule 215, 
of Perishable Protective Freight Tariff No. 3, Dearborn’s I. C. C. 
2, eliminates the detention charge of $3.75 per 12-hour period 
when the charge for ice supplied car prior to delivery of written 
shipping instructions to carrier’s agents figures less at the 
charges provided in Section 4 of that tariff. In the case in 
question the proper charge is that based on the 6,000 pounds 
of ice added by the carrier on the day loading was completed. 
This represents the actual meltage; and to my thinking any 
additional charge for icing would be unfair, as the consignor 
would be required to pay for something he did not receive. 

The initial icing of 10,600 pounds is entirely separate from 
the detention transaction, as this icing is part of the service 
paid for by the consignor as refrigeration charges in the line 
haul. Any charge based on the weight of the ice furnished with 
the car must certainly detract from this service rightly due 
the shipper. 

I believe the note to Paragraph A is issued to take care 
of any excessive amount of meltage which might occur through 
weather conditions or other unforseen circumstances—the rail- 
road having the alternative of applying. the detention charge or 
cost per ton bases; the effect of Rule 215 is not to doubly pen- 
alize the shipper. 

Answer: Your understanding of the provisions of the note 
to Paragraph A, of Rule 215, of Perishable Protective Tariff 
No. 3 is in accord with our understanding thereof, as set forth 
in our answer to “California,” to which you refer. 

Routing and Misrouting 

Minnesota.—Question: The following question has arisen in 
the handling of a claim by this company, and we will be very 
pleased if you could favor us with an opinion by which we may 
be guided in our decision. 

A carload of freight was routed by shippers via a route 
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over which no through rates are in effect, to a recongj 
point located on a line not party to any through rates vig 
intermediate carriers. The first intermediate carrier too, 
upon itself to reroute the car to the same reconsigning 
via a route over which through rates were in effect but did gy 
without orders of shipper. The shipper then placed Orders fg 
reconsigning with original destination road, which, of coum 
did not take effect and the result was that shippers incurred gy 
expense of some $30.00 in disposing of the car. However, by 
diverting the car from the original route a saving of $70.00 
effected in the freight charges. Shipper has filed claim for the 
loss of $30.00 and the carrier has declined same account of thy 
difference in freight charges, contending that if shipper desing 
to be protected on original billed destination sales price jy 
should also be required to pay the freight charges which wou 
have accrued under original billing. Is carrier correct in thi 
stand? 

For further information, I might add that car was originally 
sold F. O. B. point of origin to be moved on a route othe 
than that specified by shipper but which carried a through rate 
such as was assessed after routing was changed by carrier, 
that freight. charges were collect, and that original consignee 
refused shipment, whereupon it was bought back by shipper ani 
resold on the basis of original price plus freight charges basej 
on through rate to destination. 

Answer: While the misrouting of the shipment was a viola 
tion of the Act for which damages may be awarded by the 
Commission (see Atlantic Lumber Co. vs. Toledo & Ohio Cen 
tral Ry. ‘Co., 46 I. C. C. 368, and Lathrop, Shea, Henwood (Co, 
vs. Lehigh Valley, 24 I. C. C. 622), nevertheless, if the misrout 
ing of the shipment resulted in no injury, but in a benefit to the 
shipper, as appears to be true in the instant case, reparation 
will not be awarded by the Commission. See the report of the 
Commission in the case last referred to above in which the 
Commission held that while carriers have no right to disregard 
routing instructions contained in bills of lading accepted by 
them, reparation should not be awarded in a case where the 
misrouting is not a case of damage. 

In Northwestern Traffic & Service Bureau vs. Mo. Pac, 
73 I. C. GC. 471, the Commission holds that while the routing 
inserted in a bill of lading by the shipper determines the applic 
able rate, nevertheless, in the event the carrier forwards a 
shipment via a cheaper route, the rate applicable via that route 
is the rate to apply on the shipment. 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere *° 


November 8—Washington, D. C.—Examiner Peterson: 
18291—-Layton & Layton, Inc., vs. Pa. R. R. et al 

November 8—Indianapolis, Ind.—Examiner Jewell: 
18690—American Zinc Products Co. vs. St. L.-S. F. Ry. et al. 


November 8&—New York, N. Y.—Examiner Trezise: e 
1858)—National Paper Products Co. vs. N. Y. C. R. R. et al. 
November 8—Philadelphia, Pa.—Examiner Williams: 
18533—Charles E. Hires Co. vs. A. C. & Y. Ry. et al. 
November 8&—Kansas City, Mo.—Examiner McChord: 
18488—J. C. Lysle Milling Co. vs. A. T. & S. F. Ry. et al. 
'18726—Loose- Wiles Biscuit Co. vs. St. L.-S. F. Ry. et al. 
November 8—Birmingham, Ala.—Examiner Brennan: 
18626—Birmingham Traffic Bureau vs. Ill. Cent. R. R. et al. 


November 8—Portland, Ore.—Examiner Barron: 
18470—Italian Fruit & Produce Co. et al. vs. Sou. Pac, Co. 


November 8—Grand Forks, N. D.—Examiner Cheseldine: 
—— Dakota Mill and Elevator Assn. et al. vs. Nor. Pac. 
et al. 
November 8—New Orleans, La.—Examiner Money: 
Gs S. No. 2758—Fruits and vegetables from Ark., Mo., and Okla., 
to Memphis, Tenn., New Orleans, La., etc. 


November 8—Washington, D. C.—Examiner Hays: 
Valuation No. 843—In re tentative valuation of the property of the 
Nevada Central R. R. 


November 8—Washington, D. C.—Examiner Walton: 
Valuation No. 859—In re tentative valuation of the property of the 
Waycross & Southern R. R. 


November 8—Little Rock, Ark.—Examiner Disque: 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. R. R. et al. 
18300 (and Sub. Nos. 1 to 8, incl.)}—Armstrong Packing Co. vs. 

A. & 8S. Ry. et al. 

or” toe Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. 
et al. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
Sogerwenwen territory to Central, Eastern and Southern terri- 
ories. 

18026—Arkansas Cottonseed Crushers Association vs. A. C. & Y. Ry. 
et al. Fourth Section Application Nos. 4309, 600, 601, 542 et al. 


November 9—Washington, D. C.—Examiner Molster: 
Finance No. 5840—Application of Texas & Pacific Ry. for authority 
to acquire control of the Cisco & Northeastern Ry. by purchase 
of capital stock. 
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November 9—Washington, D. C.—Examiner Peterson: 

18514 (and Sub. 1)—Acme Coal Co. et al. B. & O. R. R. et al. 
November 9—Indianapolis, Ind.—Examiner Jewell: 

18603—Knox Consolidated Coal Co. vs. B. & O. R. R. et al. 
November 9—New York, N. Y.—Examiner Trezise: 

18573—The Krebs, Pigment and Chemical Co. vs. Southern Ry. et al. 
November 9—Portland, Ore.—Examiner Barron: 

18440—M. & M. Wood Working Co. vs. O.-W. R. R. & Navi. Co 





et al. 


November 9—Kansas City, Mo.—Examiner McChord: 
18521—Schreiber Milling & Grain Co. vs. A. T. & S. F. Ry. et al. 


November 10—Washington, D. C.—Examiner Davis: 

* Fiance 5804—In the matter of the joint application of the Perry 
County Teleplione Co. and Crooksville Telephone Co. for a ceér- 
tificate that the acquisition by the latter company of certain 
properties of the former company will be of advantage to the 
persons to whom service is to be rendered and in the public in- 
terest. 

* Finance No. 5853—Joint Application of Bell Telephone Co. of Penn- 
sylvania and Blairsville Telephone Co. for a certificate that the 
acquisition by the former company of the properties of the 
latter company will be of advantage to the persons to whom 
service is to be rendered and in public interest. 


November 10—Indianapolis, Ind.—Examiner Jewell: 
18170—United Paperboard Co., Inc., vs. A. C. & Y. Ry. et al. 


November 10—New York, N. Y.—Examiner Trezise: 
18408—Knickerbocker Portland Cement Co., Inc., vs. B. & A. R. R. 
(The New York Central R. R., lessee), et al. 


November 10—Kansas City, Mo.—Examiner McChord: 
18729—Domestic Milling Co et al. vs. C. & A. R. R. 


November 10—Philadelphia, Pa.—Examiner Williams: | 
18031—American Motor Body Corp. et al. vs. B. & O. R. R. et al. ; 

| 

' 


November 10—New Orleans, La.—Examiner Money: 4 

I. . No. 2595 (and ist and 2nd supplemental orders)—Meats an 
Packing House Products to, from and between Sout 
Western Trunk Line Points. 

15389—Swift & Co. vs. A. T. & S. F. Ry. et al. 

15446—Albert Lea Packing Co. et al. vs. C. R. L. & P. Ry. et al. 

15606—Armour & Co. et al. vs. A. T. & S. F. Ry. Co. et al. 

12068—Wilson & Co., Inc., of Okla., et al. vs. Director-General 48 
agent, C. B. & Q. R. R. et al. & 

12067—Wilson & Co., Inc., vs. Director-General, as agent, A. T. 


S. F. Ry. et 
12127—Swift 
et al 


western and 


al. 
& Co. vs. St. L.-S. F. Ry., Director-General, as agent, 


al. 
12271—Morton Gragson Co. et al. vs. Director-General, as agent, 
A. T. & S. F. Ry. et al. F 
—ee & Co...vs. Director-General, as agent, A. T. & S. *: 
y. et al. 
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vagent, ot al- & Co. vs. M. K. & T. Ry. Co., Director-General, as 
Witte oo. Okla., et al. vs. Director-General, as agent, 
12301—Albert Lea Packing Co. et al vs. Director-General, as agent. 
12398—Armour & Co. et al. va. A. T. & S. F. Ry., Director-General, 
12btb—Switt:& ‘Co, vs. K, C. Term Ry., Director-General, as agent, 


12646 -Swift & Co. vs. A. T. & S. F. Ry. a al. 

15362—Jacob E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 

1. & S. 2533—Butter and lard tubs, meats and packing house products 
from ow to Southwestern pasts 

18473—G. Hormel & Co. va. C. M. & ” P. Ry. et al. 

ieav Swit & Co. vs. A. T. & 8. F. Ry. et al. 

Fourth Section Application Nos. 12788, 7 S198, 12806, 12886, 469, 1848, 
and 123807. 

November 10—Argument at Washington, D. C.: 
14127—J. M. McLeod et al. vs. T. P. Ry. et ‘al. 
a << 6 WY oo Commission of N. Mex. et al. vs. A. T. 

y 
bi a —. Nos. 1 and 2)—Egyptian Power Co. vs. Ill. Cent. 
e 

16460 (and Sub. Nos. 1, 2 and 3)—E. I. DuPont De Nemours & Co. 

vs. Ill. Cent. R. R. et al. 

16655—Grasselli Chemical Co. vs. A. G. S. R. R. et al. 

17308—E. I. DuPont De Nemours & Co. vs. N. O. & N. E. R. R. et al. 

November 11—New York, N. Y.—Examiner ae wn 

Jersey Central Power & Light Co. vs. 

_— Central Power & Light Co. vs. De 
eta 

November 11—Fort Worth, Tex.—Examiner Disque: 
hr yt Cottonseed Crushers’ Assn, et al. vs. A. & R. R. R. 

et al. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
ee territory to Central, Eastern and Southern ter- 
ritories. 

18026—Arkansas Cottonseed Crushers Assn. vs. A. C. & Y. Ry. et al. 
Fourth Section Application Nos. 4309, 600, 601, 542 et al. 


ow & * 11—Montgomery, Ala.—Examiner Brennan: 
1. 2774—Routing on cotton from L. & N. R. R. 
deus. 


November 11—Montgomery, Ala.—Examiner Brennan: 

1. & S. 2742—Routing on cotton from L. & N. R. R. stations to N 
c., S. ¢., and Va. 

November 11—Fort Worth, Tex.—Examiner Disque: 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

ee x 1 11—Kansas City, Mo.—Examiner McChord: 

& S. 2777—Grain and grain products between points in Kansas 
“and Oklahoma. 

November 11—Washington, D. C.—Examiner Berry: 
12726—Hagerstown Chamber of Commerce vs. W. Md. Ry. et al. 
15345—Tidewater Portland Cement Co. vs. C. & P. R. R. et al. 
—— Chamber of Commerce et al. vs. W. Md. Ry. 

et al. 


November 11—Ft. Worth, Tex.—Examiner Disque: 
18300 (and Sub. Nos. 1 to 3, incl.)}—Armstrong Packing Co. vs. 
A. & S. Ry. et al. 


November 11—Argument at Washington, D. C.: 

Ex Parte 88—In the Matter of the Authority of the Commission to 
approve after August 31, 1920, a reduction in rate or an award 
of reparation by state authority on intrastate traffic which moved 
during the period March 1 to August 31, 1920. 


November 12—Chicago, Ill.—Examiner Walsh: 
1. & S. No. 2765—Restrictions in the combination rule of live stock. 


November 12-13—Argument at Washington, D. C.: 
17517—Rates on Chert, Clay, Sand and Gravel within the state of Ga. 
bas 4 = No. 1)—Roquemore Gravel Co. et al. vs. A. B. & A. 
y. et al. 
17689—Roquemore Gravel Co. et al. vs. A. B. & A. 2 
17763—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al 
By. on Sub. No. 1)—Dixie Sand & Gravel Co. vs. A. B. 
y. eta 
. & S. 2470—Sand, Gravel and Slag from Alabama and Tennessee 
"to points in Georgia. 
November 13—Kansas City, Mo.—Examiner McChord: 


16506 (and Sub. ae, 1 to 15, incl.)—The Larabee Flour Mills Corp. 
vs. A. T. & S. F. Ry. et al. 


November oc O.—Examiner Jewell: 
17106—Charles Boldt Glass Co. vs. C. & O. Ry. et al. (with respect 
to the reasonableness of the rate attacked). 


November 13—Mauch Chunk, Pa.—Examiner Williams: 
18717—Levene’s Sons vs. N. Y. O. & W. Ry. et al. 
November 13—New York, N. Y.—Examiner Trezise: 
18720—Federated Metals Corp. vs. C. R. R. of N. J. et al. 
November 13—San Francisco, Calif.—Examiner Barron: 
8434—Meyenberg Evaporated Milk Co. vs. C. & N. W. Ry. et al. 
November 13—Mauch Chunk, Pa.—Examiner Williams: 
18029—George E. Freeby vs. A. C. L. R. R. et al. 
November 13—Jamestown, N. D.—Examiner Cheseldine: 
ew ek Association of Commerce of Bismarck, N. D., et al. 
vs. C. & N. W. Ry. et al. 
November 13—Mobile, Ala.—Examiner Brennan: 
18401—Gulf Trading Co., Inc., et al. vs. Ala. & N. W. R. R. et al. 
November 13—Washington, D. C.—Examiner Woodrow: 
* Valuation No. 607—In re tentative valuation of the property of the 
Savannah & Statesboro Ry. 
* Valuation No, 649—In re tentative valuation of the property of the 
Charlotte, Monroe and Columbia R. R. 
* Valuation No. 681—In re tentative valuation of the property of the 
Tampa Northern R. R. 
* Valuation No. 687—In re tentative valuation of the property of the 
Tampa & Gulf Coast R. R. 
November 15—Washington, D. C.—Examiner Konigsberg: 
* 1. & S. 2787—Coal from Kentucky and Tennessee to Tennessee and 
Sean. 
November 15—Portsmouth, N. H.—Examiner Jameson: 
* Finance No. 5700—A pplication of York Harbor & Beach R. R. for 
authority to abondon a line of railroad in York County, Me. 
November 15—Ft. Worth, Tex.—Examiner Disque: 
18495—Dallas Oil & Refining Co. et al. vs. Ft. W. & D. C. Ry. et al. 
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November 15—Fresno, Calif.—Examiner Barron: 
18477 _ (and es No. 1)—California Peach & Fig Growers vs, 4 
& 8. F. Ry. et al. —_ 
November and Pate N, Y.—Examiner iiiome: 
18645—Edward G. Bailey et al. vs. B. ; ae. et al. 
November aoe Orleans, in omens” Brennan: 
1. & S. . 2752—Manure from New Orleans, La., to points in Ab 
and ‘Mies. 
1. & S$. No. 2782—Estimated weights on carrots, from 
Northern, Eastern and Western points. 
November Lg ag ag Ill.—Examiner Walsh: 
18589 (and Sub. No. 1)—Tomahawk Pulp & Paper Co. vs. Can, Nat. 
Ry. et al. 
November 15—Washington, D. C.—Examiner Quimby: 
Valuation No. 866—In re tentative valuation of the property of th 
November 15—Washington, D. C.—Examiner Norman: 
Valuation No. 121—In re tentative valuation of the property Of th 
Pine Bluff Arkansas River Ry. 
Valuation No. 129—In re tentative valuation of the property of the 
Shreveport Bridge & Terminal Co. 
Valuation No. 132—In re tentative valuation of the properties y 
St. Louis Southwestern Ry. of Texas et al. 
Valuation No. 136—In re tentative valuation of the Property ¢ 
Dallas Terminal Ry. & Union Depot Co. 

Valuation No. 142—In re tentative valuation of the Properties 
St. Louis Southwestern Ry. et al. 
November 15—Argument at en. PD 
17238—H. H. Cary Co. vs. Mich. Cent. R 
16358—Federate "Metals Corp. et al. vs. Penna. R. 

17414—Indian Creek Valley Lumber Co. vs. & O. R. R. et al. 

Valuation No. 455—In re tentative wenetiles. of the properties 
the nage Trunk Ry. of Canada et al. 

Valuation No. 478—In re tentative valuation of the properties ¢ 
the Grand Trunk Western Ry. et al. 

Valuation No. 512—In re tentative valuation of the properties o 
the Detroit, Grand Haven and Milwaukee Ry. et al. 

Valuation No. 517—In re tentative valuation of the property of the 
Pontiac, Oxford and Northern R. R. 

Valuation No. 535—In re tentative valuation of the property of th 
Toledo, Saginaw and Muskegon Ry. 

Valuation No. 544—In re tentative valuation of the property of th 
International Bridge Co. 

Valuation No. 545—In re tentative weepetion of the property of th 
Grand Trunk Milwaukee Car Ferry 

Valuation No. 546—In re tentative. valuation of the property of 
the Detroit and Huron Ry. 

Valuation No. 550—In re tentative valuation of the property of the 
St. Clair Tunnel Co. 

November 15—Washington, D. C.—Examiner Law: 
au F 3984—-Excess Income of the West Virginia Northem 
November 15—Washington, D. C.—Examiner nee: 
Valuation No. 149—Mobile & Ohio R. R. et al. 


Mewentier 16—Ft. Worth, Tex.—Examiner Disque: 
I. r S. 2767—Stopover transit privilege on cranberries at points in 
exas. 
November 16—New Orleans, La.—Examiner Brennan: 
1 C. Palmer & Co., Ltd., New Orleans, La., vs. New Eng- 
land S. S. Co. et al. 
November 16—Chicago, Ill.—Examiner Walsh: 
18710—Manufacturers’ Assn, of Chicago Heights, on behalf of Stand- 
ty — Co. of Ill., vs. Chicago Heights Terminal Transfer R. 
et al 


November 16—New York, Y.—Examiner rr 

18721—Federated Metals ton vs. Penna. R. R. al. 

18426—Federated Metals Corp. vs. Ill. Cent. R *? et al. (further 
hearing). 

November 16—Argument at Washington, D. C.: 

Finance No. pe gm Detroit & Ironton R. R. for authority 
to acquire control of the D. T. & I. R. R. and the Toledo-Detroit 
R. R. by purchase of stock. 

Finance No. 4807—Application Detroit & Ironton R. * for authority 
to acquire and operate the lines of the D. T. & I. R. R. and the 
Toledo-Detroit R. R. 

Finance No. 5150—Application Detroit & Ironton R. R. for authority 
to issue securities and assume certain obligations. 

November 16—Washington, D. C.—Examiner Boat: 

Fourth Section Applications Nos. 1563, B. & O. R. R.; 1747, C. & 0. 
Ry.; , Il. Cent. R. R.; 1952, L. & N. R. R.; 2138, M. & 'O. R. R.; 
1561, N. & W. Ry.; and 1548, Southern Ry.—In re transportation 
of green tomatoes, wrapped, in C. L., from Hazelhurst and Terry, 
Miss., Sitka, Gibson and McNairy, Tenn. .» to Washington, D. C., 
Baltimore, Md., Pittsburgh and Philadelphia, Pa., and New York, 
N. Y., and points taking same rates which are lower than rates 
contemporaneously in effect on like traffic to Lynchburg, V2., an 
other intermediate points. 

November 16-17—Ar . = at Washington, D. C.: 
ee +. - ©. 1)—Ilinois Coal Traffic Bureau vs. A. & § 
R, eta 
— rs Sub. No. 2 or Bituminous Coal Operators Assn. 
& S. F. Ry. et al. 
17863 tilinote Coal Traffic Bureau vs. A. T. & S. F. Ry. et al. 
November 17—Washington, D. C.—Examiner Boat: 

Fourth Section Application No. 12932—Filed jointly by Charles Bar- 
ham, H. Wilson and Frank Van Ummersen—In re rates iron and 
steel articles via all-rail, rail-and-water, and rail-water-and-rall 
routes from points in Ala., Ga., Tenn., and Miss., to points in 
Eastern Trunk Line and New England territories. 

Fourth Section Applications Nos. 4309, 600, 601 et al. 

November 17—Los Angeles, Calif—Examiner ee 
17886—Nevada Lime and — Co. vs. A. T. & S. F, Ry. et al. 


November 17—Schenectady Y.—Examiner Williams: 
18448 {and Sub. No. pinot’ Battaglia & Co. vs. A. C. L. R. B 
e e 


Louisiang t 


November 17—Washington, D. kw Peterson: 
17468—The Philip Carey Co. et al. vs. A. T. & S. F. Ry. et al. 


November 17—New Orleans, La.—Examiner Brennan: 

sae Farm Bureau Federation et al. vs. La. Ry & Navi. 
‘oO. et a 

November 17—Washington, D. C.—Examiner Kephart: { 

Valuation No. 857—In re tentative valuation of the propertics 0 
Detroit, Toledo and Ironton R. R., and Toledo-Detroit R. 

November 17—New York, N. Y.—Examiner Trezise: 

18831—Williams Traffic Service, Inc., et al. vs, A, C. L. R. R. et al. 


November 
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Universal 
Carloading and Distributing 
Company 





YESTERDAY 
TODAY AND 
TOMORROW 


The Universal Carloading and Distrib- 
uting Company has, since its inception, 
followed a well defined policy of opera- 
tion. 


New consolidated cars are established 
only where the demand and prospective 
volume of tonnage justify your support. 


Nothing is left to chance. UNIVERSAL 
FREIGHT RATES are accurately 
figured on the cost of the service ren- 
dered and include adequate insurance 
for your protection. 


Constant adherence to this definite 
policy made it possible for us to give 
you the best of quality in transpor- 
tation yesterday, makes it possible 
today and will make it possible to- 
morrow. 


QUALITY 
EFFICIENCY 
ECONOMY 








For Rates or further information apply to our 
local office in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Blvd. Telephone Wabash 5102 
CHICAGO, ILL. 
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Looking Ahead. 


—— competitive struggle of industry has sharply emphasized the need 
of not only minimum production cost but also minimum distribution 
expense. The cost of getting a product to market is of vital importance. 
Transportation costs of raw materials to factory and finished product to 
consumer involve the life and well-being of any enterprise. 


Because of this fact forward-looking manufacturers may well consider 
the possible benefits of additional plant location. 


( 

The Pittsburgh District has outstanding advantages as a location for 
manufacturers through its accessibility to raw materials. It directly serves 
a population of two millions, and within a radius of a few hundred miles 
are the greatest consuming markets of the United States. No other pro- 
ducing district of like importance is so favorably situated with respect to 
its markets. Labor may be obtained in any type and volume and no cheaper 
power exists anywhere in the country. 


This Company will be glad to aid any interested concern in a survey 
of these advantages, and to explain the merits of an industrial location 
along its rails in the Pittsburgh District where a high grade belt line 
service is offered in connection with all trunk lines and where convenient 
industrial sites are available for every purpose. 


1141 Oliver Building, Pittsburgh, Penna. 


L.Montour R.R. 
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Between 
All Points 
in the 


East & South 
Northwest 


Western Canada 
North 
Pacific Coast 







4500 Miles Serving the 
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of Heart of the 
ai Great 
Own Lines Pins Northwest 


Al 
millitl 
en 


THE STEEL INDUSTRY 














To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered te railroad agent at 
initial point with the shipment and ac- 
QWINNIPEG company same to Canadian port of 
entry. 








SAULT SAINTE MARIE 





4% EMERSON: 







VANCOUVER 


2) 
MENOMINEE 





— 


ALWAYS DEPENDABLE 


AGENCIES 
Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 8rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
, quois Bidg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank 
Chicago, Ill, 707 Standard Milwaukee, Wis., 68 Wisconsin St., Bld 







MANITOWOC 






SAINT PAUL 











MILWAUKEE 





CHICAGO 


ig. 
Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- San Francisco, Cal., 675 Market St. 

Cincinnati, 0., 700 Tieeton Bldg, on i Seattle, Wash, S504 Stuart Bld 
Cleveland, O , 915 Union Trust Bidg. Neenah, Wis. Spokane, Wash. 1006 Old Nat'l Bank Bld 
Detroit, Mich., 311 Transportation Bldg. New York, N. Y., Woolworth Bldg. Superior, Wis. ” 
Duluth, Minn., 320 West Superior St. Ornaha, Neb., 725-26 W. O. W. Bldg. Tacoma, Wash., 1118 Pacific Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 
Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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PORT or SEATTLE 


Shortest, Most Direct Route to the Orient 


Seattle Harbor a 
Great Natural Port 


Situated on Puget Sound, the Port of Seattle is a wonderful 
sheltered harbor. The connecting channel with the Pacific Ocean, 
the Straits of Juan de Fuca, is a remarkable ocean roadstead 
varying from twelve to fifteen miles wide, leading to the main 
inlet of Puget Sound with five to eight miles width throughout, 
and the shallowest depth being 136 feet the entire 125 miles from 
the Pacific. This ample depth of water and wide channel makes 
it possible for the largest vessels afloat to make the Port of 
Seattle and find berthage without aid of either pilot or tow. 


Terminals Served by Six Transcontinental Rail Lines 
Acres of Open and Equipped to Handle Any 


Covered Storage. Weight Commodities at 
Low Insurance Rates. Reasonable Rates. 


Speed—Economy—Satisfaction 


ADDRESS 


PORT oF SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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ELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 

Canadian Pacific Railway Pennsylvania 

Canadian National Railways joi Rouses Point, N. Y. Lehigh Valley 

Quebec, Montreal & Southern Central R. R of N. J.. 


Boston & Maine via Mechanicville, N. Y. — 
Boston & Albany via Albany, N. Y. + Ai Binghamton, N. Y. 


via Owego, N. Y. 





DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 


J. . Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
c. — ry: ——S—e Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
ATLANTA, GA.—Telephone Walnut 5464 > 2 or ee eee 
— a ar ——— Agent, 1420-26 South Penn i. 
ealey Building — PITTSBURGH, PA.—Telephone Grant 5516 
BOSTON, MASS.—Telephone Liberty 4106-4107 8. Y. Baldwin, General Agent, Freight Department. 
F. H. Wheeler, New England Freight Agent, 513-514 Bessemer Building . 
ey Chamber of Commerce Building H. A. Dietz, General Soondiieg Coal Agent 
BUFFALO, N. Y.—Telephone Seneca 853 513-514 Bessemer Building ‘ 
Mt Visa Emivent Dam ‘Building mepestnent, PLATTSBURG, N. Y.—Telephone 698 
licott juare n 
CHICAGO, ILL.—Telephone Wabash 8994 E. H. Dow, Division Freight Agent, 
J. Flanders, Jr., General Agent, Freight Dept., SCR. ANTON, Pp a Teleph , 
Ai oto2 Webster Building, 7. 3. Gai tee Ee Bell 4751 
327 South LaSalle St. yle, ion Freight Agent, 
MONTREAL, QUE.—Telephone Uptown 7424 *D & H Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Garfield 1651 
106 Drummond Bldg., 511 St. Catherine St., West J. B, Stewart, General Agent, Freight Department, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
Max V. Beckstedt, General Agent, Freight Dept., TROY, N. Y.—Telephone 765 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 6 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. 

C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 

L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


99 W. J. MULLIN, J. T. LOREE, 99 


General Traffic Manager Vice-President and General Manager 
ALBANY, N. Y. 


a SHORTEST—QUICKEST—BEST PASSENGER ROUTE 


THE MONTREAL LIMITED BETWEEN NEW YORK AND MONTREAL THE suaena A 
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Bldg. 


INDIANAPOLIS 
Merchants Bank 
KANSAS CITY 
® Railway Exchange Bldg. 


® 


Manzana de Gomez 


Majestic Bldg. 


@® DETROIT 
® HAVANA 


Hippodrome Bldg. 


LEVELAND 
@ DENVER 


Boston Bldg. 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. @c 
@ CHICAGO—PASSENGER 


Ellicott Square Bldg. 


CINCINNATI 
Dixie Terminal 


@ BUFFALO 


@ 


Woodward Bldg. 


@ BOSTON 
Old Seuth Bldg. 





® BIRMINGHAM 


@ ATLANTA 
Healey Bldg. 
@ BALTIMORE 
Unien Trust Bidg. 
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Courtesy, the Watchword 


Southern Pacific Employees’ Bulletin, 
San Francisco, recently conducted a Cour- 
tesy Essay Contest. Selecting from nearly 
six hundred responses, three general and 
fifty-nine division prizes were awarded, to 
men and women from all departments— 
offices, stations, shops, trains, tracks, steam- 
ships, wharves—in short, the rank and file 
everywhere. The first Grand Prize was 
won by Jessie A. Wade, Ticket Clerk, Oak- 
land Pier; second by William O. Christian, 
Red Cap Porter, Oakland Pier; third by J. 
P. Chaddock, Motive Power Accountant, 
Tucson, Arizona. 


Below is a symposium drawn from six- 
teen of the prize winning essays: 


“Courtesy enriches all. There is no mood 
so ugly, no heart so hard, no soul so sad 
that it will not melt under the spell of cour- 
tesy. To make friends, be friendly. {(Cour- 
tesy is common sense in action. It is 
not the act of an hireling; it is the outward 
expression of the gentleman within. {The 
kind of courtesy that brings the most 
friends is that which springs from the heart. 
{Courtesy is the hall-mark of an intel- 
ligent individual. {[As I deal with a pa- 
tron by letter, face to face, or on the 
telephone, my greatest help is courtesy. 
{You cannot really be courteous if you 


do not mean it. {Courtesy is the blos- 
som of good sense and good feeling. The 
stock is not exhausted, even by constant 
use, but increases the more it is used. 
{Courtesy is a habit. It either grows 
with constant use, or dies out through 
neglect. {By faithful constancy to its 
rules, we gradually mold our characters, 
until in our outward dignity and charm, the 
world reads and understands our ideals. 
qCourtesy is not the heritage of the 
rich and educated alone. {[Courtesy is 
an inward goodwill. Keep your soul smil- 
ing. {Used sincerely, courtesy is kind- 
ness, politeness, genuine friendliness, hon- 
est sympathy, willing service. {[The secret 
of courteousness is to love. In the hard- 
est trials of life, in the most adverse 
circumstances, true courtesy never misbe- 
haves. {Its foundation is devoid of per- 
sonal selfishness. It is the essence of good- 
will. It thrives on honest reciprocity. 
Courtesy should come of a natural de- 
sire to benefit those we meet, forgetting 
self and studying the pleasure of others 
Let him who would be greatest among us 
be first ready to serve.” 


Not all may so well express it—but there 
are ninety thousand Southern Pacific em- 
ployees who are generally successful in put- 
ting these rules into practice. 
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